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VOLUME LVII 


Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





WASTEFUL PROCEDURE 
PEAKING of wasteful procedure, as exemplified in 
the spinning out, by the Interstate Commerce 
Commission, of hearings and arguments in minor is- 
sues, we have referred elsewhere to some matters now 
before it that, in our opinion, should be easily disposed 
of, but probably will not be. The Commission is too 
much disposed to treat every case before it in which 
many persons are interested or in which many persons 
make representations, as being one that should go 
through the routine of protracted hearings all over 
the country at great expenditure of time and money, 
being wasteful not only in this respect, but also in pre- 
venting prompt and adequate attention to more 
weighty matters. 
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For instance, why sO many suspension proceed- 
ings? It seems to be the custom of the Commission to 
suspend tariffs when there is any appreciable demand 
that they be suspended and investigated, thus causing 
the delay and waste we have been talking about, in- 
stead of applying the rule followed with respect to 
court injunctions—that is, to grant a temporary re- 
straining order (suspension) only on a satisfactory 
showing that irreparable injury is threatened. The 
great majority of suspension cases would not fall with- 
in that category. 


Probably such a change in procedure and custom 
would cause loud protests from those who have learned 
to look at every case in which they are interested as 
one in which they may prepare evidence and exhibits 
and rush hither and yon to lay them before the Com- 
mission and its examiners at strategic points over the 
country, where the same kind of exhibits and the same 
kind of testimony is repeated over and over, adding 
little or nothing to the sum total of necessary knowl- 
edge about the case, but there should be a reform, 
nevertheless. 


We are suggesting suspension cases merely as one 
of the opportunities for a reform in present methods of 
procedure—and, as we see it, the necessity for such 


_ reform is greater than ever before, now that motor 


as well as rail transportation is under the jurisdiction 
of the Commission and the cases before it will be 
multiplied; without-*simplification of processes it is 
likely to be overwhelmed—and for no good reason. 


RAIL PASSENGER FARES 


E ARE disappointed in the action of the eastern 

railroads with respect to the Commission’s pas- 
senger fare order, not because what they propose as a 
substitute for what was ordered may not be wise, but 
because, in putting it up to the Commission, they recog- 
nize the right of that body to tell them what the fares 
should be. We think even those railroads that advo- 
cate the rates the Commission has ordered should 
combat its action in asserting jurisdiction in such a 
matter; one may be satisfied that what he is told to 
do is the proper thing, but there is a bigger question 
than that in this case; that question is the right of a 
government body to tell the railroads what their pas- 
senger fares shall be, on the theory that they do not 
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know what is good for themselves. But far be it from 
the railroads to assert their own rights! 





TRANSPORTATION EFFICIENCY 


HE Interstate Commerce Commission ought not 

to waste much time in deciding the case of the 
proposed flat car-trailer service between Chicago and 
Twin Cities. The same should be true of the railroad 
pick-up and delivery. Both are ventures into transpor- 
tation economy and efficiency and, as such, ought to be 
welcomed rather than questioned. The only problem 
for the Commission to solve, as we see it, is whether 
the railroads can perform the proposed service at a 
profit—in other words, whether or not it is merely a 
blow directed at competition without regard for ulti- 
mate earnings. 


These and other similar questions that have arisen 
and hundreds of others that will arise grow out of 
the competition between the trucks and the rails and 
never would have existed if the railroads had not been 
so utterly befuddled in their dealing with the new 
agency of transportation, the truck and the bus. 
When this new form of transport began to develop and 
its possibilities became evident, good business manage- 
ment on the part of the railroads would have recog- 
nized it and absorbed it as a part of the evolution in 
the business of transporting goods and persons. But 
the railroads did nothing of the sort. They smiled at 
it as unimportant competition affecting only passengers 
and merchandise freight on which they had little or no 
profit anyhow, expending much energy in protesting 
the unfairness of some phases of it but doing nothing 
else about it. Now it has grown to such size and im- 
portance that, if the railroads had all the traffic they 
have lost to it, they, perhaps, would be beyond worry 
as to earnings. But they foresaw none of this. They 
regarded not the fate of the side-bar buggy and the 
family surrey, the harness of the displaced horse, the 
once fashionable bustle, and the cigar store Indian, but 
persisted in selling rail transportation and letting oth- 
ers provide the motor transport. 





What they should have done, of course, was to ’ 


have gone into motor transport themselves, making it 
an adjunct of their established business and using it 
where it could be efficiently used, much as they may 
have regretted the necessity that forced them to such 
change. The man who made women’s bustles either 
made something else or went out of business when the 
women forsook this form of upholstery; the buggy 
and the surrey manufacturer made automobiles or 
something else, or also went out of business; so with 
the harness manufacturer. But the railroads were in 
the rail transport business and there they stayed until 
finally forced into the motor business as competitors 
of established lines or even of themselves, instead of 
originating and controlling motor transport as an ad- 
junct and corollary. If they had done that, things 
would have been much better for them and for trans- 
portation service generally. That they did not do it is 
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one of the best illustrations of lack of business judg- 
ment and foresight that could be imagined. 

Possibly, some time, with wise legislation and wise 
administration of law, and through the slow process of 
business evolution, we shall have something like coor- 
dinated transportation, but at what loss to the rail- 
roads, who might have controlled the situation, within 
legal and reasonable limits, and at what loss also, prob- 
ably, to the public, which must pay the cost of this vast 
and duplicated structure in the transport business! 

It is easy to say, of course, that hindsight is better 
than foresight and thus to excuse the railroads; but 
others saw and predicted what was coming; the rail- 
roads should have been the first to see it and they 
should have seen it even more clearly than others, for 
they were in the transportation business. 


PROTECTION OF RAILROAD LABOR 


E THINK anyone with a fair mind, whether or 

not he believes in the principle of dismissal 
compensation for railroad or other labor, will, if he 
understands the facts, see that railroad labor, in the 
present situation, is demanding the unreasonable and 
trying to enforce its demands through its “pull” with 
Congress. 


Here is the railroad industry in sad business 
straits; everyone who knows anything about the situ- 
ation and competent to judge is demanding economies 
in operation; these are, in large part, prevented by 
the fact that, in accomplishing them, employes would 
be let out and the unwillingness of most of those deal- 
ing with the crisis to allow this farther increase in un- 
employment to come about. So the railroads have 
been negotiating with their employes in an effort to 
reach an agreement as to dismissal compensation. 
Their offer, we think, is extremely generous—far more 
so than is warranted by the facts of the immediate 
case or by social justice in general. 


There are details not here presented, but, in gen- 
eral, the railroads offer to employes who have been 
in service five or more years, displaced by operating 
economies, half wages for three years, payable month- 
ly, or, at the option of the employe, half a year’s pay 
in a lump sum. In ordinary business practice we 
should say that such treatment of an employe “laid 
off” because he is no longer needed is more than fair 
and is extremely unusual. The men, however, demand 
that those with three years of service receive two- 
thirds of their wages for a period of ten years and 
those with a status of less than three years, two-thirds 
of their wages for five years, or, at the option of the 
employe, a lump sum of a year’s full pay. That, we 
believe any fair-minded person would say, is pre- 
posterous. 

We do not know whether there is still a possibil- 
ity of compromise, but our advice to the railroads is 
that they have already offered too much and, certain- 
ly, if they have to grant more rather than fight, they 
(Continued on page 612) 
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Current Topics in 
Washington 





It takes some one like 
Commissioner Meyer to give 
the real names of things now 
glossed over with euphemisms. 
For instance, it is common, in 
connection with the reorgani- 
zation of railroads, to speak about “reducing fixed charges.” 

“The grim fact is that fixed charges must be brought down, 
in many cases,” said the Commissioner, in his address at the 
luncheon of the National Industrial Traffic League. “This 
ordinarily inflicts losses, like any other repudiation of debt.” 

There is the name for “reducing fixed charges”—repudia- 
tion! Some men may recall that less than three years ago 
some government officers talked about the operation as putting 
the railroads “through the wringer,” as if the operation were 
one squeezing water out of the capital structure. It may be 
that there was water in the structure. 

A thought in connection with that is that there was little 
or no water in the debt when it was contracted. Many debts 
were contracted long before the enactment of the Adamson and 
other laws that have increased the cost of railroad operations 
enormously—so much, in fact, as to make it impossible for the 
debtors to pay their debts. 

Some men spoke of the operation as a holiday jaunt, ac- 
companied by glamor. Commissioner Meyer, however, spoke 
of it as a grim business. . 

In that speech, he also said something that will forever 
put him out of the church of the liberals—if he was ever in it. 
He disclosed that there were widows and orphans who owned 
bonds, contrary to the orthodox “liberal” view that only Wall 
Street was being run through the wringer. 

“Widows and orphans have all too often been used as a 
shield to camouflage doubtful transactions; nevertheless,” said 
he, “the fact remains that there are widows and that there are 
orphans and that they are found in these lists of railroad securi- 
ties by the thousands.” 

And he went farther. He suggested that this reduction in 
fixed charges meant fewer shoes, fewer new clothes, fewer 
groceries bought by the million and a half railroad bondholders, 
if not actual want on the part of those who had been put 
through the wringer on the assumption that only Wall Street 
was being subjected to pressure. Perhaps Commissioner Meyer 
is willing to subscribe to the old Knights of Labor proposition 
that “the injury of one is the concern of all.” 


Putting Widows and 
Orphans Through the 
Wringer—a Grim Business 





A bit of spine-straightening news 
comes from the press gallery of the Sen- 
ate. It is that the members of the staff 
of a certain press association are keeping 
tab on the appropriation votes of the two 
houses of Congress. Seemingly, the idea 
is to be able, some time or other, to say how the “economies” 
practiced by the House of Representatives, when it passes ap- 
propriation bills first, as it its constitutional duty, square with 
what the supposedly popular branch of the legislature does in 
the final analysis. 

Thus far, .the Senate has added about $2,179,000,000 to 
the bills passed by the House while the latter was being eco- 
nomical. Most of that increase is due to the soldier bonus and 
the new farm relief measure, sweetly called soil conservation. 
But the Senate has added more than $160,000,000 to the war 
department, agricultural, and independent offices appropriation 
bills—a right robust sum. 

Almost obviously, some one who is directing the young 
newspaper men has found it to be a fact that government is 
generally two-faced—like the old Roman god whose name is 
attached to the first month of the year. One face shows ex- 
travagance, the other economy. One might also say that the 
so-called servants of the people believe in the prayer, “good 
Lord, good Devil.” 

Blaring trumpets tell about the glories of economy achieve- 
ments. The government is well supplied with pleasing pub- 
licity writers. But they do not assemble facts to show that the 
promises are like pie-crust, made to be broken up. But the 
young reporters in the Senate press gallery appear to have the 
task of keeping books so that there can be a contrast between 


The Janus Face 
of Government 
Is Beaming Now 
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the first blast of the trumpets and the wheeze of the appropri- 
ation bills as they are sent to the White House for signature. 

Grover Cleveland used to veto bills that he thought did 
not jibe with the duty of his party. At no time had he con- 
trol of Congress except by veto. Once he observed, grimac- 
ingly, that he had “Congress on his hands.” One might well 
wonder what he would say now were he in the White House. 
One thought is that Congress would not have been allowed to 
get the habit of making appropriations in billions had he been 
the head of the party in control of Congress. 

The decision of the Supreme Court in the anti-trust pro- 
ceedings against the Sugar Institute to the effect that the sugar 
refiners, in some of the things they have been doing, violated 
the anti-trust laws, it is not hard to imagine, might be taken 
as indicating the two-faced practices of the government. The 
refiners, in the things condemned, as they saw the matter, were 
merely trying to prevent “chiseling” in their business. ‘They 
learned to use measures against such in the NRA days. But 
while NRA was going in one direction many thought the De- 
partment of Justice was going in the other. Thereby the gov- 
ernment was being run true to form—doing one thing with one 
hand and something else with the other. 





Judging from the fact that there 
was applause when the prospects of 
the local truckers were painted with 
the blackest black that could be 
found and sardonic laughter when one 
of the railroad lawyers stumbled, it 
was inferred that the majority of the audience that listened to 
the arguments for and against suspension of the pick-up and 
delivery tariffs of the railroads was not railroad-minded. Most 
of those in the Commission’s hearing room were believed to 
be truck men. 


This one time it might be said that the controversy was 
truck men on one side and railroad men on the other. In the 
early days of the Commission and even as late as 1910, there 
was a popular notion that every controversy before it was be- 
tween shippers on one side and railroads on the other. Only 
the veriest tyro in controversies before the Commission has an 
idea that such is the line of division nowadays, if it ever was. 

Now the division usually is some railroads and some ship- 
pers on one side and some other railroad and some other ship- 
pers on the other. From which it may be believed that it will 
not be long until the dividing line in future controversies will 
be some railroads, some shippers, and some truckers on one 
side, and other railroads, other shippers, and other truckers 
on the other. 


Audience Was Not 
Railroad-Minded at 
Pick-up Arguments 





The last week must, it is believed, 
have been distasteful to most eastern 
railroads. First came the announce- 
ment from Baltimore that the Balti- 
more and Ohio would obey the order 
of the Commission to make fares in day 
coaches not more than two cents a mile and not more than 
three in Pullmans. Next came the suspension of their pick-up 
and delivery tariffs. 

A majority of southern railroads two years ago opposed 
fares lower than two cents a mile in day coaches. The South- 
ern, however, said one and a half cents. One and a half cents 
a mile became the basis. If the Baltimore and Ohio stands 
by its announcement that it will obey the order of the Commis- 
sion, it will be impossible for the average traffic man to see 
how other eastern railroads can maintain a higher level, even 
were the Commission persuaded by arguments of opponents of 
the two and three cents basis to'raise the level. 

Strong pressing of a petition to make the level a bit higher 
—say two and a quarter cents a mile in coaches—even if suc- 
cessful, it is suggested, could not keep fares sagging to the 
level that is satisfactory to the Baltimore and Ohio, if it pub- 
lishes on the lower level. 

There is enough competitive business to make it impossible, 
it is believed, for the Pennsylvania, for instance, to maintain a 
level of slightly greater than two cents in competition with two 
cents on the Baltimore and Ohio. Therefore, it is thought that 
adherence to its position in favor of the two and three cents 
level by the Baltimore and Ohio, will force other railroads 
down to that figure, even as the Southern forced its neighbors 
to come to the one and a half cent level. 

There is an idea that Daniel Willard, of the Baltimore and 
Ohio, is in a strong position in the matter. Heretofore, it is 
suggested, he has been forced to bow to the views of his neigh- 
bors among the executives because the lenders of money, to 
whom Mr. Willard has had heretofore to go on occasions, have 
taken the advice of the executives who disagree with Willard. 

Now, however, the willingness of the RFC to lend money 
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Eastern District 
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to the Baltimore and Ohio, with approval of the Commission, 
makes Williard rather independent. Since a majority of the 
Commission have voted to require fares to come down, it has 
been intimated it is morally bound to support Willard, if he 
breaks, in the matter of passenger fares, with other eastern 
executives, in the matter of approving loans from the RFC. 
It would be strage, it has been thought, for the Commission 
not to see the implications, in favor of Willard. With his 
being willing to adopt the views of the Commission in the mat- 
ter of the level of passenger fares, regardless of the order, the 
thought is that the Commission should be willing, in the event 
of necessity, to approve government loans to Willard. 

Bluntly stated, the proposition is that, in this situation, 
the views of the bankers, if they are in favor of a level higher 
than ordered by the Commission, cannot control, because 
Williard or any other executive may be able to obtain money 
from the RFC, which cannot lend without the approval of the 
Commission. The assumption has been that the banker in- 
fluence has been and still is in favor of maintaining the higher 
level. Another assumption is that a railroad executive who will 
not accept the views of his bankers has a hard time to get 
money when most he needs it.—A. E. H. 


PROTECTION OF RAIL LABOR 
(Continued from page 610) 


had much better fight it out along the lines laid down 
by the Wheeler-Crosser bill and, if they fail to prevent 
the enactment of that bill or something like it into 
law, then to fight the law. Certainly there can be no 
valid statute that will compel the railroads or anybody 
else to pay men no longer needed or wanted and, 
whatever may be said of the obligation of prosperous 
business to share its prosperity with employes, there 
can be no moral law that would compel payment of 
men discharged in order to permit a business to con- 
tinue to keep its head above water. If such a law were 
enacted with respect to the railroads, and it stood, it 
would mean an end to plans for operating economy, 
if not, indeed, ruin for them. The government, then, 
because the railroads were no longer able to operate 
themselves, would step in and take them over as a 
result of a failure that the government itself had 
compelled. 

In this connection, we have been taken to task for 
our remark last week in this column that no one with 
even a suspicion of legal knowledge or common sense 
believed that Congress, in the emergency transporta- 
tion act, had told or could legally tell the railroads that 
they could not discharge men. Our critics say it is 
presumptuous of us thus to take issue with R. V.’ 
Fletcher, general counsel for the Association of Ameri- 
can Railroads. So it might be, if we thought Mr. 
Fletcher really believed what he says. But Mr. Fletch- 
er, as a good lawyer, is merely making the best case 
he can for those whom he represents and they have 
chosen to take the position that the emergency trans- 
portation act, in its labor provisions, is a restriction on 
them as well as on the Coordinator. We have too 
much respect for his legal ability to think that he 
really believes in the doctrine he expounds, though, of 
course, we are not acquainted with his private 
thoughts. We believe, however, that, if his associates 
had chosen the position we have taken, he could and 
would put up a much more enthusiastic and convinc- 
ing fight for it. As for his associates, we do also the 
credit to their intelligence to think that neither do 
they really believe that the labor provisions of the 
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emergency transportation act are a legal restriction 
on them. They have merely chosen, for policy rea- 
sons that seem good to them, to yield to the views of 
the Coordinator. As for the Coordinator himself, we 
certainly do not think he is so wanting in intelligence 
as really to believe the emergency act is a limitation 
on the independent action of the railroads. He has 
taken the position that it is, to be sure, but that may 
be merely in order to get as much authority for him- 
self as possible or in an effort, with or without law, to 
enforce the present administration policy of keeping 
men in their jobs and finding more jobs for them— 
and he has succeeded, through the complacency of 
the railroads. 


It is remarkable how many quirks in the reason- 
ing of men in high places may be found when one looks 
for them. Perhaps there are no more quirks among 
them than among men of lesser stature, but they are 
more noticeable because of the high places whence they 
emanate. Anyhow, we reiterate what we said last 
week—that anyone with even a suspicion of legal 
knowledge or common sense knows that Congress has 
not told and cannot legally tell the railroads that they 
cannot discharge men. Morally, they can discharge 
them because they cannot afford to pay them. Legal- 
ly, they can discharge them because they wear red 
neckties or have halitosis. 


RAIL PURCHASES 


Railroad purchases of fuel, material and supplies during 
the year of 1935 aggregated $593,025,000, according to reports 
filed by the carriers with the Bureau of Railway Economics of 
the Association of American Railroads. This is slightly below 
the 1934 supply bill, which amounted to $600,224,000, but is 
higher than 1933 when they totaled only $465,850,000. In 1929 
the railroads spent $1,329,535,000 for supplies. 


Only in the case of fuel did the railroads spend more money 
last year than they did in 1934. The 1935 fuel item was $232,- 
723,000 whereas in 1934 it was $217,294,000. Bituminous coal 
last year cost $181,656,000; anthracite coal, $3,464,000; fuel oil, 
$41,995,000; and gasoline, $3,001,000, while coke, wood and 
fuel for illumination amounted to $2,607,000. 

Forest products purchased, including cross ties, switch and 
bridge ties, both treated and untreated, timber and lumber for 
bridges and buildings, equipment, etc., both rough and finished 
lumber, and other items under this heading, amounted to 
$57,367,000 in 1935 as against $64,271,000 in 1934. Cross ties 
cost the railroads $37,266,000 last year and timber and lumber 
$17,178,000. 

Iron and steel products last year cost $156,914,000 as com- 
pared with $159,758,000 in 1934. The biggest item in this group- 
ing was to be found in locomotive and car castings, beams, 
couplers, frames and car roofs, amounting to $22,054,000. Steel 
rails last year cost the railroads $20,576,000; track fastenings, 
track bolts, spikes, etc.; $18,928,000; wheels, axles and tires, 
$17,489,000, while bar iron and steel, spring steel, tool steel, 
unfabricated rolled shapes, wire netting and chain, boiler, fire- 
box, tank and sheet iron and steel, amounted to $11,775,000. 
Another important item found in this classification of purchases 
was interlocking and signal material amounting to $6,378,000, 
and standard and special mechanical appliances for locomotives, 
amounting to $6,477,000. 

Miscellaneous purchases amounted to $146,021,000 in 1935 
compared with $158,901,000 in 1934. Here $19,045,000 was 
spent for glass, drugs, chemicals, including chemicals for tim- 
ber treatment and painter supplies; non-ferrous metal and non- 
ferrous metal products cost $15,149,000; lubricating oils and 
grease, illuminating oils, boiler compound and waste cost 
$13,545,000; commissary supplies for dining cars, camps and 
restaurants cost $12,964,000; stationery and printing, $12,334,- 
000; electrical materials, $10,153,000; and passenger car trim- 
mings, $5,556,000. 
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Decisions of Interstate Commerce Commission 





CHICAGO CRUSHED STONE RATES 


S° as to permit the Illinois Central to compete with water 
and vehicle transport agencies the Commission on further 
hearing in No. 19610, switching rates in the Chicago switching 
district, has modified the findings and order in the prior re- 
port, 195 I. C. C. 89, so that that carrier may establish a rate 
of 35 cents a net ton, minimum marked capacity of the car, 
but not less than 100,000 pounds, from quarries on its line at 
Hillside and Thornton, points within the switching district, to 
South Water Street. This is the fifth supplemental report in 
this case. 

Rates for intrastate switching within the Chicago district 
were prescribed by the Commission in this case in 177 I. C. C 
669, decided July 31, 1931, in a thirteenth section proceeding 
involving Illinois rates. Since that time the Commission has 
found it desirable to modify the basis established for the re- 
moval of discrimination against interstate commerce. The 
rate established in that proceeding for a one-line haul was 3 
cents on a minimum of 60,000 pounds. 

The Illinois Central asked permission to establish the 35 
cent a ton rate so as to compete for the hauling of crushed 
stone for the public works going on in the South Water Street 
district in Chicago. One of the companies operating a quarry 
at Hillside, which has a contract for supplying a large amount 
of this crushed stone, said that unless the proposed 35 cent 
rate were established from his quarry to South Water Street 
his part of the materials would be transported by water. He 
said that if the 35 cent rate were established his crushed stone 
would move over the Illinois Central. 

Witnesses for other suppliers of construction materials, 
opposing the proposed reductions, did so on the theory that 
there was no water competition in existence from either Hill- 
side or Thornton to South Water Street. It was also asserted 
by those opposing the 35 cent rate that the cost of transport- 
ing would be greater than that rate. It was also disputed as 
to whether the quarry of the company that had the contract 
to furnish the crushed stone was within the Chicago district. 

The Commission, however, disposed of all these questions 
by saying that the Illinois Central could not obtain any of this 
crushed stone traffic at the rates it had previously prescribed 
and which were now in effect in competition with much lower 
rates or costs of transportation by water or by truck and water 
combined. It said that if the petition were granted the IIli- 
nois Central would be able to transport considerable of this 
traffic, and it had already been shown that the revenues on 
the high minimum proposed would not be materially less by 
the car than under the rate and minimum previously prescribed 
in the prior reports and orders. 

The rate proposed by the Illinois Central would be in effect 
until December 31, 1937. 


Commissioner McManamy dissented. Commissioner Lee, 
concurring in part, said that inasmuch as the rate which the 
Illinois Central desired to establish was lower than that in 
effect prior to the effective date of the Commission’s thir- 
teenth section order, the Commission should not modify its 
order for a limited time, but exempt from the provisions there- 
of, the intrastate movements under consideration. 


N. C.-VIRGINIA VEGETABLE RATES 


A revamping of former reports and the prescription of new 
rates in complaints set for original hearing and covered in this 
report, on vegetables from Virginia and potatoes from North 
Carolina has been made in No. 23818, State Corporation Com- 
mission of Virginia vs. Pennsylvania et al., and the cases joined 
with it. They are: No. 24881, Carolina Shippers’ Association, 
Inc., et al. vs. Norfolk Southern et. al.; No. 25441, Same vs. 
A. C. L. et al.; No. 25695, Same vs. Same; No. 26989, Same vs. 
Pennsylvania et al.; No. 27021, Same vs. Norfolk Southern; 
No. 27023, Same vs. A. C. L. et al.; and fourth section appli- 
_— No. 15908, vegetables, Southern Virginia to official ter- 
ritory 

In a report on further hearing written by Commissioner 
Miller, the Commission modified in part findings in 208 I. C. C. 
347, that rates on vegetables, carloads, from origins in Virginia 
to destinations in official and southern territories were un- 
reasonable, and has prescribed new rates, effective not later 
than June 12. 

In this further hearing it modified findings in 205 I. C. C. 








54, that rates on potatoes from origins in eastern North Caro- 
lina to destinations in official territory and Wisconsin and to 
Lexington, Ky., were unreasonable. It has prescribed new 
rates and affirmed a prior award of reparation. Other former 
reports involved were 196 I. C. C. 781, 198 I. C. C. 327, and 
209 I. C. C. 309. 

On original hearing in Nos. 26989, 27021, and 27023, the 
Commission awarded reparation on carload shipments of pota- 
toes from eastern North Carolina to destinations in Kentucky. 
Temporary relief for six months was granted in connection with 
the new rates prescribed in fourth section order No. 12283 
based on the fourth section application hereinbefore mentioned. 

Commissioner Miller said that in the former report in No. 
23818, 208 I. C. C. 347, division 5 prescribed rates on various 
vegetables, carloads, from Virginia origins to destinations in 
official and southern territories, reasonable rates for the future 
only being sought in that case. The effective date of the order 
entered in that case was indefinitely postponed pending the 
Commission’s further order. 

In the former report, on reconsideration, in Nos. 24881, 
25441, and 25695, 205 I. C. C. 54, the Commission prescribed 
rates on potatoes, from origins in North Carolina to destina- 
tions in official territory and Wisconsin and to Lexington, Ky., 
reparation being awarded. Findings in the former report 196 
I. C. C. 781 and 198 I. C. C. 327, were reversed in part. In 
those proceedings reasonable and nonprejudicial rates for the 
future and reparation on shipments moving in the statutory 
periods and pendente lite were sought. The lawfulness of cer- 
tain estimated weights and refrigerator car charges were also 
in issue. 

Rates were established February 22, 1935, in purported 
compliance with the order for the future in these cases. In a 
supplemental report, 209 I. C. C. 309, the order was modified 
to the extent necessary to permit the establishment and main- 
tenance of rates on this traffic, observing rates on like traffic 
from intermediate Virginia origins as minima. 

Petitions for reconsideration and replies thereto resulted 
in the Commission’s reopening of all these proceedings for 
further hearing. In connection with the further hearing the 
= hearing was held on complaints hereinbefore men- 
tioned. 


Commissioner Miller said the record was exhaustive and 
that it was impracticable to discuss all of the various repre- 
sentations made by the parties and all of the evidence which 
had been introduced by them. However, he wrote a report of 
more than 60 long pages of typewriting in which he discussed 
the economic conditions of the complaining growers, and the 
carriers, truck competition and the bearing of various Commis- 
sion decisions on the issues tendered in the complaints and dis- 
posed of in this report. 


In disposing of some phase of the Virginia complaints the 
Commission said it would require no changes in the present 
rates from Virginia to southern territory, except those from 
the eastern shore and except as to spinach, kale, rutabagas with- 
out tops, and onions without tops. The L-2 arbitraries of the 
southern class rate revision, it said, would be authorized for 
the Norfolk Southern. Grouping of origins in southwestern Vir- 
ginia, it said, would not be required. In disposing of the case 
the Commission made the following findings: 


1. That the assailed all-rail rates from Virginia origins on and 
north of the line of the Norfolk & Western from Norfolk to Bristol, 
Va., including also the line of the Virginian and that portion of the 
state heretofore defined as southwestern Virginia, to destinations in 
official territory will be unreasonable for the future to the extent that 
they may exceed the following bases: 

Percentages of 
Corresponding 
First-Class 
Rates Pre- 
scribed in the 


Eastern Class- Minima 

Vegetables Rate Revision Pounds 

White potatoes and sweet potatoes........ 32.5 30,000 

Cabbage, rutabagas without tops, and 

onions without tops ............ee+ee: 35 24,000 
Cucumbers and eggplant...............+.- 47.5 24,000 
Tomatoes, peppers, string beans, and peas 50 20,000 
Spinach and kale... .......cccccccccccceess 50 17,500 
I 6c a VAR ROR Gy bd x cdeendervansencedes 50 16,000 


2. That the assailed all-rail rates from Virginia origins not cov- 
ered by the preceding finding, except those from points on the line of 
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the Norfolk Southern, to destinations in official territory will be un- 
reasonable for the future to the extent that they may exceed the 
bases prescribed in that finding, plus the respective arbitraries set 
forth in the following table for the distances south of the aforesaid 
Norfolk & Western-Virginian dividing line: 


Cucumbers 
Eggplant, 
Cabbage, Tomatoes, 
Rutabagas Peppers, 
Without Spinach, 
White Tops, and Kale, Let- 
Potatoes Onions tuce, String 
and Sweet Without Beans, and 
Potatoes Tops Peas 
Distance Cents Cents Cents 
ap Sulies -amd atmeder.. . )..6.cccsee 2 3 4 
50 miles and over 2............ 3 4 5 
fe ee a ee 4 5 6 


In establishing rates in conformity with this finding the lowest 
through rate shall be applied which can be computed over existing 
tariff routes via any of the following gateways: Norfolk, Suffolk, 
Jarrett, Alberta, Meherrin, Brookneal, Altavista, Roanoke, and Bristol, 
Va. 

3. That the assailed all-rail rates from Virginia origins on the 
line of the Norfolk Southern to destinations in official territory will 
be unreasonable for the future to the extent that they may exceed 
the rates prescribed for application to like traffic from Norfolk to 
the same destinations by more than 3 cents on white potatoes and 
sweetpotatoes, 4 cents on cabbage, rutabagas without tops, and onions 
without tops, and 5 cents on cucumbers, eggplant, tomatoes, peppers, 
spinach, kale, lettuce, string beans, and peas. These bases include 
arbitraries for the Norfolk Southern, to accrue solely to that defend- 
ant, of 2 cents on white potatoes and sweetpotatoes, 3 cents on cabbage, 
rutabagas without tops, and onions without tops, and 4 cents on the 
other vegetables named. 

4. That the assailed all-rail rates on spinach, kale, rutabagas 
without tops, and onions without tops from Virginia origins on and 
south of the aforesaid line of the Norfolk & Western from Norfolk 
to Bristol, including Virginia origins on the Norfolk Southern and 
origins in southwestern Virginia as heretofore defined, to destina- 
tions in southern territory will be unreasonable for the future to the 
extent that they may exceed percentages of the corresponding first- 
class rates in effect on the date hereof, and subject to minimum weight, 
as follows: 42.5 per cent on spinach and kale, minimum 17,500 pounds, 
and 32.5 per cent on rutabagas without tops and onions without tops, 
minimum 24,000 pounds. If any of the aforesaid first-class rates from 
or to points on the Norfolk Southern do not include the full L-2 
arbitraries authorized in the southern class-rate revision, such arbi- 
traries may be added in computing rates on these vegetables, the 
resulting arbitraries to accrue solely to that defendant. The assailed 
rates now in effect on other vegetables from the origins specified in 
this finding to destinations in southern territory are not shown to be 
unreasonable. 


5. That the assailed all-rail rates from Virginia origins on the 
eastern shore, as heretofore defined, to destinations in southern terri- 
tory will be unreasonable for the future to the extent that they may 
exceed the rates now in effect on like traffic from Norfolk to the 
same destinations, plus the respective arbitraries set forth in appendix 
B to the former report in No. 23818, 208 I. C. C. 347, except that 
in the case of spinach, kale, rutabagas without tops, and onions with- 
out tops the base rates from Norfolk shall be those prescribed in 
finding numbered 4 hereof. Arbitraries for the Norfolk Southern, 
determined in the same manner as provided in that finding, may be 
added to the base rates from Norfolk if such rates do not include 
the full authorized arbitraries. 

6. That the rates on potatoes, assailed in Nos. 24881, 25441, and 
25695, from North Carolina origins to destinations in official territory 
and Wisconsin and to Lexington, Ky., will be unreasonable for the 
future to the extent that they may exceed the rates prescribed in 
the former report in No. 24881, 205 I. C. C. 54, except that the rates 
herein prescribed for application to like traffic from intermediate 
Virginia origins to the same destinations may be observed as minima 
in connection with rates from North Carolina applicable over routes 
operating through such origins, except that rates to destinations in 
Maine shall include arbitraries for the Bangor & Aroostook on the 
same level as those which would apply if the traffic originated in 
Virginia, and except that the rates to central territory and Wis- 
consin shall be constructed in the same manner as those to destina- 
tions in trunk line territory. In establishing rates to central terri- 
tory and Wisconsin the lowest Q-1 formula rates shall be applied 
which can be computed via any of the following gateways: Norfolk, 
Richmond, Lynchburg, and Roanoke. 

7. That the rates assailed in Nos. 24881, 25441, and 25695, were 
unreasonable in the past to the extent that they exceeded the respec- 
tive bases for reparation prescribed in the former report in No. 24881, 
205 I. C. C. 54, minimum 30,000 pounds. 

8. That the rates on potatoes, assailed in No. 26989, from North 
Carolina origins to destinations in official territory were unreasonable 
in the past to the extent that they exceeded the respective bases for 
reparation prescribed in the former report in No. 24881, 205 I. C. C. 
54, minimum 30,000 pounds. 

9. That the rates on potatoes, assailed in Nos. 27021 and 27023, 
from origins in North Carolina to Harlan, Middlesborough, Lexington, 
and Louisville, Ky., were unreasonable in the past to the extent that 
they exceeded 32 per cent of the corresponding first class rates in 
effect when the shipments moved, minimum 30,000 pounds. 

10. That complainants in Nos. 26989, 27021, and 27023, made ship- 
ments as described and bore the charges thereon; that they were 
respectively damaged in the differences between the charges borne 
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and those which would have accrued at the rates found reasonable 
in findings numbered 8 and 9; and that they are respectively entitled 
to reparation in those amounts, with interest. They should comply 
with rule V of the rules of practice. The statements filed thereunder 
may include shipments made by W. A. Brock and W. A. Brock, Jr., 
subsequent to the hearing and should be accompanied by proof in affi- 
davit form that those complainants paid or bore the charges on such 
shipments. If defendants object to proof in this manner, a further 
hearing may be requested. To the rates herein found reasonable on 
sweetpotatoes should be added any emergency charges in effect when 
the shipments moved from point of origin. 

Except as hereinbefore otherwise provided, in computing dis- 
tances for rates under these findings the shortest routes over which 
carload traffic can be moved without fransfer of lading shall be used. 
Resulting fractions less than one-half cent shall be dropped and all 
others shall be increased to the next whole cent in each instance. 
If defendants desire to establish origin groups of reasonable extent, 
other than those provided by the present class rates or other than 
provided herein with respect to rates from the eastern shore to 
southern territory, this may be done provided the rates established 
from such groups represent a fair average of the rates from the 
respective group points. Except as otherwise provided, in the case 
of rates to and from points on short and weak lines the present arbi- 


traries, if any, authorized for those lines may be added to the rates 
herein prescribed. 


The record, as in the former proceeding, does not support a find- 
ing in No. 23818 with respect to rates on various vegetables, includ- 
ing carrots, onions with tops, cauliflower, asparagus, radishes, collards, 
beets, squash, green corn, turnips, and escarole. Defendants should 
establish reasonable rates on these and other vegetables produced in 
Virginia and not covered by the findings. Such rates should be rea- 
sonably aligned with the rates herein prescribed and should be es- 
tablished contemporaneously with the prescribed adjustment. 

Any quantity and package rates should be eliminated from defend- 
ants’ tariffs and a basis per 100 pounds established on all vegetables. 
Where applicable commodity rates are lower than the maximum rates 
herein prescribed, defendants may continue such lower rates in effect 
but should state them in amounts per 100 pounds where they now 
apply per package. Reasonable rules governing shipments of vege- 
tables in mixed carloads, substantially the same as those applicable 
in the southeast, and reasonable estimated weights should also be 
provided. No definite findings are warranted in these respects but it 
is understood that all parties favor such changes. 

Former findings in these proceedings, to the extent that they may 
be inconsistent with the conclusions reached in this report, are re- 
versed. 


Chairman Mahaffie, concurring in part, criticized the ac- 
tion of the majority with regard to the applications for fourth 
section relief. Temporary relief, he said, was granted, but 
subsequent applications must be filed within a_ specified 
time or the prescribed rates will violate the provisions of 
section 4. In his judgment, he said there was no sound basis 
in law or in fact for such procedural requirement. 

“IT think we should in this proceeding complete the joh” 
said the chairman, “and grant authority necessary to make 
effective rates we prescribe.” 

Commissioner Aitchison, dissenting, took exception to re- 
lating commodity rates to class rates by making the former 
percentages of the latter. Commodity rates based on per- 
centages of the actual first class rates, he said, had little to 
recommend them from any standpoint when they had to be 
continually discarded in favor of constructive class bases or, 
as here, a combination of class percentages and commodity 
arbitraries. 


Commissioner Caskie, dissenting in part, said that while 
he did not favor prescribing carload commodity rates on per- 
centages of first class, he thought that if class rates were to 
be used that the commodity rates from that part of Virginia 
in southern territory and from North Carolina should be made 
a percentage of the actual first-class rates to official territory 
recently prescribed or in the alternative that the prescribed 
arbitrary basis over Norfolk from southern Virginia should 
be progressed and extended into eastern North Carolina. 

Commissioners Tate and Splawn did not participate in the 
disposition of these proceedings. 


TRUCK COMPETITIVE OIL RATES 


In finding justified proposed reduced rates on petroleum 
and its products from points in California and Oregon to des- 
tinations in Oregon in I. and S. No. 4136, petroleum from Cali- 
fornia to Oregon (see Traffic World, March 28), the Commis- 
sion paved the way for the recovery by the railroads, if pos- 
sible, of traffic lost by them to Pacific coast water lines and 
tank trucks operating in Oregon. In the report, by Commis- 
sioner Aitchison, the Commission permitted the railroads to 
make operative rates yielding from 12.8 to 15.5 mills a ton-mile 
and from 41 to 50 cents a car-mile for hauls ranging from 385 
to 756 miles. 

The traffic in question moves from San Francisco Bay re- 
finery points and from storage plants near the Oregon-Cali- 
fornia boundary in tank barges to Oregon ports generally 
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owned by the oil companies. From the northwestern ports the 
traffic moves to interior points of consumption bv tank trucks. 


. Commissioner Aitchison said the volume of traffic mov- 
ing to the tidewater storage plants in California and Oregon 
was not disclosed in the hearing in this case. But, he said, in 
the four years of 1931-34 and eight months of 1935 the volume 
of gasoline transported by the trucks to affected rail destina- 
tions on the Southern Pacific’s line amounted to 69.49 per cent 
of the total moving to such points. The number of tons han- 
dled by rail decreased from 19,683 in 1931 to 10,116 in 1934. 
Included in the 1934 figures, he said, were 1,943 tons from 
California which were handled by rail because of a longshore- 
men’s strike. Similarly 364 tons moved by rail because of an 
oil tankers’ strike. 


In the schedules under suspension, dated to have become 
effective September 14, 1935, and later dates, the Southern 
Pacific and certain of its connections proposed to reduce inter- 
state and intrastate rates on petroleum and its products, from 
San Francisco Bay points and other points in California, and 
from North Bend, Marshfield, Portland, Willbridge and Linn- 
ton, Ore., to destinations on their lines in Oregon. Protests 
of the Public Utilities Commissioner of Oregon and of cor- 
porations and associations engaged in the transportation of 
freight by motor trucks over highways, caused the schedules 
to be suspended to April 14, 1936, and later dates. Oregon 
also suspended the tariffs, applicable on state traffic. 


This proceeding, Commissioner Aitchison said, was the re- 
sult of the competition between the Southern Pacific with its 
rail line from San Francisco Bay refineries northward to Port- 
land, Ore., and various water carriers operating to rail heads 
in the destination territory, and motor trucks from the rail 
heads to such destinations. Three sets of rates were involved, 
(1) from California to the destinations before referred to, 
which were strictly interstate rates; (2) from Portland (includ- 
ing Linnton and Willbridge) on the Southern Pacific, Oregon 
Electric and a short line connection and (3) from North Bend 
and Marshfield, on Coos Bay, over a circuitous branch line of 
the Southern Pacific to the junction with its main line at Eu- 
gene, thence to the same Oregon destinations. While the rates 
in Oregon were intrastate rates they were also applicable on 
interstate traffic, the report said. 


Heavy reductions were proposed. For instance, from the 
San Francisco Bay points to Ashland, Medford and Grants Pass, 
on the cut was from 58.5 cents to 30 cents. From the Coalinga 
group in California to those same points the cut was from 67 
to 42 cents, and from the Bakersfield, Calif., group to the same 
destinations from 69 to 44 cents. The report said from groups 
shown in a table to representative destinations the proposed 
rates averaged 61, 67.9, 69.6, 51.8 and 53.2 per cent of rates 
prescribed by the Commission in Mountain Pacific Oil Cases, 
192 I. C. C. 599, for the distances mentioned in the table from 
which the rates hereinbefore set forth also were taken. 


Revenue and cost studies were presented by the truck car- 
riers covering operations in 1934 and 10 months of 1935. Taken 
at their face value, said Commissioner Aitchison, they indi- 
cated relatively small net operating revenues under the pres- 
ent rates, and that a substantial loss would result to truck 
carriers if they established the proposed rates for carriage by 
highway. It was contended that the proposed rates were in 
violation of section 500 of the transportation act, 1920, and 
section 202 of the motor carrier act, 1935, wherein the declared 
policy of Congress was to foster transportation by rail, water 
and motor carriers. The protestants claimed that the railroads 
were attempting to force them to retire from the transportation 
of gasoline. 


“The record fails to establish such an attempt on the part 
of respondents,” said the report. “The record is persuasive 
that respondents’ rates are no lower than necessary to meet 
water and truck competition, that they are above a reasonable 
minimum basis, and that (subject to the undertaking as to re- 
adjustment of rates to Klamath Falls they are not unduly 
prejudicial with respect to concurrent rates to other rail des- 
tinations.” 


Commissioner Lee, in a concurrence, discussed the alleged 
violation of sections 500 of the transportation act and 202 of 
the motor carrier act. He said the rail rate situation presented 
was not one of the material reductions in already low rates. 
On the ‘contrary, he said, the situation was largely one of re- 
ductions in comparatively high rates. In conclusion, he said, 
he wished to point that there was nothing in the motor car- 
rier act which would seem to justify a change in the well 
established rule which had guided the Commission in the past 
in the consideration of proposed reductions in the rail rates. 

“We have many times pointed out that, in the absence of 
undue prejudice, rail carriers may lawfully establish rates 
which fall within the zone of reasonableness, that is, rates 
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which are not in excess of the maximum or below a reasonable 
minimum,” said Commissioner Lee. 


“As the proposed rates are less than maxim and above 
any reasonable minimum that might be fixed they should be 
permitted to become effective.” 


Commissioner Caskie said he concurred in the conclusions 
reached because, in his opinion, rates with which the Commis- 
sion was primarily concerned, namely, the proposed reduced 
rates from the California origins, did not contravene the pro- 
visions of the law which it administered. The earnings under 
the proposed rates, he said, compared favorably with the earn- 
ings yielded by certain other rates on these commodities in 
the same general territory. But he said, in his opinion, the 
findings in this case should not be regarded as a precedent 
justitying any and all reductions in railroad rates to meet 
truck competition. 


REDUCED DAIRY PRODUCT RATES 


The schedules disposed of by the Commission in I and S. 
No. 4143, dairy products from W. T. L. to Official Territory 
(see Traffic World, March 28), were filed by the carriers to 
meet motor truck competition. They reduced the rates in 
carloads over all-rail routes from western trunk line territory 
except the extreme western portion, from southwestern Mis- 
souri, and from the portion of the southwestern territory em- 
bracing northwestern Arkansas and substantially all Oklahoma 
except the panhandle, to official territory; and over lake-rail 
routes from the part of western trunk line territory herein- 
before mentioned as defined in Lake and Rail Class and Com- 
modity Rates, 205 I. C. C. 101, affirmed in 214 I. C. C. 98. 

Protests by the Duluth, Minn., Chamber of Commerce and 
the Live Poultry Shippers’ Association caused suspension of 
the schedules until May 1, 1936. However, the Commission 
later allowed the reduced rates to become effective November 
10, 1935. The rates are dated to expire April 15. 

This vacation of the suspension order was in accordance 
with an arrangement with the railroads under which they 
agreed further to reduce the lake-rail rates from Duluth Docks 
(Dulport) to a basis temporarily satisfactory to the Duluth 
protestant, the temporary basis to be made effective also on 
November 10. That basis was one cent less than from Lady- 
smith, Wis., the interior point from which the lowest proposed 
lake-rail rate applied. 

After that temporary arrangement was made the Commis- 
sion proceeded with its investigation into the lawfulness for 
the future of the all-rail and lake-rail rates from and to the 
points under consideration. According to the report the pro- 
tests were directed only against the lake-rail rates from Duluth 
in relation to those from interior western points; and against 
the all-rail rates on dressed poultry, because the respondents 
did not likewise reduce the rates on live poultry to reflect the 
five percentage points represented by the 60 and 65 per cent 
of first class rates, respectively, prescribed in other cases. The 
protestants, the report said, frankly conceded respondents’ 
compelling need to reduce dairy products rates to meet motor 
truck competition. Other shipper interests, it said, testified in 
support of the reduced rates. As to the proposals of the car- 
riers, the report said: 





The bases for the proposed all-rail rates from western trunk-line 
territory lying roughly on and east of the so-called Missouri River 
line to central territory are column 45 (45 per cent of class 1) plus 
5-cent emergency charge, and to trunk-line and New England terri- 
tories column 50 without emergency charge. From western trunk- 
line territory west of the Missouri River line arbitraries are separately 
published in agency tariffs for addition to the above-mentioned rates 
from basing points on that line nearest to respective origins, or are 
included in the through commodity rates contained in individual tariffs 
of certain originating railroads. Those arbitraries are said to be 
equivalent to the spreads over such points occurring in a commodity 
rate adjustment based on column 50, hereinafter described, formerly 
applicable on dairy products to Chicago, Ill. From southwestern Mis- 
souri and the affected portion of southwestern territory the proposed 
rates are constructed by adding separately published commodity arbi- 
traries to the proposed rates from Kansas City, Mo. Respondents 
state that the latter arbitraries are equivalent to the spreads appear- 
ing in column 60 rates to New York, N. Y., except that near the 
Oklahoma-Texas border they are greater than such spreads in order 
to produce rates grading into the full column 60 rates. 

The bases for the proposed lake-rail rates are: From western 
areas A and B to eastern A22 and 17 cents, respectively, below the 
corresponding proposed all-rail rates; and from western area C to 
the eastern section provided with lake-rail rates generally via Lake 
Michigan ports, column 50 lake-rail rates, or 6 cents below all-rail 
rates to New York and probably most of the important consuming 
territory on the eastern seaboard. The areas, section, and differentials 
mentioned are defined and prescribed in the Lake-rail case, page 199 
of which contains a map of the areas. 


As to the situation with which the railroads were con- 
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fronted by motor truck competition, the Commission’s report 
said: 


The evidence records rail respondents’ endeavors continued over a 
period of years to meet truck competition on dairy products encoun- 
tered in increasing intensity, marked by successive reductions in rail 
rates made first intraterritorially and finally interterritorially. Re- 
spondents state that only because of the compelling effect of that 
competition upon all-rail traffic did they reduce their all-rail rates 
below the basis we found reasonable in the cases cited herein, and 
not because they feel that the former rates are intrinsically too high. 
They believe that the proposed rates will restore to the rails a large 
proportion of this interterritorial traffic now being carried by trucks 
for part of or all the distance. 

Column 60 rates on dairy products were established to official 
territory from the Southwest on July 14, 1928, and from western 
trunk-line territory on December 3, 1931, in compliance with South- 
western cases and the original report in Western class-rate case, 
respectively. Not long thereafter respondents became aware of 
movements by truck, mostly to Chicago and Milwaukee, Wis. The 
movements were not widespread, and respondents confess making 
the mistake of not treating them seriously. They undertook to meet 
the situation by providing reduced commodity rates from and to the 
specific points found to be served by trucks, rather than by general 
reductions. This plan proved unsatisfactory. Truck operators merely 
“shaded” their rates below the rail rates, and expanded their opera- 
tions. 

Meantime respondents, having encountered severe truck compe- 
tition on merchandise traffic generally, established column 42, car- 
load minimum 40,000 pounds, on practically all commodities, but ex- 
cluding dairy products, between points in western trunk-line zone I 
and from them to Chicago. By May 10, 1932, they felt obliged to 
extend application of column 42 rates from Kansas and Nebraska, 
and apparently from other points north thereof and west of zone I, 
to Chicago, St. Louis, Mo., and probably other gateways on the bor- 
der between western trunk-line and official-Illinois territorfes. On 
October 15, 1932, butter, eggs and dressed poultry were included in 
the list of commodities taking column 42 rates. 

Truck competition on dairy products making still greater inroads 
on rail traffic, carriers on November 1, 1932, or later dates established 
commodity rates on basis of column 50 on butter and eggs, minimum 
20,000 pounds, to Chicago from points on and east of the Missouri 
River line. Subsequently, but on different dates, this basis was ex- 
tended to dressed poultry and made to apply also from western trunk- 
line points west of that line but grading into the full column 60 
rates to Chicago from points in the western portion of the territory, 
some as far west as Colorado, depending upon the particular railroad; 
a former 2-cent emergency charge was included in such rates from 
points west of that line; and St. Louis and other border gateways 
were named as destinations. Carriers adopted the ascending plan for 
making rates from the western portion because their investigation 
developed that trucking through to border gateways and Chicago di- 
minished as distances increased westward. Alternative use of the 
column 42 rates with 40,000-pound minimum was authorized if lower 
charges accrued. 


With truck competition increasing within their own territories, 
western trunk-line and southwestern railroads were confronted in 1934 
with more extensive movements by truck, not only to Chicago and 
official-territory gateways, but as far as to the Atlantic seaboard in- 
clusive of New England. This apparently had its inception largely 
when official-territory lines, because of truck operations, on June 21, 
1934, reduced to column 60 the column 65 rates on dairy products 
from Chicago and the gateways to trunk-line and New England terri- 
tories which had become effective only three weeks before, on June 1, 
1934, in compliance with the National Dairy case. By trucking dairy 
products from the West and Southwest to Mississippi River cross- 
ings, west-bank Lake Michigan ports, Chicago, or other gateways, 
and there transferring ladings to rail cars, for movement eastward 
under the column 60 rates, shippers were afforded transportation 
charges lower than the joint all-rail column 60 rates. In some in- 
stances the ladings were transferred to trucks operating east of the 
gateways, and in others the originating trucks continued through to 
official-territory destinations. 


This competition on-interterritorial movements, principally as to 
eggs and dressed poultry but to a large degree also as to butter, was 
experienced by southwestern lines even earlier than by western trunk- 
lines. After unsuccessful efforts to obtain concurrences from the east- 
ern lines in order to publish reduced joint through rates, they estab- 
lished relatively low proportional rates, usually to East St. Louis, 
Ill., from the territory they serve and about to the extent here under 
consideration. 


Alarmed by the acute situation developing, the western railroads 
called a conference with shippers and eastern railroads in St. Paul 
in January, 1935. Shippers indicated that column 37.5 rates must 
be made available from the West to the East if dairy products were 
to be held to the rails or recaptured from trucks. Conferences fol- 
lowed between western and eastern railroads. They reached no im- 
mediate agreement regarding interterritorial rates, but after further 
negotiations they finally concluded to publish the proposed all-rail 
rates, none of which is lower than corresponding truck rates. Com- 
plications arising under the fourth section of the Interstate Com- 
merce Act retarded publication, so that the effective date of the 
suspended schedules could not be fixed earlier than October 1, 1935. 
It had been the intention to establish the proposed adjustment simul- 
taneously with the truck-compelled further reduction to column 50 
of rates on dairy products from border gateways and Chicago to 
trunk-line and New England territories, effective July 15, 1935. No 
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similar general basis was instituted from the gateways to central- 
territory destinations, the railroads in that territory electing to name 
reduced specific commodity rates where believed necessary. 

Another result of the investigation conducted by western trunk- 
lines early in 1935 was a conviction that their eastbound intraterri- 
torial rates must be still more depressed if they desired to continue 
in the transportation of dairy products. Accordingly, they decided 
upon and established on June 1, 1935, column 35 rates to the gate- 
ways and Chicago, without emergency charge, from points on and 
east of the Missouri River line, and from points west thereof rates 
which included the spreads over that line in the previously-described 
column 50 adjustment plus a former 2-cent emergency charge. 

Due to the delayed establishment of the proposed interterritorial 
rates an unintended maladjustment arose. On July 15, 1935, when the 
column 50 rates became effective from the gateways and Chicago to 
trunk-line and New England territories, combinations became applic- 
able of those rates with the column 35 rate adjustment from western 
trunk-line points to the gateways and Chicago because they cut the 
joint through column 60 rates. This was rectified when the proposed 
adjustment, affording joint rates lower than such combinations, be- 
came effective November 10, 1935. 

Some idea of the importance to respondents of dairy-products 
traffic may be gained from the vast production in the originating 
territory which must find markets in the moré densely populated 
East. The states of Arkansas, Iowa, Kansas, Minnesota, Missouri, 
Nebraska, North Dakota, Oklahoma, South Dakota and Wisonsin pro- 
duced 1,097,369,000 pounds of creamery butter in 1933, the last year 
available, and 11,021,000,000 eggs in 1934. Minnesota alone manufac- 
tured 300 million pounds of butter in 1933, and Iowa 239 million pounds, 
and in 1934 produced 1,281 and 2,333 million eggs, respectively. As 
typical of the volume of dairy products originated by individual rail- 
roads may be instanced the Soo Line with 3,769 carloads, or 47,296 
tons, for the year August, 1934, to July, 1935, inclusive; the Omaha 
Line with about 2,890 carloads during 1934; and the North Western 
with 8,794 during the first nine months of 1935. In 1934 the Northern 
Pacific originated 1,921 carloads of butter alone in Minnesota and 
North Dakota. As representative of the volume of dairy products 
handled by individual railroads, during 1934 the Rock Island moved 
8,894 carloads or 105,868 tons, and the Frisco approximately 4,200 
carloads, of which more than 50 per cent was destined to territory 
east of the Mississippi River and mostly to the Atlantic seaboard. 


The Commission said it was apparent that the respondents 
were confronted with a serious situation. It said that if lake- 
rail rates from Duluth were reduced to a point where they 
will create spreads sufficiently below lake-rail rates from in- 
terior points so as to exceed prevailing truck rates, western 
railroads would be deprived of the haul and consequent rev- 
enues. The railroads, it said, had shown that good ground 
existed for this fear if Duluth’s rates were reduced to column 
50. The Duluth protestant argued that this was a form of 
competition which the western railroads should meet directly 
by reducing their local rates from producing points to Duluth 
even below the present column 35, and not by holding up 
Duluth’s lake-rail rates to the east. If rates over lake-rail 
routes were further reduced, the railroads said that in turn 
resulting spreads below the proposed all-rail rates here under 
consideration would be so great that the latter would have to 
be further reduced to attract a satisfactory volume of move- 
ment over all-rail routes. In disposing of the case the Com- 
mission said: 


In conclusion, prompted by a desire to avoid occurrences similar 
to the one here presented but with respect to rates on classes or 
other commodities, we again call respondents’ attention to expres- 
sions in the supplemental report in the Lake-rail case with reference 
to this proceeding. The bases prescribed in the original report in that 
case are only maxima, because the record there did not demand fixa- 
tion of nonprejudicial relations in face of assurances that nothing 
lower than maximum lake-rail rates would be published. Prescription 
of differentials therein for Duluth substantially greater than for in- 
terior western points obviously meant that Duluth’s location entitled 
it to lake-rail rates in comparison with inland points more favorable 
than over all-rail routes. While respondents may establish rates lower 
than maxima in endeavoring to meet truck or other competition, they 
may not do so in disregard of lawful rights of shippers and localities. 

We find that the lake-rail rates on dairy products, in carloads, 
from Duluth docks to interior points in eastern area A are, and for 
the future will be, unduly prejudicial to Duluth, and unduly prefer- 
ential of the Twin Cities and other interior producing points shipping 
over lake-rail routes via Duluth, to the extent that they exceed rates 
made 4 cents below the corresponding rates from the Twin Cities. 
We further find that in other respects the all-rail and lake-rail rates 
in issue in this proceedngs are not unlawful. Respondents are hereby 
authorized to readjust the lake-rail rates on dairy products, in car- 
loads, to eastern area A from Ladysmith to basis of western area B, 
and from Eau Claire and Chippewa Falls to basis of western area C. 


Commissioner McManamy wrote a concurrence but said 
he did not believe the 4 cent arbitrary Duluth under the Twin 
Cities adequately represented the advantages in relative trans- 
portation conditions incidental to the movement of dairy prod- 
ucts from Duluth as compared with the Twin Cities. Com- 
missioners Aitchison and Meyer joined in that expression. 

Chairman Mahaffie, dissenting, said that if the Commis- 
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sion were prescribing maximum reasonable rates a greater dif- 
ferential than that required by the majority doubtless would 
be proper. He said, however, that that problem was not herein 
involved. The record, he said, showed that the competition to 
be == at the Twin Cities was more compelling than that at 
Duluth. 


COMMISSION REPORTS 


Southern Commodity Rates 


Fourth section application No. 13584 covering about 400 
other applications pertaining to southern commodity rates. By 
division 2. Carriers authorized in No. 12272 to continue com- 
modity rates covered by the applications filed responsive to 
the terms of fourth section order No. 9800 from, to and between 
southern territory without observing the long-and-short-haul 
part of section 4, provided that the rate applicable on any 
commodity from, to, or between such higher-rated intermediate 
points shall not exceed the rate on the same commodity from 
or to any more distant point by more than the difference be- 
tween the rate applicable on the class at which the commodity 
was classified in the southern classification, or in exceptions 
from or to the intermediate point, on the one hand, and the 
corresponding class rate from or to the more distant point, on 
the other. A further condition is that relief shall not apply 
to any lower rate for a longer than for a shorter distance, which 
is less than 85 per cent of the 10th class rate between the points 
involved. All other relief is denied effective July 12. 


Stone 

Fourth section application No. 15976, stone to Pittsburg, 
Shawmut & Northern Railroad points. By division 2. Carriers 
authorized in fourth section order No. 12276 to establish rates, 
crushed stone, points in western New York to destinations on 
the Pittsburgh, Shawmut & Northern without observing the 
long-and-short-haul part of section 4 subject to the 70 per cent 
circuity limitation. 

Newsprint Paper 


Fourth section applicatién No. 16021, newsprint paper to 
Syracuse, N. Y. By division 2. Carriers authorized in fourth 
section order No. 12275 to establish rates, newsprint paper, 
from Hull West, Que., Ottawa, Ont., to Syracuse, N. Y., with- 
out observing the long-and-short-haul part of section 4. 


Agricultural Implements 


Fourth section application No. 16079, agricultural imple- 
ments to Idaho, Oregon and Utah. By division 2. Carriers 
authorized in fourth section order No. 12277 to establish rates, 
agricultural implements, and extra parts, including farm ve- 
hicles, traction engines and extra parts thereof, from points 
in western trunk line and Official Illinois territories to points 
in the states mentioned, the lowest rates that may be con- 
structed over any line or route from and to the same points 
on the basis prescribed or approved in Consolidated Wagon & 
Machine Co. vs. B. & O., 208 I. C. C. 629, 210 I. C. C. 375, 
without observing the long-and-short-haul part of section 4. 

Imported Binder Twine 

Fourth section application No. 16087, binder twine from 
Texas ports and Lake Charles, La. By division 2. Parties 
to Peel’s I. C. C. 2606 authorized in fourth section order No. 
12274, to establish rates, on imported binder twine, from Beau- 
mont, Galveston, Houston, Port Arthur, Orange and Texas City, 
Tex., and from Lake Charles, La. (shipside), to Cairo, Chicago, 
Peoria and Springfield, Ill., Indianapolis, Ind., Milwaukee, Wis., 
and St. Louis, Mo., and related points the same as those con- 
temporaneously in effect on like traffic from New Orleans, La., 
without observing the long-and-short-haul part of section 4. 


Automobiles 


No. 26766, Arnold Automobile Co. et al. vs. Alton & South- 
ern et al., and a sub-number, Same vs. Same. By division 4. 
Rates, automobiles, Detroit, Mich., and Evansville, Ind., to 
Newton and Wichita, Kan., unreasonable, on shipments in 1929 
and 1930, to the extent they exceeded the contemporaneous 
rates to Newkirk and Blackwell, Okla., and to Hutchinson, 
Kan., to the extent they exceeded the contemporaneous rates 
to Gibbon, Okla. Reparation awarded. 


Lettuce 


No. 26872, Farmers’ Distributing Co., Inc., vs. A. T. & S. F. 
et al. By division 3. Rates charged, lettuce, carloads, Ute 
Park, N. M., to Kansas City and St. Louis, Mo., Chicago, IIL, 
Cincinnati, O., New York, N. Y., and New Haven, Conn., in 
August and September, 1934, inapplicable. Applicable rates 
found to have been 82 cents to Kansas City, 89 cents to St. 
Louis, 97 cents to Chicago, $1.29 to Cincinnati, $1.63 to New 
York, and $1.67 to New Haven. A rate of $1.27 to Dallas, 
Tex., was found to have been applicable. Applicable rates not 
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proved unreasonable or otherwise unlawful. 
$238.49 with interest awarded. 


Cattle 

No. 26998, Jay D. Weil vs. L. & N. et al. By division 2. 
Rates, cattle, Rowland, Richmond, Paint Lick, Lancaster and 
Stanford, Ky., to Lancaster, Pa., not unreasonable or other- 
wise unlawful in the past, but, except from Paint Lick, unrea- 
sonable for the future to the extent they may exceed from 
origin points mentioned to Cincinnati proportional rates deter- 
mined by deducting 2 cents from the rates approved on cattle 
in Livestock, Southern Territory, Rates, 171 I. C. C. 721, plus 
the proportional rate prescribed on cattle in Eastern Live Stock 
cases, 165 I. C. C. 277 from Cincinnati to Lancaster, Pa. New 
rates to be effective not later than July 2. 


Reparation of 


Fresh Strawberries 


No. 27132, J. R. Clogg & Co., Ltd., et al. vs. Railway Ex- 
press Agency, Inc. By division 2. Express rates charged, 
fresh strawberries, carloads, Webster, Plant City, Lakeland 
and Bowling Green, Fla., to Montreal, Que., Can., between 
February 12 and March 31, 1934, found applicable. Applicable 
rates found unreasonable for that part of the transportation 
within the United States, but not in violation of section 4 of 
the act, to the extent they exceeded $3.14 from Webster, $3.23 
from Plant City and Lakeland and $3.31 from Bowling Green. 
Reparation of $480.37 awarded to M. Crelinsten & Sons, and 
$404.76 to J. R. Clogg & Co., Limited. Chairman Mahaffie 
noted a dissent. 

Second-Hand Machinery 


No. 26824, Kingsland Granite Co., Inc., vs. Denver & Rio 
Grande Western et al. Division 4. Dismissed. Rate and mini- 
mum weight, second-hand machinery, carloads, Denver, Colo., 
to Madera, Calif., not shown to have been unreasonable on 
shipments made in April, 1934. Complainant not shown to 
have been damaged by any undue prejudice to which it may 
have been subjected. 

Sulphate of Ammonia 


Fourth section application No. 14322, sulphate of ammonia 
and ammoniacal liquor to south. By division 2. Petition de- 
nied for modification of relief authorized in original report, 188 
I. C. C. 167, in connection with rates, sulphate of ammonia 
and ammoniacal liquor, carloads, from trunk line territory to 
southern territory, to permit the application of higher rates 
from, to and between intermediate points in trunk line terri- 
tory, and from points in that territory to points in central 
territory. Chairman Mahaffie dissented. 


Petroleum Products 


Fourth section application No. 15709, Petroleum products 
to North Plymouth, Mass. By division 2. On further hearing, 
previous finding, 208 I. C. C. 179, affirmed. In the former 
finding authority was denied to maintain a rate, cordage, lubri- 
cating and fuel oils and petroleum and paraffine wax, carloads, 
from the Bayonne-Bayway district in New Jersey to North Ply- 
a Mass., without observing the long-and-short-part of sec- 
tion 4. 

Petroleum 


Fourth section application No. 15537, petroleum products 
from Wyoming and Montana, embracing also application No. 
15640. By division 2. Carriers authorized in fourth section 
order No. 12286 to establish and maintain rates, refined pe- 
troleum products and low-grade oils, points in Wyoming and 
Montana to desinations in the Dakotas and western Minnesota, 
without observing the long-and-short haul part of section 4. 
Relief is subject to the 334% and 50 per cent circuity limita- 
tions. Rates are to be on the bases prescribed in White Eagle 
Oil Corporation vs. Big Fork & International Falls, 192 I. C. C. 
552, and 198 I. C. C. 667. 


Sugar and Cocoa Butter 


Fourth section application No. 16132, sugar and cocoa 
butter to Fulton, N. Y., embracing also application No. 16133. 
By division 2. Parties to Curlett’s I. C. C. No. A445 author- 
ized in fourth section order No. 12291 to establish and main- 
tain rates, sugar and cocoa butter, carloads, from New 
York, N. Y., and adjacent points to Fulton, N. Y., with- 
out observing the long-and-short-haul part of section 4. 
The purpose of the relief sought was to enable applicants 
to meet motor truck competition over first class highways, 
and water competition by way of the Hudson River and 
state canals without reducing rates at intermediate points 
where competition did not exist. The order permits the rail- 
roads to make a rate of 18 cents on sugar, minimum 60,000 
pounds, and 19 cents on cocoa butter, minimum 36,000 pounds, 
plus the emergency charges. 


Wheat and Products 
No. 25403, Washburn Crosby Co. vs. C. B. & Q. et al. By 
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division 4. Findings in former report modified as to the rates 
sought to be collected on many carloads, wheat, points in 
Kansas, Nebraska and Colorado to Kansas City, Mo., there 
milled.and shipped to points in Missouri, Iowa, Illinois and 
Wisconsin. The findings in the former report, 206 I. C. C. 
649, were that the rates were applicable with certain excep- 
tions, and that the applicable rates were not unreasonable or 
otherwise unlawful. The new finding is that in those instances 
in which the so-called wheat rates were applicable on the ship- 
ments of bran, shorts, and middlings, when billed as such, the 
wheat rates were unreasonable to the extent they exceeded 
the corn rates charged on those shipments; that the rates 
applicable on the shipments described in this report as wheat 
mixed feed and commercial mixed feed were the so-called 
wheat and corn rates herein stated to have been applicable on 
bran, shorts, and middlings when billed as such and that on 
those shipments of wheat mixed feed and commercial mixed 
feed on which the wheat rates are found to have been ap- 
plicable such rates were unreasonable to the extent they 
exceeded the corn rates charged on those shipments. De- 


fendants authorized to waive collection of outstanding under- 
charges. 


COMMISSION ORDERS 


No. 19501, John Arko et al. vs. A. T. & S. F. et al. Petition of 
complainants for reconsideration of their petition of December 31, 
1935, for reconsideration and reargument which was denied February 
3, 1936, denied. 

No. 26874, General Shale Products Corporation vs. A. C. L. et al. 
Petition of defendants for reconsideration and modification of the find- 
ings and order denied in view of division 3 having entered an order 
modifying the order of January 9 in this proceeding so as to exclude 
therefrom the Eastern Shore of Virginia and the western part of 
Kentucky. 

No. 27283, Edna M. Reynolds and James H. Reynolds vs. C. M. 
St. P & P. et al. Motion of defendants to dismiss the complaint for 
want of jurisdiction, overruled. 

No. 26408, Standard Oil Co. (Indiana) vs. C. B. & Q. et al. Peti- 
tion of intervener White Eagle Oil Corporation for reopening, and for 
constitutional right to full hearing and argument, on the question of 
reparation on shipments from Casper, Wyo., denied. 

No. 27245, Northeastern Warehouse Co. vs. Reading. Baltimore & 
Ohio permitted to intervene. 

No. 26240, Midwest Coal Traffic Bureau vs. Arkansas Western 
et al., and a sub-number thereunder, Same vs. Same, and No. 26278, 
iilinois Coal Traffic Bureau vs. Alton & Eastern et al. Order of De- 
cember 2, 1935, as subsequently modified to become effective on April 
30, 1936, further modified to become effective on June 30, on not less 
than 30 days’ notice instead of April 30. 


No. 25785, A. S. Nowlin & Co. et al. vs. C. & O. et al., and 19 
sub-numbers thereunder, C. R. North, trading as C. R. North Coal 
Co. et al. vs. Same; Roanoke Coal Co., Inc., vs. N. & W. et al.; 
Koger Coal Co., Inc., vs. Same; H. W. Huff et al. vs. Same: Hall & 
Winston vs. Same; C. H. Lewis, trading as Lewis Brothers vs. Same; 
James L. Kesling vs. Same; Bassett Chair Co., Inc., vs. Same; Same 
vs. Same; Salem Coal & Lumber Co., Inc., vs. Same; American Fur- 
niture Co., Inc., et al. vs. Same; Radford Coal & Feed Co., Inc., et 
al. vs. Same; Wytheville Coal & Ice Co. et al. vs. Same; Roanoke 
College et al. vs. Same; Roanoke Gas Light Co. vs. Same; J. J. 
Lewis vs. Same; Staunton Creamery, Inc., et al. vs. C. & O. et al.; 
Mary Baldwin College, Inc., vs. Same; and Traffic Bureau, Lynch- 
burg Chamber of Commerce for Craddock-Terry Co. vs. C. & O. et al.; 
No. 25761, Traffic Bureau, Lynchburg Chamber of Commerce et al. vs. 
C. & O. and a sub-number thereunder, Kinnier Co. et al. vs. Same; 
No. 25789, Augustus N. Dull, trading as Guss Dull and Guss Dujl 
Transfer Co. vs. C. & O.; No. 25820, Traffic Bureau, Lynchburg Cham- 
ber of Commerce, for Alberti & Co. vs. N. & W.; No. 26195, Hampton 
Looms of Virginia, Inc., et al. vs. N. & W.; and a sub-number there- 
under, Williams, Taylor & Price, Inc., et al. vs. N. & W. et al.; No. 
26202, Altavista Ice Co., Inc., et al. vs. Virginian et al.; No. 26203, 
Guy F. Walton vs. C. & O. et al.; No. 26211, C. A. Haden vs. C. & O.; 
No. 26224, Lane Co. vs. Virginian, and two sub-numbers thereunder, 
Same vs. Same and Same vs. Same; No. 26256, Carolina Cotton & Woolen 
Mills Co. et al. vs. N. & W et al.; No. 26257, Clem Brothers vs. 
C. & O., an’ two sub-numbers thereunder, Coffman Brothers vs. C. 
& O., and A. Erskine Miller vs. Same; No. 26258, W. E. Bane, trad- 
ing as Standard Supply Co. vs. C. & O., and a sub-number thereunder, 
G. C. Jones, trading as Christianburg Fuel & Supply Co. vs. Same; 
No. 26259, Traffic Bureau, Lynchburg Chamber of Commerce et al. 
vs. C. & O.; No. 26262, Wiley Feed, Fuel & Supply Corporation vs. 
C. & O.; No. 26255, Wood, Vest & Co., Inc., vs. C. & O.; No. 26267, 
Buena Vista Ice & Coal Co. vs. C. & O., and six sub-numbers there- 
under, Same vs. Same; Clyde M. Lambert vs. Same; James A. Cook 
vs. Same; Augusta Farmers’ Cooperative Union, Inc., vs. Same; 
Hughes-Coyner Fuel Co. vs. Same; Augusta Farmers’ Cooperative 
Union, Inc., vs. Same; No. 26317, Carolina Cotton & Woolen Mills 
et al. vs. C. & O.; No. 26325, Bald Knob Furniture Co. vs. N. & W. 
et al.; and No. 26481, Staunton Military Academy vs. C. & O. Peti- 
tion of complainants for further consideration on the record as made 
with respect to rates from Chesapeake & Ohio mines to stations on 
the Norfolk & Western, Martinsville and north, and petition of com- 
plainant in No. 26202 for reconsideration of that case, denied. 

No. 17274, Como Chemical Co. vs. A. T. & S. F. et al. Order en- 
tered on December 29, 1926, modified by elimination of the provision 
that it shall continue in force until further order of the Commission. 
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No. 26921, Bucyrus-Erie Co. vs. D. & H. et al. Petition of the 
complainant for rehearing, denied. 

No. 26739, Wolfe Fruit Co., Ltd., et al. vs. B. S. L. & W. et al, 
Petition of defendants for reconsideration, denied. 

No. 25943, Adolf Gobel, Inc., vs. B. & O. et al. Second petition 
of complainant for reopening for consideration by the entire Com- 
mission, denied. 

No. 23684, Union Mirror Co. et al. vs. B. & O. et al. Petition of 
complainants for reopening and reconsideration of the past unreason- 
ableness of the assailed rates, denied. 

No. 26188, Michaels Art Bronze Co. vs. C. & O. et al., and a sub- 
number thereunder, Cincinnati Manufacturing Co. vs. B. & O. et al. 
Third petition of complainants for rehearing or reconsideration, denied. 

No. 24252, John K. Hale Manufacturing Co. et al. vs. Atlantic & 
Yadkin Railway Co. et al., and a sub-number thereunder, Same vs. 
Same; No. 24172, Carolina Button Corporation vs. Ann Arbor et al.; 
No. 25147, John K. Hale Manufacturing Co. et al. vs. Alton et al.; 
and No. 25477, Carolina Button Corporation vs. Atlantic & Yadkin et 
al. Proceedings reopened for reconsideration. 

No. 25600, Amato & Sons, Inc., et al. vs. A. T. & S. F. et al., and 
a sub-number thereunder, Same vs. Same. Proceedings reopened for 
further hearing at such time and place as the Commission may here- 
after direct. Galveston Chamber of Commerce permitted to intervene. 

No. 26523, Swift & Co. vs. Union Pacific et al., and a sub-number 
thereunder, Armour & Co. et al. vs. Same; No. 26639, Cudahy Packing 
Co. et al. vs. A. T. & S. F. et al.; and No. 26757, Seymour Packing 
Co. vs. A. T. & N. et al. Order entered on November 21, 1935, as 
subsequently modified, further modified to become effective on June 
1 on not less than 30 days’ notice instead of May 1, 1936. 

No. 15841, William Kelly Milling Co. vs. A. T. & S. F.; No. 26059, 
L. C. Adams Mercantile Co. et al. vs. A. T. & S. F. et al.; and a sub- 
number thereunder, Davis Grain Co. et al. vs. Same. Petition of 
defendants for postponement of the effective date of the order re- 
opening, reargument and reconsideratoin, denied. 

Finance No. 11064, application of Frank O. Lowden, James E. 
Gorman and Joseph B. Fleming, trustees in reorganization proceedings 
of the C. R. I. & P. and of the C. R. I. & G. for authority to merge 
the operation of the properties of said companies. Protective com- 
mittee for the Burlington, Cedar Rapids & Northern Railway Co. 
first mortgage 5 per cent bonds due April 1, 1934, permitted to inter- 
vene. 

No. 27336, Kelley-Williamson Co. et al. vs. Alton et al. Shell Pe- 
troleum Corporation permitted to intervene. 

No. 27277, Texas Steel Co. vs. M.-K.-T. of Texas et al. Corporation 
Commission of Oklahoma permitted to intervene. 

No. 27318, Cook & Brown Lime Co. et al. vs. A. & S. et al. Shell 


‘ petroleum Corporation permitted to intervene. 


No. 21373, Commonwealth of Kentucky et al. vs. A. & W. et al, 
and a sub-number thereunder, Frankfort Chamber of Commerce vs. 
A. & W. et al. Effective date of the Commission's order of December 
Y9, 1935, postponed until July 29, 1936. 

No. 21665, North Carolina Corporation Commission vs. A. Cc & & 
et al., and a sub-number thereunder, Southside Virginia Just Freight 
Rate Association vs. A. C. L. et al. Effective date of the Commission's 
order of December 9, 1935, postponed until July 29, 1936. 

No. 27318, Cook & Brown Lime Co. et al. vs. A. & S. et al. Phil- 
lips Petroleum Co. permitted to intervene. 

Finance No. 8480, Kansas City Terminal Railway Co. construction. 
Time within which the Kansas City Terminal Railway Co. shall com- 
plete the construction of the line of railroad in Jackson county, Mo., 
further extended to June 30, 1936. 

No. 27337, Texas Industrial Traffic League et al. vs. A. & S. et al. 
Texas Wheat Growers, Inc., permitted to intervene. 

1. and S. No. 4065, lime from, to and between eastern trunk line 
points. Petition filed by New England Lime Producers’ Association 
for modification of order entered on February 25, 1936, denied. 

Fourth Section Application No. 15137, glass in the southwest, 201 
I. C. C. 639. Reopened for reconsideration on the question of modify- 
ing fourth section order No. 11610, entered June 21, 1934, respecting 
the relief granted by such order in connection with rates from Ft. 
Smith, Ark., Shreveport, La., and points grouped therewith, and other 
points specified in F. A. Leland’s petition, dated February 28, 1936, 
and assigned for further hearing at a time and place to be hereafter 
tixed by the Commission. 





SANTA FE ABANDONMENT 


In order that persons and communities served may have 
an opportunity to demonstrate their ability to make the line a 
paying proposition for the applicant, the Commission, by divi- 
sion 4, in Finance No. 10616, Atchison, Topeka & Santa Fe 
Railway Co. abandonment, has deferred action for one year on 
the application of that carrier for authority to abandon a 
branch line extending from Havana to Cedar Vale, Kan., a 
distance of approximately 38.73 miles. Communities served 
by the line opposed abandonment. Abandonment, it was esti- 
mated, would save the carrier $26,838 a year. It was suggested 
that economies could be made and that prospects were that 
traffic would increase, the branch having shown improvement 
in 1925. The Commission said that while the facts showed 
that the lines had been operated at a loss, there were indica- 
tions that traffic might be developed in the future to warrant 
its continued operation, especially if such operation was per- 
formed on a more limited basis, that is, two or three times 4 
week or even on call or demand. At the expiration of the year 
for further trial the Commission said either party might move 
for a definite conclusion of the case. 
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Proposed Reports in I. C. C. Cases 





SALT FOURTH SECTION RELIEF 


ee ge C. K. GLOVER, in a proposed report on fourth 
section application No. 15610, salt rates, also embracing 
fourth section applications Nos. 15618, 15634, 15635, 15654, 15701, 
15750, and 15943, has recommended that authority be granted 
to the railroads, on conditions, to establish and maintain rates 
on salt and salt compounds, in carloads, from and to points 
throughout the United States, without observing the long-and- 
short-haul part of section 4. The territories or divisions of ter- 
ritories to which reference is made in this report are those 
referred to in Rate Structure Investigation, part 13, Salt, 
a ht Gx. Seek 

Authority to establish and maintain rates without observ- 
ing the long-and-short-haul part of section 4, the examiner 
said, should be authorized as follows: 

Applicant in No. 15701, Wabash, the present rate of 13 
cents on salt, from Detroit to Chicago, subject to the provision 
that rates at higher rated intermediate points shall not exceed 
rates constructed on the bases described in the report and 
shall not exceed the lowest combination. 

Applicants in No. 15750, parties to Kipp’s I. C. C. No. 
A-2482, over interstate routes from and to named points in 
Kansas rates on salt and salt compounds the same as con- 
temporaneously in effect between the same points over intra- 
state routes, but not lower than the present rates, subject to 
the provision hereinbefore set forth as to the Wabash rate 
and the further provisions that relief shall apply only over 
routes over which applicants have class rates relief and .that 
relief shall apply for a period of one year only after the date 
of the decision. 

Applicants in No. 15943, Southern railway system lines 
and their connections, parties to Johanson’s I. C. C. Nos. 2637, 
2639 and 2640, rates the same as are contemporaneously in 
effect on like traffic over direct routes, but not lower than the 
present rates over such routes subject to the conditions that 
rates at higher-rated intermediate points shall not exceed rates 
on the bases described in the report and that relief shall not 
apply in connection with rates which will yield earnings of 
less than 5 mills a ton-mile. 

In the remaining situations considered, the lowest rates 
that may be constructed over any line or routes from and to 
the same points on the bases described in the report, subject 
to the provisions that rates at higher-rated intermediate points 
shall not exceed rates on the bases set forth in the report; that 
relief shall apply only over routes over which applicants have 
class rate relief; and that relief with respect to rates between 
and from and to points in mountain-Pacific territory shall not 
apply over any route to rates on bulk salt, less than 15 per 
cent of a rate constructed on the basis of the western trunk 
line Zone III first class scale, for the distance over such route; 
and on package salt, over routes over which relief is not 
granted in this report with respect to the rates on bulk salt. 

The examiner recommended that in complying with the 
provisions limiting relief to rates not earning less than 5 mills 
a ton-mile, and rates in the mountain-Pacific territory, where 
the rates were on group bases, the average distances from all 
points in the group, or distances from base points, according 
to the manner in which the rates were constructed, to key 
points in the destination groups, might be used instead of dis- 
tances from and to individual points. 

In complying with the conditions pertaining to rates in 
the mountain-Pacific territory, the examiner said that in the 
case of water-rail routes from San Francisco to points in Mon- 
tana, constructive distances over such routes, determined by 
adding to the actual rail distances the distances by water 
equated to rail distances on the basis of three statute miles 
to one, might be used instead of the actual water-rail distances. 


PROPOSED RICE ADJUSTMENT 


_ A far extending adjustment of rates on rough rice, clean 
rice, brewers’ rice, and by-products of rice is considered and 
recommendations are made in respect thereto by Examiner 
W. A. Hill, in No. 26430, Arkansas Rice Traffic Bureau vs. Aber- 
deen & Rockfish et al.: No. 26460. New Orleans Joint Traffic 
Bureau vs. Same; No. 26527, Memphis Rice Mill vs. Same; No. 
26538, Beaumont Chamber of Commerce et al. vs. Same; and 
No. 26618, American Rice Milling Co. et al. vs. Abilene & South- 
ern et al. These complaints assail the lawfulness of the carload 


rail and rail-water rates on the commodities mentioned from 
Texas, Louisiana, Memphis, and Arkansas to destinations 
throughout the United States. The examiner said that the rates 
assailed were not unlawful except in the following particulars: 

That rates on clean rice, brewers’ rice and rice by-products 
from points in the southwest to destinations to which class 
rates were prescribed in the Consolidated Southwestern Cases, 
205 I. C. C. 601, should be found unreasonable to the extent they 
exceed columns 27.5, 22.5 and 17.5 rates, respectively. 

That the failure of the defendants to maintain joint rail- 
barge-rail rates from western Louisiana to the southeast while 
contemporaneously maintaining such rates from New Orleans 
and southeastern Texas should be found unduly prejudicial and 
preferential. 

That the failure of the defendants to permit milling in 
transit of rice by-products from Louisiana and Texas on the 
basis of through rates on such by-products from point of 
origin of rough rice to final destination of the by-product should 
be found unreasonable. 

Collectively, said the examiner, these five complaints filed 
by or in behalf of rice mills of Arkansas, New Orleans, La., 
Memphis, Tenn., Texas, and western Louisiana, assailed as un- 
reasonable and unduly prejudicial, in every instance for the 
future only, practically all rates on clean rice, brewers’ rice, 
and other rice mill products from all producing territories 
except California to destinations generally throughout the 
United States. In some instances the examiner said rates from 
California were alleged to be unduly preferential of California 
millers. In addition, he said, the complaints in Nos. 26460, 
26538 and 26618 assailed rates on rough rice, and that No. 26460 
raised the issue of milling-in-transit arrangements at New 
Orleans on rough rice originating in Arkansas and moving 
beyond New Orleans in its milled form in export or coastwise 
commerce. Nos. 26460, 26538 and 26618, said the examiner, 
assailed the reasonableness and propriety of existing transit 
arrangements on rough rice at points in Louisiana, including 
New Orleans and Baton Rouge, and Texas, under which pay- 
ment as minima of the rates on clean rice from the origin of 
the rough rice to the destination of milled product was re- 
quired in lieu of the rates on the product actually shipped from 
the transit point. 

The examiner recommended some changes but did not go 
as far as the complainants suggested. 


“It is easy to understand the rather difficult position in 
which these complainants find themselves,” said Examiner Hill. 
“Transportation charges are an important factor in the mar- 
keting of rice, as with many other commodities. Until a few 
years ago practically all transportation of goods within the 
United States was by railroad. Charges for transportation were 
a fixed quantity, or nearly so. Rice millers knew with reason- 
able accuracy what their competitive advantages or disad- 
vantages were in the, various consuming markets, and con- 
ducted their business operations accordingly. 


“The competition of highway and water carriers with the 
railroads, which commenced to manifest itself forcefully at 
about the same time that the business depression descended 
on the country, brought about a radical change in the situation. 
While the depression was greatly decreasing the total volume 
of traffic, the highway and water carriers were striving with 
the railroads by whatever methods were available, for a share 
of what remained. 


“Charges for transportation, whether by highway, railway 
or water, may fairly be said at present to be in a state of flux. 
Those who sell rice and other commodities the prices for which 
must be fixed with measurable reference to freight costs hardly 
know from day to day the source or extent of the competition 
they are likely to encounter or the prices they must quote to 
obtain business. It is natural that they should seek a remedy 
for this condition; but it seems clear that there is none immedi- 
ately at hand. 

“As these new or revived means of transport become better 
organized and find their permanent places as parts of the 
national transportation system, an increasing degree of stability 
will doubtless be imported into their rates, thus enabling the 
rail rates again to stabilize. It may be, as many believe, that 
a new structure of rail rates will emerge, based in part upon 
standards of reasonableness not heretofore known or accepted 
and presenting rate regulations between producing and consum- 
ing markets very different from those the destruction of which 
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has occasioned the present complaints. However that may be, 
to enter an order under existing conditions definitely relating 
each of these rice mills or mill districts one to another in 
respect of their rail rates would, in the opinion of the examiner, 
be not only unwise but wholly futile.” 

The examiner said that in the past few years the former 
structure of rates on rice and its direct products had been 
largely displaced by the widespread establishment of so-called 
truck-competitive and water-competitive rates. In some in- 
stances, he said, rates so designated had been accorded to traffic 
which was not in fact appreciably affected by either truck or 
water competition, in order to enable such traffic to compete 
with that from or to some other section where compelling 
truck or water competition actually existed. 

That recognition by the carriers of what he said might be 
termed market competition in readjusting certain of their rates, 
and their failure or refusal to recognize it in other instances 
was one of the important factors, the examiner added, which 
led to the filing of these complaints or the raising of many of 
the issues therein. Virtually all of the rate changes in the 
past several years, he said, had been downward, and often 
sharply downward. Nevertheless, he said, each group of mills 
felt that in one way or another it had suffered by the disap- 
pearance or radical alteration of rate relations previously exist- 
ing. 

The examiner recommended minimums of not exceeding 
40,000 pounds on clean rice; 36,000 pounds on rice bran and 
polish with the suggestion that the parties be invited to indi- 
cate in their exceptions whether they considered column 17.5 
or column 20 subject to a minimum of 30,000 pounds more suit- 
able for these commodities. He recommended a minimum of 
not more than 50,000 pounds on brewers’ rice. 


PROPOSED REPORTS 


Sheets and Pillow Cases 


No. 27013, Josenh Horne Co. et al. vs. Baltimore & Ohio 
et al. By Examiner Henry B. Armes. Dismissal proposed. 
Rates charged, cotton sheets and pillow cases, in a period be- 
tween June 20, 1933, and the date of the filing of the com- 
plaint, June 3, 1935, in less-than-carloads, points in North Caro- 
lina and South Carolina to Pittsburgh, Pa., proposed to be 
found not to have been unreasonable or otherwise unlawful. 


Scrap Tubes and Flues 


No. 27136, Mid-West Forging Co. vs. Alton et al. By 
Examiner E. L. Glenn. Dismissal proposed. Rates, old and 
worn out scrap boiler tubes and boiler flues, points in official 
and western classification territories to Chicago Heights, IIl., 
proposed to be found not unreasonable. The case was heard 
jointly with the Illinois Commerce Commission, which was 
handling complaint against the intrastate rates from Freeport, 


Galesburg, Kewanee, Quincy and Rockford, Ill., to Chicago 
Heights. 


T. V. A. AND SOUTHERN RAILWAY 


; Although, as it points out, the Southern Railway Company 
is not a party to Finance No. 11121, petition of the Tennessee 
Valley Authority in the matter of Vasper to LaFollette branch 
of the Southern Railway Company, that company has filed 
an answer to the petition of the Tennessee Valley Authority 
requesting the Commission to issue a certificate for the aban- 
donment of their part of the railroad which the TVA proposes 
to make useless by flooding in the course of its power develov- 
ment and other works in the Tennessee valley (see Traffic 
World, March 14, p. 477). The railroad said the Commission’s 
Bureau of Finance had sent a copy of the petition to it. The 
Southern, in part, says: 


This company has no desire to abandon its said branch or the op- 
eration thereof. It will be forced to do so solely by the acts of the 
United States and of the authority in taking and destroying the said 
branch. This company denies that the Commission has power or 
authority to grant the alternative prayer of the petition that this com- 
pany be required itself to apply for a certificate of public convenience 
and necessity for such abandonment. 

If section 1 (18-22) of the interstate commerce act requires such 
certificate, under the circumstances, to legalize the abandonment neces- 
sarily caused by the destruction by the Authority of the company’s 
branch, then this company does not oppose the other alternative prayer, 
as set out in article IV of the petition, wherein the Authority, as pe- 
titioner and as party in interest, itself seeks such certificate author- 
izing such abandonment. But this company does not waive or in any 
way give up its rights under the fifth amendment (of the Constitution 
of the United States) to recover full compensation against the Author- 
ity or against the United States of America for the taking of its 
property for public purposes. And if the Commission entertains the 
said alternative prayer and issues such certificate on the petition of 
the Authority therefor, this company shows that it should not be is- 
sued upon any finding that the said branch is without substantial value 
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to its owner and that the Commission should do nothing to prejudice 
or impair or in any way prejudge the right of this company, upon 
which it will apparently be forced to rely, to recover at law just com- 
pensation under the fifth amendment for the taking of its said prop- 
erty, a matter over which the Commission has no jurisdiction. 


M. & ST. L. ABANDONMENT 


The Commission, by division 4, in Finance No. 10909, Min- 
neapolis & St. Louis Railroad Co. coreceivers abandonment, has 
authorized abandonment of that part of the line of the carrier 
mentioned between Spencer and Storm Lake, Ia., a distance of 
36.9 miles. Application for permission to abandon was opposed 
by the Iowa commissioners, local residents and interests, com- 
mercial organizations, and the Northwestern Lumbermen’s As- 
sociation. In recognization of serious consequences to some of 
the local communities by complete abandonment of the seg- 
ment, as proposed, the applicants, the report said, negotiated 
with connecting carriers with a view to having rail service 
continued at all the communities from Greenville to Storm 
Lake, inclusive, except Cornell. The contemplated service, the 
report said, should go far in ameliorating public convenience 
from abandonment of the line. 


CENTRAL PACIFIC ABANDONMENT 


With Chairman Mahaffie and Commissioners Meyer, Miller 
and Caskie dissenting, the Commission, on further hearing and 
reargument, in Finance No. 9791, Southern Pacific Co. proposed 
abandonment, has affirmed a finding of division 4 that present 
and future public convenience and necessity had not been 
shown to permit the abandonment by the Southern Pacific of 
operation of a part of the line of the Central Pacific in Box 
Elder County, Utah, 199 I. C. C. 731. The line. part of the 
Promontorv branch, extending from Kelton to Lucin. a dis- 
tance of 55 miles. is part of the original Central Pacific main 
line between Ogden, Utah, and Sacramento, Calif. It is no 
longer in use as the main line. The Utah commission recom- 
mended that abandonment be not permitted. The United States 
government. through the denartment of Agriculture. also op- 
posed abandonment of the line which operates through a sheep 
country. The War Denartment sent a witness to testify that 
all transcontinental lines would become a target for enemy 
attack if he became established on the west coast but the 
prohable damage would cause only minor delays. Its witness 
said that in the present condition the track in question would 
not be of any great use. but could carry some traffic in an 
emergency and that there would probably be time to improve 
it after war began. 

Chairman Mahaffie said that apparently the annlicant’s 
estimate of $16877 annual saving from the abandonment of 
service over this 55 miles of lines was not questioned. Dividing 
the freight originated and delivered on the line in 1933-34 the 
chairman said that the cost to the applicant of handling the 
traffic in auestion could be exnected to be over $29 a ton. He 
said the continuance of railrnad service was of value to owners 
of livestock, but that fact offered no justification for reauiring 
a carrier to incur disproportionate losses such as were shown 
here. 


FINANCE APPLICATIONS 


Finance No. 11145. New York Central Railroad Co. asks authority 
to acquire and control of the Genesee Falls Railway Co. through pur- 
chase of its capital stock and the merging of that company with it- 
self. The applicant proposes to acquire all capital stock of the Genesee 
not now owned by it and on that acquisition to merge the Genesee 
Falls into itself. The New York Central now owns slightly under 50 
per cent of the stock of the Genesee Falls and operates the properties 
of that company under a lease made in 1887. The Genesee Falls road 
is about 1.9 miles long and serves industries In Rochester, N. Y. The 
New York Central pays $1 a vear as rental for it. 

Finance No. 11146. Boston & Maine Railroad asks authority to 
issue $3.600.000 of series MM mortgage bonds bearing interest at the 
rate of 5 per cent to mature April 1. 1956. The purpose of the pro- 
posed issue is to relmburse the railroad for exnenditures made by it 
for purchasing. paving. refunding or retiring $1.872,000 of Fitchburg 
Railroad Co. 5 per cent bonds: $380.000 of Worcester, Nashua & 
Rochester Railroad 4 per cent bonds: $150.000 Worcester. Nashua & 
Rochester Railroad 4 per cent bonds: and $1,250,000 of Boston & 
Lowell Railroad Corporation 5 per cent bonds all of which matured 
in 1934 or 1936. 

Finance No. 11008, supplemental. Gulf. Mobile & Northern Rail- 
road Co. asks for authority to pledge $888,000 of its temporary 5 per 
cent first mortgage gold bonds, series C, by depositing them with the 
First National Bank of Mobile, Ala., in lieu of a like amount of New 
Orleans Great Northern Railway Co. first mortgage 5 per cent bonds 
pledged with that bank as part of the collateral security for the 4 per 
cent collateral trust bonds of the applicant issued or to be issued 
pursuant to authority of the Commission in its order dated December 
6, 1935. The applicant says it is desired to make the substitution of 
collaterals, as a matter of convenience in the handling of securities 
owned by it. 
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PASSENGER FARES 


A large majority of the passenger carrying railroads in the 
east have decided to file a petition with the Commission asking 
it to postpone the effective date of its order, now June 2, in the 
passenger fare case, and to permit establishment of “certain 
experimental bases of fare” in the meantime. This was an- 
nounced by F. E. Williamson, president of the New York Cen- 
tral, late March 27, after representatives of the majority of the 
eastern lines had met in conference on the Commission’s deci- 
sion. Mr. Williamson issued the following statement which 
was not amplified as the result of inquiry: 


A meeting of practically all of the passenger carrying lines in the 
eastern territory was held in the offices of the Association of American 
Railroads in Washington today for consideration of the recent order 
made by the Interstate Commerce Commission affecting passenger fares 
in the east. 


After a careful survey of the passenger statistics, etc., made fol- 
lowing the Commission's decision, it was the conclusion of a large ma- 
jority of the lines represented that application should be made to the 
Commission requesting a deferment of the effective date of the order; 


in the meantime, certain experimental bases of fare to be stablished 
during the interim period. 


The statement was taken to mean that decision had been 
reached by the eastern roads to put in experimental reduced 
fares—fares somewhere between those ordered by the Commis- 
sion—two cents a mile in coaches and three cents a miles in 
Pullman cars—and the present fares of 3.6 cents a mile in 
both coaches and Pullmans with the surcharge added in the case 
of travel in Pullmans. When inquiry was made of the rail- 
way executives as to what experimental fares might be estab- 
lished it was stated the details had to be worked out and that 
the proposals would be set forth in the petition that would be 
filed shortly with the Commission. 

Nothing specific was obtained from the railway executives 
who attended the meeting as to what lines had or had not 
agreed to the action agreed on by the majority. Information 
of that nature could not be obtained as to the position of the 
Baltimore & Ohio which has been advocating fares on the 
basis of the Commission’s decision. 

The Baltimore and Ohio later announced that it was pre- 


paring to comply with the order of the Commission, effective 
June 2. 


CHICAGO UNION STATION BONDS 


The Commission, by division 4, in Finance No. 11123, Chi- 
cago Union Station Co. bonds, has granted authority to the com- 
pany to issue not exceeding $44,000,000 of first mortgage 3% 
per cent bonds, series E, the bonds to be sold at 102% and 
accrued interest, and the proceeds, together with other funds, 
used to redeem outstanding bonds. 

In the same proceeding the Commission granted authority 
to the Chicago, Burlington & Quincy, the trustees of the Chi- 
cago, Milwaukee, St. Paul & Pacific, the Pittsburgh, Cincin- 
nati, Chicago & St. Louis, and the Pennsylvania, the proprie- 
tary companies of the station company, to assume obligation 
and liability, as guarantors, by endorsement, in respect of the 
bonds and of not exceeding $600,000 of promissory notes to be 
issued by the station company under the provisions of section 
20a(9) of the interstate commerce act. 

The Commission dismissed the part of the application 
which sought authority for the station company to issue $600,- 
000 of promissory notes because the proposed notes would rep- 
resent the only short-term obligation of the station company 
and would not exceed 5 per cent of the par value of that com- 
pany’s outstanding securities, the Commission’s authority not 
being needed in such cases. 

The Commission said that, in order to reduce interest 
charges, the station company would call on April 1, for re- 
demption on July 1, at 105 and accrued interest, $44,000,000 
of series A and series B bonds, providing the funds required for 
their payment and incidental charges by the issue of the pro- 
posed $44,000,000 of bonds and by bank loans of $600,000 to be 
evidenced by the promissory notes, which will bear 3 per cent 
interest. 

The Commission did not require that a sinking fund be 
provided for the Series E bonds. It said the expenses in con- 
nection with the proposed refinancing were estimated to total 
$2,320,000. 

The Series E bonds have been sold subject to the Com- 
mission’s approval to a group of bankers, consisting of Kuhn, 
Loeb & Co., Lee Higginson Corporation, Brown Harriman & 
Co., Inc., and six associated firms, at 102% and accrued inter- 
est, which the Commission said would make the annual cost of 
the proceeds to the station company approximately 3.62 per 
cent. 


Commissioner Porter, dissenting, in part said: 
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The capital set-up of the Chicago Union Station Company is top- 
heavy with interest-bearing debt, and its capitalization is much above 
the single sum value as found by division 1. The $2,100,000 of 4 per 
cent guaranteed bonds authorized in 207 I. C. C. 155 will be retired 
in another six years, and the $600,000 of promissory notes here to 
be issued will be paid in two years. The total net saving under the 
refinancing here proposed will be about $9,000,000. Certainly that 
much should be set aside as a sinking fund before maturity of the 
$44,000,000 series E bonds here to be issued. Payments into such 
a fund should commence in two years, increase in four more years, 
and be sufficient by maturity to retire at least $9,000,000 of these 
bonds. Such a requirement would eventually benefit the station com- 
pany, the proprietary lines, and especially the public. 


GREAT WESTERN WITHDRAWS 


P. H. Joyce, trustee, Chicago Great Western, announced, 
April 2, that his road was preparing a petition for filing in 
federal court at Chicago April 4, asking permission for his rail- 
road to withdraw from the Associated Railways Company, an 
organization of railroads formed a year ago to take over and 
dismember the Minneapolis and St. Louis. Mr. Joyce announced 
at the same time that it was the intention of the Great Western 
actively to oppose the dismemberment of the M. and St. L. 
at the hearing on the Associated Railways petition April 6, 
at Minneapolis, before Director Boles of the Commission. 

“We believe it will be to the best interests of our property, 
as well as to the best interests of the four states served by the 
M. and St. L. to oppose the dismemberment,” said Mr. Joyce. 
“More than a hundred communities, chambers of commerce, 
representatives of states, and business organizations are op- 
posed to the larger roads taking over the M. and St. L. system. 
Last year we joined in the formation of the Associated Rail- 
ways Company. After further careful consideration we have 
come to the conclusion that the M. and St. L. should continue 
to operate in this territory, as the communities which it serves 
have made very evident their desires. We do not care to be a 
party to depriving them of the services and facilities which 
they now enjoy and of which they fear they will be deprived 
in the event of dismemberment.” 

According to Luther M. Walter, co-trustee with Mr. Joyce, 
communities in the M. and St. L. territory were “up in arms” 
over the dismemberment proposal. He said that, in the first 
place, he thought it unwise for the Great Western to support 
a proposal the effect of the adoption of which would be 
definitely to lessen railroad competition in an area covering 
four states. Secondly, he said, many of the M. and St. L. 
communities were also served by the Great Western, and it was 
poor business to antagonize localities from which the Great 
Western was getting and hoped to continue to get a good 
share of its traffic. 


KAW VALLEY REORGANIZATION 


In Finance No. 7582, Kansas City Kaw Valley & Western 
Railroad reorganization, J. Z. Miller, Jr., and O. Q. Claflin, 
trustees, have submitted for consideration by the Commission 
a plan for reorganization of that company. It is proposed to 
form a new corporation with authority to issue $25,000 in 6 per 
cent first mortgage bonds, the proceeds from which are to be 
used to pay $2,500 as a compromise on the taxes owed by 
the corporation, to pay court costs, reorganization expense, 
stamp and transfer -taxes, and reorganization allowances not 
exceeding $10,000, and to put the remainder of the proceeds 
into the treasury of the new company as working capital. 
A further proposal is to issue $35,000 of second mortgage 4 
per cent non-cumulative ten year income bonds, the proceeds 
of which are to be used in liquidating various claims totaling 
$33,314. . 

Another proposal is to issue $261,500 par of first pre- 
ferred non-cumulative 6 per cent stock to be distributed at 
the rate of 3344 per cent to the holders of $784,500 outstand- 
ing of first mortgage bonds of the old company. It is pro- 
posed to issue $10,000 of second preferred non-cumulative 5 
per cent stock for distribution to the common creditors at 12.5 
per cent of the face amount of their claims and five hundred 
shares of no-par common stock, which is to go to the purchasers 
of the first mortgage bonds and to be held by voting trustees 
until the $25,000 first mortgage is paid off, when the voting 
$500 814 to be dissolved. The issue of capital paper will be 


LOANS TO RAILROADS 


The Maryland & Pennsylvania Railroad Co. in Finance 
No. 9339, has applied for approval, by the Commission, of an 
extension of its Reconstruction Refinance Corporation loan of 
$100,000 maturing May 1, for five years. In Finance No. 11148 
that carrier asks approval for an additional loan of $100,000 
from the RFC for five years. 

The proceeds of the additional loan, according to the ap- 
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plication, are to be used in retiring at maturity May 1 one-half 
of $200,000 of Maryland & Pennsylvania Terminal Railway 
first mortgage 5 per cent bonds. The terminal railway is a 
wholly owned subsidiary of the applicant. The remaining $100,- 
000 of these bonds, according to the application, will be ex- 
tended with the consent of the bondholders to May 1, 1941, at 
the same rate of interest. The applicant says that it is filing 
an application coincidently for permission to extend the bonds. 

In addition to $400,000 of first consolidated mortgage series 
B, 6 per cent of 1947 pledged as collateral for the existing loan 
the Maryland & Pennsylvania says it is willing to furnish ad- 
ditional collateral for the new loan as follows: $61,000 of its 
first consolidated mortgage series A, 6 per cent bonds of 1963 
 e cea of first consolidated mortgage series B, 6 per cent 
of 1947. 

The Denver & Rio Grande Western Railroad, in a supple- 
mental petition in Finance No. 9777, Denver & Rio Grande 
Western RFC loan, as owner of the Denver-Colorado Springs- 
Pueblo Motor Way, Inc., and the Rio Grande Motor Way, Inc., 
whose securities are pledged to the RFC as collateral for loans, 
has asked for approval for sale of the Denver-Colorado Springs- 
Pueblo Motor Way, Inc., of $35,000 of United States bonds 
held in its treasury so as to have funds for the purchase of 
equipment. The company desires to purchase three 33-passen- 
ger busses at an approximate cost of $37,500. The applicant 
has also asked for approval of the sale by the Rio Grande Motor 
Way, Inc., of $90,000 of like bonds held in its treasury, the 
proceeds to be used in buying one 21-passenger bus for $8,000; 
franchises for freight operations between South Fork and 
Durant, Colo., for $4,000; two trucks for freight service be- 
tween those points, $12,500; one 29-passenger bus for opera- 
tion between Alamosa and Salida, Colo., for $11,500, and pur- 
chase of four 33-passenger busses for operating between Gunni- 
son and Sand Junction, Colo., and between Minturn and Grand 
Junction, Colo., in connection with the proposed rearrange- 
ment of passenger service under which new passenger trains 
will be put on between Denver and Grand Junction, Colo., and 
Montrose via the Dotsero cut-off, $50,000. 


UNCONTESTED FINANCE CASES 


Report, certificate, and order in F. D. No. 11097, South Georgia 
Railway Company operation, (1) authorizing the South Georgia Rail- 
way Company to operate, under trackage rights, over a line of rail- 
road of the Weaver-Loughridge Lumber Company in Taylor County, 
Fla., and (2) dismissing request for permission to retain excess earn- 
ings, approved. 

Report and order in F. D. No. 11111, Erie Railroad Company Se- 
curities, granting authority (1) to issue at par not exceeding $1,100,000 
of 4 per cent registered serial collateral notes, the proceeds to be used 
for maintenance, and (2) to pledge, as collateral security for the notes, 
$750,000 of refunding and improvement mortgage 6 per cent bonds, 
series of 1932, and the applicant’s equity in $38,708,800, par value, of 
bonds and stock now pledged with the Reconstruction Finance Cor- 
poration, approved. 

Supplemental report and order in F. D. No. 10419, Great North- 
ern Railway Company Securities, (1) further modifying order of 
April 14, 1934, so as to permit the waiving of the privilege of re- 
demption with respect to $4,935,000 of secured 4 per cent serial bonds: 
and the issue forthwith of definitive bonds, modified as described herein. 
in exchange for outstanding temporary bonds; and (2) dismissing 
that part of the supplemental application which seeks authority to 
execute a supplemental trust indenture, approved. 

Report and order in F. D. No. 11117, Bangor & Aroostook Railroad 
Company Securities, granting authority (1) to issue not exceeding 
$324,000 of consolidated refunding mortgage 4 per cent bonds, and to 
sell so much of $537,000 of such bonds as are not required or may not 
be required for use in the refinancing authorized by our order of 
October 22, 1934, 202 I. C. C. 383; any or all of said bonds to be sold 
at not less than 106 and accrued interest, exclusive of issue and trans- 
fer stamp taxes, and the proceeds used to purchase outstanding bonds; 
and (2) to issue not exceeding 6,156 shares of common capital stock, 
of the par value of $50 a share, for the purpose of converting all or 
any part of the $324,000 of bonds herein authorized to be issued, 
approved. 

Supplemental report and order in F. D. No. 10377, Delaware, 
Lackawanna & Western equipment trust certificates, granting authority 
to sell Delaware, Lackawanna & Western equipment trust certificates 
of 1934, series A, in the principal amount of $3,619,000 at 106.097, and 
series B in the principal amount of $1,033,000 at 105.625, with accrued 
dividends in both cases, approved. 

Report and certificate in F. D. No. 11074, Chicago & North West- 
ern abandonment, permitting Chicago & North Western to abandon 
a branch line of railroad in Iron and Vilas counties, Wis., approved. 


PETITIONS FOR REHEARING, ETC. 

No. 27277, Texas Steel Co. vs. M.-K.-T. of Texas et al. Colorado 
& Southern in a motion asks the Commission to dismiss the com- 
Pplaint as to it. 

No. 27337, Texas Industrial Traffic League et al. vs. A. & S. et al. 
Colorado & Southern in a motion asks the Commission to dismiss it 
as a party defendant. 

|. and S. No. 4065, lime, from, to and between eastern trunk line 
points. New England Lime Producers’ Association, intervener, ask 
for modification of the order of division 3, dated February 25, 1936. 
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Finance No. 8480, in the matter of the application of the Kansas 
City Terminal Railway Co. under paragraphs 18 to 21, inclusive, of 
section one of the interstate commerce act for a certificate of public 
convenience and necessity for the construction and extension of its 
line of railroad between certain points in the city of Kansas City, 
county of Jackson, state of Missouri. Kansas City Terminal asks 
that an appropriate order be entered extending the time for the com- 
Ppietion of such extension and keeping the order heretofore entered 
alive and in force until and including the 30th day of June so that 
negotiations may be completed either to a successful or an unsuccessful 
conclusion. 

1. and S. No. 3636, cotton, woolen and knitting factory products 
between interstate points; No. 24139, North Carolina Corporation Com- 
mission et al. vs. A. W. et al.; No. 24140, North Carolina Corporation 
Commission et al. vs. A. & R. et al.; and No. 24901, National Associa- 
tion of Cotton Manufacturers vs. B. & M. et al. Southwestern Freight 
Association territory, parties to the record ask that the effective date 
of the order be postponed for a period of not less than six months. 

No. 25569, Alabama Grocery Co. et al. vs. A. T. & Ss. F. et al. 
Complainants ask the Commission to modify its order of March 2, 
1936. 

No. 17000, part 8, cottonseed, its products, and related articles. 
Southwestern carriers ask for reopening and reconsideration and 
further hearing. 

Air Mail Docket No. 14, American Airlines, Inc. Postmaster General 
asks for examination and audit of the books, records, and accounts of 
American Airlines, Inc., before assignment of this proceeding for 


hearing. 

No. 25785, A. S. Nowlin & Co. et al. vs. C. & O. et al. and cases 
heard therewith, including No. 26325, Bald Knob Furniture Co. vs. N. 
& W. et al. Virginian Railway Co. asks the Commission to correct 
its report and order of November 25, 1935. 


COMBINATION RULE CASE 


The Circuit Court of Appeals for the sixth circuit, in No. 
6915, W. P. Brown & Sons Lumber Co. et al., appellants, vs. 
Louisville and Nashville Railroad Company et al., on appeal 
from the federal court for the western district of Kentucky, 
has affirmed the order of the lower court dismissing the suit 
which was for reparation awarded by the Commission in 
Wausau Lumber Co. et al. vs. Alabama Great Southern et al., 
142 I. C. C. 521, 182 I. C. C. 731, on shipments of lumber. The 
awards of reparation were made because the carriers did not 
apply the so-called Jones rule for the making of rates by 
combination, in the absence of joint rates in the way the 
Commission construed it. The rule was formulated in 1918 
when the Director General of Railroads, in General Order No. 
28, imposed definite increases in many rates. The rule was 
intended to mitigate the hardships that would be caused in 
instances where shippers had to use combinations in competi- 
tion with shippers able to use through or joint rates. It was 
necessary on account of the fact that specific or definite addi- 
tions were ordered to many rates, whether through or made 
on combination. The idea was to have only one specific in- 
crease on a through shipment whether moving on a joint rate 
or on a combination. ; : 

Some of the railroads accepted the ruling of the Commis- 
sion and paid the awards of reparation. The Louisville & Nash- 
ville and the railroads joined with it as defendants in the suit 
brought by the lumber company refused to pay. The suit for 
collection of the awards was instituted on account of the re- 
fusal. The lower court dismissed the case and that dismissal 
is affirmed in an opinion written by Circuit Judge Simons. 

Judge Simons said that when lumber was offered for ship- 
ment to a carrier over a designated route, the initial inquiry 
was as to the existence of a published through rate for the 
shipment to its destination. 

“If there is no such rate the formula must be applied to a 
reduction of the combined local rates,” said Judge Simons. “If 
there is such published through rate, the formula is not applied. 
There is nothing complicated about it, and the shipper having 
a through rate available is subjected to no unreasonable or 
inequitable exaction.” . 

The judge said that the shipments on which refunds were 
claimed all originated with carriers who were parties to through 
published rates at point of origin. He said the court was not 
able to follow the reasoning of the Court of Appeals of the 
District of Columbia, which held differently. 





CONSOLIDATED SOUTHWESTERN CASES 


The carriers, in No. 13535, consolidated southwestern cases, 
have asked the Commission to postpone the effective date of 
its order of December 3, 1935, from May 5 to November 5, 
1936. That order was issued in connection with the twenty- 
second supplemental report in this case, 211 I. C. C. 575. 

Defendants, according to the petition, have given consid- 
eration to this decision with the view to complying with the 
orders. It is found, they declare, that there are involved tasks 
of such magnitude as to render it physically impossible to 
conclude the necessary details in time to make the rates effec- 
tive on the date set by the Commission. 
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-Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





TELEGRAPHS AND TELEPHONES 


(Court of Civil Appeals of Texas. Fort Worth.) Jury’s 
finding, in action against telegraph company, that recipient of 
telegram would have given plaintiff employment sought had 
telegram been received in correct form, held unwarranted, in 
view of plaintiff's testimony that employment was merely ex- 
pectancy at that time and recipient’s testimony that position 
sought was not then open to plaintiff. (Postal Telegraph & 
Cable Co. vs. Bacher, 90 S. W. Rep. (2d) 620.) 

One suing telegraph company for negligence in delivering 
message in mutilated form held entitled to recover only nom- 
inal actual damages, not exemplary damages, for resulting fail- 
ure of plaintiff to obtain employment, in absence of allegations 
and proof of definite period for which he would have been em- 
ployed had telegram been properly transmitted.—Ibid. 

Plaintiff’s right to recover actual damages in sum of -60 
cents, paid defendant telegraph company for sending telegram 
delivered in mutilated form, held not to warrant award of 
exemplary damages for resulting failure of plaintiff to obtain 
employment.—Ibid. 





Miscellaneous Decisions . 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Court of Appeals of Texas. Austin.) Test of validity of 
order of Railroad Commission is not what court’s independent 
judgment might be, but whether there was substantial evidence 
before commission to sustain its order (Vernon’s Ann. Civ. St., 
arts. 91la, 911b). (Railroad Commission vs. McDonald, 9C 
S. W. Rep. (2d) 581.) 


So long as Railroad Commission exercises its supervision 
over use of public highways reasonably and in conformity with 
statutes delegating such supervision to it, its orders should be 
given a high degree of verity, and unless clearly illegal or 
arbitrary should not be stricken down (Vernon’s Ann. Civ. St., 
arts. 91la, 911b).—Ibid. 

On appeal to court from order of Railroad Commission 
denying applicant’s motor carrier permit, findings of fact made 
by commission on hearing and set out as part of its order 
were entitled to same degree of verity as order (Vernon’s Ann. 
Civ. St., arts. 91la, 911b, sec. 12).—Ibid. 

Railroad Commission was not required each time applicant 
sought permit to use state highway for commercial purposes 
to conduct extensive hearing as to condition of such highway, 
traffic thereon, and public convenience in use thereof, but facts 
once ascertained, in absence of showing of changed conditions, 
might be used as basis for acting upon subsequent applications 
(Vernon’s Ann. Civ. St., arts. 91la, 911b).—Ibid. 

Findings of Railroad Commission with reference to condi- 
tion of highway and traffic thereon and public convenience in 
use of highway as recited in its orders on application for per- 
mit to use state highway for commercial purposes, will be 
presumed to have been supported by competent evidence unless 
contrary is shown upon appeal from order.—Ibid. 

_ Grant of permit to one motor carrier to use a particular 
highway for commercial purposes is no evidence that another 
applicant is also entitled to be granted such privilege over 
— highway (Vernon’s Ann. Civ. St., arts. 9l1la, 911b).— 

id. 

Use of public highway for profit by individual is not a 
matter of right but of mere privilege subordinate at all times 
to use thereof by public.—lIbid. 

_ Railroad Commission’s denial of application for motor car- 
rier permit held a legitimate exercise of police power of state 
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with regard to preservation of its highways, and safety and 

convenience of public, and not an attempt to regulate inter- 

state commerce, even though its regulation incidentally affected 

interstate operations of trucks upon its highways (Vernon’s 

gt ey St., arts. 91la, 911b; Const. U. S., art. 1, sec. 8, cl. 
.—Ibid. 

Evidence held to justify Railroad Commission’s denial of 
motor carrier permit on ground operation would place undue 
burden upon physical properties of highways, would endanger 
public safety, and interfere with use thereof by public (Ver- 
non’s Ann. Civ. St., arts. 91la, 911b, sec. 12).—lIbid. 





(Supreme Court of Missouri, Division No. 1.) Public Serv- 
ice Commission created for public purpose and empowered to 
sue and be sued held an entity distinct and apart from mem- 
bers, so that commission is only necessary and proper party 
to litigation for review of its orders (Mo. St. Ann., secs. 5131, 
5140, 5144, pp. 6542, 6548, 6551.) (State vs. Public Service 
Commission of Missouri, 90 S. W. (2d) 390.) 

Statute authorizing appeal to Supreme Court from judg- 
ment of circuit court reviewing order of Public Service Com- 
mission held violative of constitutional provision limiting ap- 
pellate jurisdiction of Supreme Court in all cases where state 
officer is part (Mo. St. Ann., secs. 5234, 5237, pp. 6661, 6666; 
Const., art. 6, sec. 12).—Ibid. 





Public Service Commission held not “state officer” within 
constitutional provision providing for appellate jurisdiction of 
Supreme Court in cases where state officers party, so that 
Supreme Court was without jurisdiction of questions presented 
on appeal from judgment of circuit court affirming order of 
Public Service Commission other than question of jurisdiction, 
notwithstanding that individual members of Commission are 
“state officers” (Mo. St. Ann., secs. 5131, 5140, 5144, pp. 6542, 
6548, 6551; Const., art. 6, sec. 12).—Ibid. 


FALSE BILLING CONSPIRACY CHARGE 


Information has been received by the Commission, says 
a statement by Secretary McGinty, to the effect that on March 
27, 1936, at Detroit, Mich.. a federal grand jury for the east- 
ern district of Michigan, southern division, returned a joint in- 
dictment against Harry Bloom, proprietor of the Washington 
Furniture Company, of Detroit, Oscar Henley MacLean, former 
salesman, and Lenora Conway, bookkeeper, charging that these 
three individuals conspired to commit an offense against the 
United States, namely, to violate section 10 of the interstate 
commerce act. 

The indictment alleges, says the statement, that the above- 
named defendants knowingly and wilfully, by means of false 
claims and false bills, endeavored to obtain allowances, refunds 
and payments for damages alleged to have occurred in con- 
nection with and growing out of the transportation, in inter- 
state commerce, of various shipments of furniture whereby the 
compensation to the railroads would have been less than the 
lawfullv established rates. The indictment further alleges that 
the individuals in question, in pursuance of the conspiracy, 
filed various damage claims against the Michigan Central Rail- 
road Company (New York Central Railroad Co., lessee), and 
against the Wabash Railway Company (Norman B. Pitcairn 
and Frank C. Nicodemus, Receivers), in respect of furniture 
shipments, and that said claims were supported by numerous 
repair bills. 

This case was investigated by the Commission’s Bureau of 
Inquiry. and the United States attorney was further assisted 
in the matter by Bert L. Smelker, one of the attorneys of 
the above-named bureau, says the statement. 


N. & W. TAX CASE 


The Supreme Court of the United States, March 30, in an 
opinion by Justice Cardozo in No. 610, Norfolk & Western 
Railway Co., appellant, vs. State of North Carolina on relation 
of A. J. Maxwell, Commissioner of Revenue, appellee, affirmed 
a decision of the Supreme Court of North Carolina upholding 
imposition of a tax on net income of the appellant. Justice 
Cardozo said the question was whether a North Carolina stat- 
ute laying a tax on net income of interstate railway companies 
had been so applied to appellant as to violate the prohibition 
of the Constitution of the United States. The carrier paid 
the taxes in issue and then sued to recover them. The Superior 
Court of Wake County gave judgment for the state and the 
Supreme Court of the state affirmed that judgment, which 
has now been affirmed by the highest tribunal. 





In I. and S. No. 4190, the Commission has suspended from 
April 1 until November 1 certain schedules as published in the 
consolidated freight classification No. 10, supplements Nos. 6 
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to Dulaney’s I. C. C. No. 59, Fyfe’s I. C. C. No. 23, Greenley’s 
I. C. C.-O. C. No. 54, and Sperry’s I. C. C. No. 317. The sus- 
pended schedules propose to increase the western classification 
rating on iron or steel skelp, in carloads, minimum weight 
50,000 pounds, from class D to fifth class. The following is an 
example of the increases that would result from the classifica- 
tion change: Chicago, Ill., to Tulsa, Okla., present (class D), 
45 cents; proposed (fifth class), 81 cents. 


DEPRECIATION PLAN CASE 


The Commission, by order, not a report and order, has dis- 
continued Ex Parte 91, general revision of accounting rules 
for steam railroads, which was instituted October 11, 1927. 
The proceeding which has been discontinued resulted in the 
depreciation plan set up in No. 15100, depreciation charges of 
steam railroad companies. Orders are being issued in the last 
mentioned case so that the earlier one is no longer needed. 


DEPRECIATION RATES 


The Commission in No. 15100, depreciation charges of 
steam railroad companies, by sub-orders Nos. 8-A, 276-A, 232-A, 
238-A and 627 to 632, not reports and orders, has prescribed 
composite percentages of depreciation for ten railroads. Among 
the railroads for which percentages were prescribed and the 
percentages are: Denver & Rio Grande Western 3.75 per cent; 
Grand Trunk Western 3.04; South Francisco Belt 2.84; Bing- 
ham & Garfield 265; and Misscuri-Kansas-Texas of Texas 3.70. 


RAILROADS AND PUBLIC OPINION 
(By Thomas F. Woodlock in the Wall Street Journal) 


If anyone wishes a cross-section of present public opinion 
on the position and rights of the railroad industry, two exhibits 
may be helpful. One is the manifesto of truck operators in 
the City of New York protesting the pick-up and delivery serv- 
ice to be supplied by rail carriers. The other is an appeal 
by the chairman of the Shippers’ Conference of Greater New 
York to New York and New Jersey representatives in Congress 
to defeat the Pettengill amendment to the fourth section of 
the transportation act. 

The local truck operators of New York want the Interstate 
Commerce Commission to suspend the new rail store-door 
service on the ground that the allowance of five cents per 100 
lbs. to truckers operating between store and terminal is less 
than the cost of carriage, and that the pick-up and delivery 
service would put many truckers out of business and cost the 
railroads money besides. They object in the first place to the 
railroads going into “pick-up and delivery” at all, but their 
main objection is that ordinary truckers cannot, or think they 
cannot, live on the allowance made by railroads to shippers 
delivering at terminals. They call this unfair competition, and 
an attempt to “monopolize” the local trucking business. 

That the railroads have a lawful right either to reduce a 
rate or increase service to get more business is something which 
truckmen should be able to comprehend in the light of their 
own experience as competitors with the rails. What the New 
York local truckmen are really claiming is a monopoly for 
themselves. Furthermore, the Interstate Commerce Commis- 
sion is chiefly concerned in preventing rail carriers from mak- 
ing large allowances to shippers performing service for car- 
riers lest they constitute a disguised rebate. There is nothing 
in the law requiring railroads to offer any allowance at all for 
this particular service, nor is it clear that failure to do so would 
constitute “unfair” competition any more than would reduction 
in a line-haul rate constitute unfair competition with inter-city 
truckers. 

The chairman of the Shippers’ Conference of Greater New 
York opposes amendment of the fourth section (“long and 
short haul’ clause) on the ground that it would enable the 
middle west shippers to equalize themselves with regions to the 
east which have a natural advantage in their location giving 
them water transportation to the Pacific coast. “Instead of 
sound and long established principles,” says he, “that freight 
rates be based on the cost of service, a new theory is advanced 
that rates be adjusted so as to offset geographical handicaps in 
reaching certain markets.” 

When one reflects that in any number of cases the right of 
a carrier to offset natural disadvantages of its territory by 
making rates that will do so has been sustained by Commission 
and courts (also by common sense), and that it has always 
been recognized that traffic moving under fourth section relief 
is “added” or “by-product” traffic, which it is profitable to 
move at less than normal rates, one can but wonder where the 
“newness” of the Pettengill bill comes in, so far as either of 
these points is concerned. The only “new” thing in the bill is 
that it proposes—for the first time—a correct statement of the 
true principle governing the case—a principle, by the way, 
which is commonplace everywhere in the world outside the 
United States! 
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That after half a century of regulation of railroads the 
ideas above described are still advanced by many groups in the 
community is evidence of a state of mind that is closely an- 
alogous to the “spoiled child” mentality which Ortega y Gasset 
says characterizes the mentality of the “masses” who are in 
“revolt.” It is further evidence that the real trouble at the 
root of our railroad problem is the mixture of ignorance and 
selfishness which has, from the beginning of “regulation,” char- 
acterized our national psychology in its concept of the rights 
and duties of the rail carriers. It is the continuance of that 
state of mind which is driving us to the calamity of govern- 
ment ownership and operation. 


ROOSEVELT PRAISES RAIL SAFETY 


J. J. Pelley, president of the Association of American 
Railroads, has made public a letter from President Roosevelt 
congratulating the railroads on their safety record in 1935, 
replying to a letter sent to the President by Mr. Pelley. The 
President’s letter follows: 


The railroads, as well as the country, are to be congratulated be- 
cause of the record of safety discussed in your letter of March thir- 
teenth. Such successes of the railroad men and management in the 
field of safety of operation have occurred before and so frequently 
that the country now has come to expect them, however difficult. They 
show great capacity for intelligent and sustained effort. The indus- 
try now faces, and I assume will always face, new problems arising 
from the necessity of continually adapting its facilities to meet the 
rapidly changing transportation needs of the country. This is a chal- 
lenge which I am confident will be met with the same capacity which 
has served to make the splendid record just achieved. 


Mr. Pelley’s letter to the President follows: 


Because of your keen interest in the possibilities of improvement 
in safety conditions, I feel that you will be interested in the accom- 
plishments of railroad men and managements in that direction. 

During the calendar year 1935, according to a check of the final 
figures of the Interstate Commerce Commission, on all the railroads 
of the United States only one passenger lost his life in a train acci- 
dent. This regrettable fatality, resulting from the explosion of a 
steam heater in a passenger car standing in a station, occurred on 
November 6, 1935. Prior to that time, there had been no passenger 
fatality in a train accident on American railroads for a period of more 
than twelve months. 

During 1935, 445,994,621 passengers rode on the railroads of the 
United States without loss of the life of a single passénger through 
collision or derailment of a train. This record was accomplished dur- 
ing a period when the volume of business and the speed of trains 
were being increased. 

The record for 1935 is the result of years of steady, persistent and 
cooperative effort and improvement. Of 142 Class I railroads in the 
United States, 130 have a clear record of no passenger fatalities in train 
accidents for the past five years or more; 114 have such a record for 
ten years or more; 99 for fifteen years or more. 


TRANSPORT ASSOCIATION MEETINGS 


Agricultural, industrial, and transportation executives from 
the east central part of Wisconsin met at the Northland 
Hotel, Green Bay, April 2, to form a division of the northwest 
chapter of the Transportation Association of America. Donald 
D. Conn, executive vice-president of the association, and Curtis 
L. Mosher, director of organization, northeast chapter, were 
present. 

Some progress has been made in organizing the central 
western chapter of the association. Headquarters have been 
opened at Sioux City and Stanton Allen, formerly district 
manager at Sioux City for the Union Central Life Insurance 
Company, has been made regional director. The chapter will 
cover the states of Iowa, Nebraska and South Dakota. A divi- 
sion organization has already been set up covering the thirteen 
northwestern counties of Iowa. 


TRAVEL COMMISSION 


Representative Lea, of California, has submitted a report 
to the House on behalf of the committee on interstate and 
foreign commerce recommending passage of a bill to encour- 
age travel to and within the United States by citizens of for- 
eign countries. The committee proposed that the House bill 
dealing with the subject, H. R. 5844, be substituted for the 
bill, S. 33, passed by the Senate. The bill authorizes the 
Secretary of Commerce to establish a travel division in the 
Bureau of Foreign and Domestic Commerce. The division, 
under the bill, will assemble, prepare and distribute informa- 
tion concerning places of interest, means of transportation, 
hotel facilities, and other matters useful for the convenience 
and encouragement of travel in the United States. Govern- 
mental cooperation with private agencies is authorized to carry 
out the purposes of the bill. The bill authorizes an appropria- 
tion of not exceeding $75,000 for the fiscal year ending June 
30, 1937, and not to exceed $125,000 for any fiscal year there- 
after, for the carrying out of its purposes. 
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April 4, 1936 


N. IL. T. L. Meeting 


League Opposes Wheeler-Crosser Bill and Continuation 
of Coordinator—No Action on Water Regulation— 
Against Emergency Charges—Other Action and 
Reports—Address by Commissioner Meyer 


The Traffic World Washington Bureau 


Speaking on the subject, “Certain Aspects of Transporta- 
tion Today,” Commissioner Meyer, at the luncheon meeting 
of the National Industrial Traffic League March 31, opposed 
reorganization of the Commission “by statute” and asserted 
there was no need at this time for an increase in the member- 
ship of the Commission. Previously he discussed problems 
involved in effecting reorganizations of railroads. 

In his opening remarks the commissioner spoke interest- 
ingly of the development of competing forms of transportation. 

“In a recent authoritative publication there appeared a 
statement to the effect that, within ten years, the automobile 
will have reached the zenith of its development and that next 
the genius that had created and developed the automobile 
would direct itself toward the airplane and transform that,” 
said he. “Even in its present state of development the air- 
plane is one of the wonders of the world. The railroad, the 
highway and ships must see a powerful little rival in today’s 
airplane. After the plane has learned to control the place 
and manner of its coming down it will be a big, powerful rival; 
how big I cannot guess.” 

The Commission’s relation to the five rival agencies of 
transport—operating by rail, air, highway, waterway and pipe 
line—was that of regulator and arbitrator, within the limi- 
tations prescribed by law, said he, and not that of either sup- 
porter or opponent. 

“Every fiber in the make-up of the Commission negatives 
the suggestion that we cannot deal with equal fairness with 
each agency,” said he. 


The future of each of the agencies of transport, continued 
he, was largely dependent on its ability to keep down aggre- 
gate costs—total necessary operating costs—costs that must 
be covered if service was to be rendered—to a point where it 
could render service at a profit in a competitive field. 


“The greatest single question before our railroads today 
is the reduction of costs,” said he. “Unless their costs can be 
brought down, the field of their operations will be restricted 
by their competitors and what will finally be left for them 
is a matter of conjecture. Just what the situation is in this 


renee regarding motor vehicles I hone to learn in the near 
uture.” 


The troublesome question was to find the limits of profit- 
able experimentation, remarked the commissioner after stating 
that it had been suggested that the methods of research would 
provide an answer to the problems confronting the railroads. 
Asserting that, unquestionably, the railroads led in safety, he 
said an unsolved problem was how to reduce weight, increase 
speed and still be safe. The highway was still far from safe, 
said he, adding it must be made safe and that that was one 
of the gravest problems that faced us. Speaking of inability 
of railroads to earn operating expenses, he said: 


There is probably no one in this room who has not come in contact 
with a railroad that was unable to earn its operating expenses during 
protracted periods of time. Generally, abandonment follows. For 
years I have spoken of railroad abandonment cases as a procession 
of tragedies. You may have participated in one or more of these 
tragedies. Since 1920 we have authorized the abandonment of nearly 
16,000 miles of line. That must have involved a direct capital loss of 
hundreds of millions of dollars. Abandonments will continue as long 
as railroads and parts of railroads are unable to recover costs. In the 
absence of other resources a deficit in operation means living on capi- 
tal. As deficits grow the holes gnawed into capital become bigger. 
That can continue only until the capital has been consumed. The pos- 
sibility of abandonment seems to be one of the hardest things to believe 
as long as rails can be seen in place and the locomotive whistle heard. 
: There are sections of the country where the available traffic is 
insufficient to support common carrier operations on both the rails 
and the highway. In such areas the highway should ordinarily occupy 
the entire field because it can best serve there. The highway goes 
everywhere. Rails do and cannot do the same. Operations on the 
highway are in the early stages of development and only the future 
can demonstrate what the highway can do. 


The commissioner referred to the loans that were made 
to railroads under section 210 of the transportation act and 
the more recent loans under the RFC act. He expressed the 
opinion that losses on the RFC loans would be large compared 
with the aggregate amount of the loans. He did not expect 
the final result to show a loss to the Treasury. He remarked 
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that absolutely safe loans only could not have aided the coun- 
try through the railroads very much. 


“Reconstruction” 


The country had been so much concerned with reconstruc- 
tion, said Commissioner Meyer, that every child in school had 
become familiar with the word. Continuing, he said: 


The members of the Commission, too, have had occasion to give 
much consideration to many things covered by that word. Approxi- 
mately 15 years ago we began to hear in increasing volume about re- 
ducing the rates on basic commodities, and making up in revenue by 
increasing the rates on valuable goods and on less than carload freight. 
Following several years of general discussion, we were finally directed 
to reconstruct the rate structure of the country. For many years we 
had been reconstructing the rate structure one piece at a time, but it 
was apparenly intended that this retail process should be superseded 
by a wholesale process. There were many who saw in this the ful- 
crum of national recovery. The result was a succession of proceedings 
in the well-known Docket No. 17000. You and we and many others 
labored together through many a day on these cases and I believe we 
can all agree that the wholesale method is not free from difficulty. As 
a class these proceedings were too big for satisfactory handling. They 
were unwieldy. They accomplished much good, but the price was 
considerable. We are now back to the retail method with an occa- 
sional proceeding comparable to Docket No. 17000. 


‘Tentative Orders’’ 


A certain number of this class can and should not be avoided be- 
cause they afford the only practical way of dealing with certain large 
situations. Until more expeditious methods can be devised, satisfactory 
in practice, we must continue to conduct proceedings as we have been 
doing. Our present methods make possible the orderly disposition of 
the business before us. We have always invited, and still welcome 
suggestions for improvement. I will venture to call attention to one 
to which I called attention publicly 20 years ago. It must be unsound 
because although I have repeated it several times since then, it still 
retains its status as just a suggestion. I would like to have statutory 
authority to issue orders in tentative form without a hearing. Es- 
pecially now that we are standing at the very threshold of having to 
deal with many new situations, affecting five classes of transportation 
agencies, I believe that my suggestion is deserving of further considera- 
tion. I have long been satisfied that wisely used—and that you must 
assume when the Commission uses it—it will expedite business and 
lessen the cost of doing it. This method can be used without violating 
rights, as I have explained on other occasions. 


Rail Capital Structure 


I would like to say a word also about a second kind of recon- 
struction concerning which much has been said for about five years. 
I refer to reconstruction of the capital structure of the railroads. Ap- 
parently in the best of good faith some men talk about this as if it 
were a holiday jaunt, accompanied by glamor, capable of curing 
serious ills with which the railroads and their users are confronted. 
They seem to assume that reorganization of railroads in itself makes 
possible a reduction in rates, an increase in wages, and a higher re- 
turn on the investment. And even if in particular cases an investor 
should lose, it has been argued, why should he not lose when in every 
other line of activity heavy losses have been incurred? About 70,000 
miles of railroad have gone into receivership or trusteeship. Several 
plans for reorganization are pending before us. We will do all we can 
to aid in developing the best plans that can be devised, but I do not 
believe it will be possible to shape reorganizations in such a way as 
to prevent financial difficulties on the part of some of the railroad 
companies in the future. No one can foresee future developments with 
sufficient clearness to make that possible. If the future could have been 
foreseen years ago, which no one did, there might be no receiverships 
today. When the wholeeeconomic structure of the country is shaken 
to its foundations no one can prevent some of these railroads getting 
into financial difficulty. Our views regarding pending reorganization 
plans will be made known in due course. No plan has been approved 
thus far. 

Effect of Losses 


However, I wish to add a word about the implications that go 
with some of the discussions relating to railroad reorganizations. As 
I indicated a moment ago, there are those who seem to take it for 
granted that because losses have been sustained in every other kind of 
enterprise the railroads will not be performing their duty if they do 
not sustain similar losses. All losses are unfortunate for somebody. 
Who are they who lose when fixed charges are cut down, which is an 
expression which some have surrounded with a halo. The grim fact 
is that fixed charges must be brought down in many cases. This or- 
dinarily inflicts losses like any other repudiation of debt. These losses 
fall alike upon the weak and the strong. In connection with pending 
reorganization plans I have looked over several lists of bondholders 
and stockholders. These lists emphasize what I have just said, that 
when we are reorganizing the railroads, when we are reconstructing 
their capital structure, we are dealing with thousands of men and 
women whose money has been invested in them. We are not dealing 
only with a few rich men who do business in Wall Street. When you 
examine these lists you will find that the large holders are primarily 
institutions—life insurance companies, trust funds, endowments, banks, 
often as agents for individual clients, etc. If you go down the list to 
smaller holdings, you see the names of individual citizens. No matter 
where you come from, you will probably find in these lists the names 
of persons known to you who live in some little hamlet, village, or 
city with which you are acquainted. I have examined many pages 
and have been impressed by the number of small holders. Average 
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holdings do not express the human aspect of ownership. The limited 
counting I have done suggests that approximately one-half of the 
holders of bonds are women. Widows and orphans have all too often 
been used as a shield to camouflage doubtful transactions; neverthe- 
less, the fact remains that there are widows and that there are or- 
phans and that they are found in these lists of holders of railroad 
securities by the thousand. The consequences of this are not difficult 
to visualize. Cutting fixed. charges in two means to cut this source of 
their income in two, or whatever the ratio of the new compared with 
the old may be. To give them an income bond means to make con- 
tingent what once was certain. This means fewer shoes, fewer new 
clothes, fewer groceries, greater financial pressure, if not actual want. 
The full significance of facts like these is impressed upon us when we 
recall that the number of railroad bondholders in the United States 
has been estimated at a million and the number of stockholders is 
known to be somewhat less than 900,000. This aspect of reconstruc- 
tion of railroad capital structures does not leave a vestige of glamor 
and halo behind it. It is grim business. 


Commission Reorganization 


Now I come to a third kind of reconstruction; namely, recon- 
struction, denominated reorganization, of the Commission itself, by 
statute. There has been a glamor and a halo and a mirage about that 
which seem to have misled many well-intentioned persons. It is said 
to be necessary for our own good. Is there a single representative of 
industry and commerce in this room who has not protested against 
freezing a rate structure? Why, then, freeze the structure of our 
organization? After we had been authorized to act through divisions, 
we issued a general order reorganizing the Commission. That was in 
October, 1917. Since then we have issued 111 orders providing for re- 
organization in some general or particular respect. I speak of these as 
orders. It would be more accurate to call them conference minutes, 
which are in effect orders directed against ourselves. Putting aside 
the minutes authorizing or requiring minor changes, we have entered 
no less than 15 of a general character. Suppose Congress, instead of 
authorizing us to do so, as it did, had established our new organiza- 
tion in 1917 by law. In order to do our work as we have done it, it 
would have been necessary for us to appeal to Congress to amend the 
law 14 times. This would have been an imposition on Congress. We 
reorganized 14 times. As a practical matter Congress could not have 
done so. We can adapt our organization to our work. Congress can 
not. Let me illustrate. In 1913 we were directed by Congress to make 
a valuation of common carrier property. We reorganized to accomplish 
that work. We have done the work and are still doing it. In 1920 
we were directed to do certain new types of work which I will char- 
acterize collectively as finance. We again reorganized. We have done 
the work and are still doing it. Not many months ago we were di- 
rected by Congress to perform certain functions with reference to air 
mail. Once more we reorganized. We have been doing that work and 
we are still doing it. More recently the motor carrier law became ef- 
fective. Again we reorganized. We are doing the work and will con- 
tinue to do it. We are learning in that newest of fields. In each of 
these cases we created a new bureau—valuation, finance, air mail, 
motor carriers. We accomplished our reorganization promptly and ef- 
fectively and without trouble. What is there in the present situation 
that makes it impossible or unwise for us to continue to reorganize 
ourselves as we have been doing in the past when the work before 
us requires it? Nothing. Furthermore, elements in certain of these 
plans lead in the direction of political interference. The absolute in- 
dependence of the commission has been one of its greatest values. 


Commissioners and Dissents 


Finally I wish to say a few words about proposed increases in the 
number of commissioners. Action through divisions of the Commission 
assumes commissioners in sufficient number to man the divisions. 
Thus far 11 have sufficed to answer that requirement. All the work 
we now have we can without the slightest question handle properly 
with existing numbers. How much additional or new work we can 
handle with 11 men remains to be seen. I am confident we can handle 
everything in sight. We will be the first to find out if we can not. 
We will know before anybody else can know, and when we find out 
that we need more we will promptly advise Congress and ask for more. 
The larger the number of commissioners, the more difficult it is to 
transact business which’ requires participation on the part of all of 
them. In our last annual report to Congress we requested authority 
to create appellate divisions of not less than five members to dispose 
of certain matters which now require by statute the participation of 
all the membrs. The grant of this authority is important. It will be 
a real aid, and will give us all we now need, whereas an increase in 
numbers would be a handicap. Just as a practical proposition of time, 
let me call your attention to this aspect. When five men sit in con- 
ference and each takes part in the discussion, and the average of time 
consumed by each is five minutes, the discussion can be concluded in 
25 minutes. When there are 11, on the same assumption, 55 minutes 
are required. This can be applied in many different directions. By 
way of preface to a few figures which I am about to present, let me 
say that those figures are independent of the particular membership 
of the Commission at a particular time. What those figures illustrate 
is a function of numbers uninfluenced in a material way by personal 
traits of one or more of them. You can not bring together a given 
number of men without repeating with more or less exactness certain 
types. These types are representative of the population at large. Ac- 
tion by the Commission is preceded by consideration and discussion. 
Unanimity on debatable questions means deliberation, understanding 
of one another’s views, and weighing of facts and arguments in order 
to arrive at just and sound conclusions. A dissent means failure of 
minds to meet and to understand a given situation in the same way. 
In a sense, and generally speaking, dissents indicate the quality of the 
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deliberations which preceded the decision. With these prefatory re- 
marks, I wish to state these figures. During the thirty years preceding 
1917, while the Commission was composed of five and seven members, 
there were dissents in 4.09% of all the cases decided. During those 
years every Commissioner was obliged to act on everything before the 
Commission. From 1917, when we were authorized to act through 
divisions, to about May, 1928, when the Commission was composed of 
nine and eleven members, there were dissents in 39.8% of the cases 
disposed of by the Commission, not including cases disposed of by 
divisions in which the dissents numbered 6.73%. In March, 1933, I 
brought these figures more nearly up to date, and by that time the 
ratio of dissents had become 45.2% for Commission decisions and 7.9% 
for decisions by divisions. Whatever else these figures may show they 
prove conclusively that the number of commissioners should be kept 
as small as possible. 


Emergency Charges 


After considerable discussion in which divergent views 
were expressed as to the position the League should take with 
respect to the rail carriers’ request for indefinite continuation 
of the emergency charges authorized in Ex Parte 115, the 
League at its spring meeting March 31 at the Washington 
Hotel, by a vote of 51 to 41, went on record as opposing con- 
tinuation of the charges beyond their present expiration date 
of June 30. 

The executive committee recommended that the League go 
on record as being opposed to the extension of the emergency 
charges beyond the expiration date of June 30, 1936, and fur- 
ther that the president appoint a committee of thre to work 
with counsel on that subject. 

After Edward F. Lacey, executive secretary, had submitted 
this recommendation, W. R. Scott, president, called on W. H. 
Day, chairman of the executive committee, to make a state- 
ment with reference thereto. 

Mr. Day said he was a bit out of step with the action 
taken by the executive committee which, it was stated in the 
discussion, had adopted the recommendation made by a vote of 
13 to 11. He said there now existed a hodge-podge rate struc- 
ture as the result of emergency charge changes and that he did 
not wish to see such a structure made permanent and he 
thought the League should assert itself. He said his recom- 
mendation was that the president of the League be authorized 
to anpoint a committee to appear before the Commission and 
place the League on record as unalterably opposed to continua- 
tion of the emergency charges without expiration date. The 
opinion prevailed in the executive committee, however, said 
he, that the charges should not be permitted to continue be- 
yond June 30 next. 

Mr. Day then moved that the League take the position 
that it was unalterably opposed to the proposal of the rail 
carriers that the charges be continued without expiration date. 

Question then arose whether, if the League took such a 
stand, its position would be construed as favoring continuation 
of the charges temporarily. Mr. Day’s reply was that his 
motion did not deal with that issue. 

Some members contended the League should take no posi- 
tion with respect to the carriers’ proposal. There were sug- 
gestions also that the League should not oppose temporary con- 
tinuation of the charges. 

A substitute motion for Mr. Day’s motion was offered, the 
substitute being that the League adopt the recommendation 
of the executive committee that extension of the charges be- 
yond June 30 be opposed. The substitute motion was carried 
by a vote of 51 to 41, the League thus approving the recom- 
mendation of the executive committee and rejecting Mr. Day’s 
proposal. 

In submitting the report of the executive committee, which 
was in session the preceding day, Mr. Lacey said there were 
37 members of the committee present and that this attendance 
indicated the interest which members of the committee took 
in the activities of the League. He announced that the execu- 
tive committee elected 29 new members to membership and 
that with an additional membership that came in later there 
was a total of 30. He announced the death of three members 
since the last annual meeting: Harold K. Faye, former chair- 
man of the bill of lading committee; James R. White, of Bos- 
ton, Mass., and Hal Remington, of the San Francisco Chamber 
of Commerce. 

To fill vacancies on the board of directors the following 
were elected members thereof: C. L. Hilleary, traffic manager, 
Woolworth Company, New York City; W. J. Hammond, vice- 
president, Inland Steel Company, Chicago; and L. H. Wolters, 
traffic manager, Golden State Comnany, Ltd., San Francisco. 

To fill vacancies on the executive committee the following 
were elected members thereof: Mr. Hilleary; and C. A. Lahey, 
vice-president of Quaker Oats Company, Chicago. 

Mr. Lacey reported that the executive committee recom- 
mended that the express committee be authorized to take up 
with officials of the express company the question of adopting 
methods of procedure with respect to docketing proposed 
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changes in express rates, rules and regulations similar to the 
agreement now in effect with the rail carriers, and report back 
at a subsequent meeting. On motion of L. E. Muntwyler the 
recommendation of the executive committee was adopted. Mr. 
Muntwyler said- the intercoastal lines had agreed to consider 
establishment of a similar arrangement with them. 


Highway Committee Report 


L. F. Orr, chairman, submitted the report of the highway 
transportation committee. The first part of this report dealt 
with questions 1, 2 and 3 of the Commission’s questionnaire of 
January 21 with respect to the motor carrier law (see Traffic 
wae Jan. 25, p. 169). The committee’s recommendation was 
as follows: 


it is recommended that the League go on record as being opposed 
to the Commission taking the jurisdiction provided in Section 203 (a) 
21 (b) of the motor carrier act, 1935, to the extent it provides: 

“* * * nor, unless and to the extent that the Commission shall 
from time to time find that such application is necessary to carry 
out the policy of Congress enunciated in section 202, shall the pro- 
visions of this part, except the provisions of section 204 relative to 
qualifications and maximum hours of service of employes and safety 
of operation or standards of equipment apply to: (8) The transporta- 
tion of passengers or property in interstate or foreign commerce wholly 
within a municipality or between contiguous municipalities or within 
a zone adjacent to and commercially a part of any such municipality 
or municipalities, except when such transportation is under a com- 
mon control, management, or arrangement for a continuous carraige or 


shipment to or from a point without such municipality, municipalities, 
or zone,”’ 


as not being necessary to carry out the policy of Congress; and fur- 
ther your committee is of the opinion that this exemption should be 
made absolute in the law, and that the carriage therein described 
should also be exempt from the provisions of Section 204 relative to 
qualifications and maximum hours of service of employes, safety of 
operation and standards of equipment. It is recommended that the 
law should read: 


“Phere shail be excluded from the operation of the act trans- 
portation of property— ; 

(a) Wholly within a municipality 

(b) Between contiguous municipalities 

(c) Within a zone adjacent to and commercially a part of a 
municipality or municipalities, except when such transportation is un- 
der a common control, management or arrangement for a continuous 
carriage or shipment to or from a point without such municipality, 
municipalities or zone,"’ 


The executive committee recommended that in the fore- 
going the words beginning “It is recommended that the League 
go on record,” and ending with the words, “There shall be 
excluded from the operation of the act transportation of prop- 
erty,” be deleted and also that the words, “or arrangement” 
appearing in the third from the last line of the sub-paragraph 
marked (c) be eliminated and that the following language be 
inserted ahead of the remaining paragraphs (a), (b) and (c). 


The League goes on record as urging that the present law shall 
be administered as in substance providing that there is excluded from 
the operation of the act transportation of property— 

(a) Wholly within a municipality 

(b) Between contiguous municipalities 

(c) Within a zone adjacent to and commercially a part of a 
municipality or municipalities, except when such transportation is 
under a common control or management for a continuous carriage 
or shipment to or from a point without such municipality, municipal- 
ities or zone. 


Omission of the words, “or arrangement,” as recommended 
by the executive committee, it was decided after consideration, 
was not necessary and they were restored because they are in 
the motor act. Mr. Orr said if he was assured that leaving 
the words in would not result in a shipper being required to 
obtain a certificate of public convenience and necessity or file 
tariffs he would agree to restoration of the words. He was 
advised by John S. Burchmore, of counsel for the League, that 
such would not be the case, and the words were restored in 
paragraph (c). Question was raised by W. H. Chandler as to 
the putting of a period after the concluding word “zone” in 
paragraph (c), his point being that in the act following that 
word there was further language with respect to passenger 
transportation. Mr. Orr said there was no intention of eliminat- 
ing the language referred to but that only truck transportation 
was being dealt with. President Scott said that matter would 
be taken care of. 

Mr. Orr moved that the recommendation of the executive 
committee on the part of the report refered to be adopted 
as a substitute. The effect of the recommendation was that 
the League at this time would not recommend changes in the 
motor act but was in effect making its views known to the 
Commission as to administration of the present law. Mr. Orr 
Said it was felt that the League should not start out con- 





PAGE 627 


demning the regulatory body without first giving it a trial. 
The recommendation of the executive committee was adopted. 

Responsive to questions 6 and 8 of the Commission’s motor 
act questionnaire, the highway committee had the following 
to say, which was approved by the executive committee and 
by the League: 


Responsive to Question 6, which inquires, ‘‘What should be the 
consideration entering into the determination of the limits of a ‘zone 
adjacent to, and commercially a part of’ a municipality or contiguous 
municipalities,’’ it is recommended that the League respond to the 
effect that there is no single standard by which the Commission may 
determine in a wholesale way such limits, and that this may only be 
determined in the light of the facts presented in each situation. 

It is recommended that the League make no further answer. 

Responsive to Question 8, which reads as follows: 

“Question 8. What is the status under the Motor Carrier Act, 
1935, of those who transport property, of which they are (at least at 
the beginning of the transportation) the owners, lessees or bailees, for 
the purpose of sale, lease, rent, bailment or in furtherance of any 
commercial enterprise, who make a charge, either specifically or other- 
wise, for such transportation?’’ 

It is recommended that the League take the position that it was 
the intent of Congress to include all within the private carrier class 
as defined by Paragraph 17 of Section 203, regardless of the manner 
in which they seek to reimburse themselves for the cost of delivering 
to purchasers. 


The League approved a recommendation of the commit- 
tee that the latter create a subcommittee for the purpose of 
investigating how the League might be useful in the promotion 
of safety on the highways. Matters in the report relating to 
motor carrier bills of lading, application of safety-applicance 
and hours-of-service provisions to private carriers, docketing 
motor carrier proposed rate changes, charge for motor carrier 
tariffs and filing of motor tariffs were received as information. 
The committee as to these matters reported it was keeping in 
touch with developments with respect thereto. The report as 
a whole as amended was adopted. 

With respect to docketing motor carrier proposed rate 
changes, the committee said: 


We are advised by the American Trucking Associations, Inc., and 
the members making up that Association who are members of the 
various motor carrier freight tariff bureaus, that they expect to docket 
all rate changes and that same will, no doubt, be published in the 
Traffic World, and that in any event it will be their purpose to advise 
shippers of any contemplated changes sufficiently in advance to enable 
shippers to be heard before any change is made. Other bureaus will 
be urged to take like action when their names and addresses are 
known. 

The executive secretary is having a list of all agencies and terri- 
torial applications of agency tariffs compiled, and just as soon as it 
is possible to complete this compilation, members will be advised. 


Motor Bills of Lading 


Leonard Simms, of the Detroit Board of Commerce, initi- 
ated discussion as to obtaining a uniform bill of lading that 
could be used by shippers for shipments by rail, motor or water 
carriers. After discussion as to the need for clarifying the 
situation as to motor shipments and bills of lading, Mr. Simms 
offered the following resolution, which was adopted: 


Whereas, the League favors the adoption of a uniform bill of 
lading to be used by~all common carrier motor vehicle operators; 
and 

Whereas, the League believes that it will be a convenience to 
shippers if one single form of bill of lading can be adopted which 
will provide, however, appropriate conditions applicable respectively, 
first, to rail transportation, second, to water transportation when in 
connection with rail transportation, and third, to highway transpor- 
tation, 3 

Resolved, That the proper League committees be authorized and 
instructed by conference and cooperation with transportation com- 
panies and in proceedings before the Interstate Commerce Commission 
to bring about the adoption by carriers and prescription by the Com- 
mission of a reasonable and proper uniform bill or bills of lading. 


Chairman Orr of the highway committee said his thought 
was to get the Commission to institute an investigation on the 
subject and that every shipper would have his day in court, 
in answer to question as to whether the members would be 
committed to what the League committees might decide on. 
Mr. Sims said the idea back of his resolution was that the 
League should work toward the adoption of a uniform bill. 
It was also stated that the objective was to get a bill of lading 
in accord with the law. There was discussion as to obtaining 
an arrangement whereby a simple document in lieu of a bill 
of lading with all the terms and conditions printed on it might 
be used, provision to be made therein so that the terms and 
conditions would apply to the shipments covered but not stated 
except by reference. Mr. Burchmore discussed the legal phases 
of the matter and said the judgment of attorneys was that 





















































PAGE 628 





it was better to have the terms and conditions stated on the 
back of the document. The discussion wound up with President 
Scott stating it would be understood that the highway and 
bills of lading committees, to which the Simms resolution was 
referred, would explore thoroughly the question of producing 
a simple document without the printing of the terms and con- 
ditions on the back thereof. 


Allowances for Insurance 


The question of trucking companies making allowances to 
industries for insurance premiums was brought up by George 
A. Blair, who moved that a recommendation of the executive 
committee that the highway transportation committee be au- 
thorized to consider this subject in connection with its endeavor 
to work out a uniform truck bill of lading be adopted, which 
was done. Mr. Burchmore discussed the legal aspects of al- 
lowances being made for such a purpose. He put the question 
as to whether the taking out of an insurance policy on a ship- 
ment was the furnishing of a facility or the performing of 
a service for which a carrier might lawfully make an allowance. 
He indicated he thought a plan might be worked out that would 
permit the making of such allowances, but he thought the 
interest of the League was primarily in the obtaining of a bill 
of lading and a proper definition of carrier liability that would 
impose full liability on the carrier and that it would be a 
mistake at this time to bring forward the assumption of allow- 
ances by the motor carriers. In the discussion by others who 
looked with favor on the allowance proposal, it was stated that 
no limitation of responsibility on the part of the carrier was 
contemplated under what was called the shipper’s insurance 
plan. Such a plan, under which the motor carrier makes al- 
lowances for insurance premiums, it was stated, is now being 
used by approximately twelve thousand trucking concerns. The 
matter was disposed of by adoption of a motion to the effect 
that the subject be left with the highway committee for further 


consideration as it was too technical and difficult to dispose 
of otherwise. 


Transportation Conference 


Mr. Orr submitted the report of the committee of confer- 
ence on national transportation, the conference being that cre- 
ated jointly by representatives of the League, the American 
Trucking Association and the Association of American Rail- 
roads to work out a basis for rates and classifications for 
highway transportation that would preserve the inherent ad- 
vantages of highway transportation and of rail transportation. 
The report discussed at length the question of competition and 
rates. At the last monthly meeting of the conference, said 
the report, the following principles were adopted, subject to 
the approval of the railroad, truck and shipper organizations: 


In so far as costs may be applied to rate making, the following 
is recommended taking such infirmities as there may be into con- 
sideration: 

1. That either agency should not go below its reasonable cost 
in its endeavors to attract competitive traffic. 

2. That the competitive rates of either agency should 
not more than its reasonable cost plus a reasonable profit. 

3. That each agency should endeavor to obtain a reasonable profit 
from each of its competitive transactions. 

4. That in the relations between carrier agencies and within each 
group retaliatory methods of a destructive character should not be 
indulged in. 

5. In the adoption of the foregoing principles, the conference in 
recognition of the varying conditions existing in different parts of the 
United States has not undertaken to set arbitrary rules for the de- 
termination of competitive rate levels or for the ascertainment of costs. 


reflect 


In discussion of these principles and in conclusion the re- 
port said: 


The intent of the broad principles, as adopted, are that cut- 
throat practices as between the two forms of transportation will not 
be indulged in, and that the shippers will not be unjustly treated by 
either form. 

We think, upon reflection, it will be realized that the Commit- 
tee could not in the beginning go beyond what is stated in these 
principles in determining what is fair to all concerned, and that fair 
performance depends upon the common-sense of each group and a 
fair approach to the problem in considering a particular rate situa- 
tion. 

If these principles are fairly applied they will have the ultimate 
effect of broadly determining the extent to which each agency should 
participate in the development of the sound economical system of na- 
tional transportation advocated by the League. 

By the adoption of these principles it is not intended that there 
should be any wholesale recasting of the rail rate structure or that 
it is practical to insist that the highway rate structure be radically 
changed over night, but it is believed that if these broad principles 
are taken as the guide and fairly observed that the structure of each 
agency will gravitate into a sounder and more stable basis for all 
concerned. 
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It would be too much to expect that the above broad principles 
will be self-enforcing. They can hardly be considered more than as 
a constitution, and it will, no doubt, prove desirable to refine and 
further define when the truck tariffs are filed and we have a clearer 
picture before us. We can then better determine our course. 

It was considered desirable in the beginning, and we think very 
wisely so, to make any action of this committee subject to the ap- 
proval of the Executive Committee and limited, of course, to the 
authority granted by the membership. They have been advised peri- 
odically of our deliberations. It is now offered for consideration that 
the entire membership be advised by monthly bulletin what subjects 
are being considered and the discussions had and action recommended 
thereon, and that they be invited to advise the committee their views 
with copies to the officers. This is suggested in order that there be 
a wider discussion, better cooperation, and understanding among ship- 
pers. In keeping with this thought it seems desirable to recommend 
that the Trucking and Railroad groups handle in like manner. 

There seems to be some question in the minds of some of the 
members of the League as to the authority of the Committee to treat 
with both rail and highway classifications, rates and practices. The 
authority granted your committee under Principle No. 12 of the High- 
way Transportation Committee’s report, contained on page fifty-one 
of the last annual report (Circular 1775), reads as follows: 

“Committees are to be appointed by the Association of American 
Railroads and American Trucking Associations, Incorporated, in a 
stated endeavor to work out a basis for rates and classifications for 
highway transportation which will preserve the inherent advantages 
of highway transportation and of rail transportation. The League has 
been invited to participate. Believing such participation will be in 
the interests of the shipping public, the President is authorized and 
instructed to appoint a committee for this purpose, composed of the 
chairmen of the Rate Construction and Tariffs Committee, the Classi- 
fication Committee, and the Highway Transportation Committee, and 
two other members to be selected by him. This committee shall have 
the services and advice of League Counsel, and its actions shall be 
subject to the approval of the Executive Committee.’’ 

When we consider the additional authority granted the commit- 
tee whose chairmen are members of this conference, there can be no 
doubt about the authority being broad enough to consider any matter 
that should be considered by it; however, if it should be decided that 
it is desirable from the standpoint of clarification to make the au- 
thority more certain, then it is recommended that the words ‘‘basis 
for rates and classifications for highway transportation’’ be amended 
to read, ‘‘basis for rates, classifications and practices.’’ 

It is our belief that it will not be necessary to consider bases for 
rail classifications and rates beyond such bases which are unreasonably 
low and serve to destroy the inherent advantages of highway trans- 
portation. If this is done and highway transport rates are projected 
upon a sound basis, then rail practices will naturally gravitate into 
what is necessary to meet the situation. 


In the discussion of the report views were expressed that 
if the League approved the principles stated it might be con- 
demning action traffic men might take in obtaining rates for 
their own traffic—that it was not clear just what the princip'es 
meant. Another view was that none knew what transportation 
costs were. A motion was made to put the matter off until 
the annual meeting of the League, but this was rejected and 
the principles set forth in the report were approved. The 
change as to the words “basis for rates and classifications for 
highway transportation” being amended to read “basis for 
rates, classifications and practices’ also was approved, the 
executive committee having recommended approval of that as 
well as of the principles. 


Ocean Committee Report 


George O. Griffith, chairman, submitted the report of the 
ocean, intercostal and coastwise transportation committee. 
Much of this report had to do with information as to the 
status of legislation and was received as information. 


Proposed legislation embodied in H. R. 1399 and S. 2288, 
providing for measurement of vessels using the Panama Canal 
brought a declaration from the committee, which was approved 
by the League, against any legislation that “proposes to make 
any substantial changes in Panama Canal tolls, the result of 
which may be to increase the operating costs of U. S. ships 
using the Canal and thereby directly increase the costs of 
shipping via the Canal.” 

A recommendation of the committee favoring such legis- 
lation as that proposed in H. R. 112, the so-called cruising ship 
or voyages-to-nowhere bill, was rejected, the League agreeing 
with the executive committee that it should take no stand on 
this bill. 


The report also dealt with the Eastman water carrier regu- 
lation bill, S. 1632, and the ship subsidy bill, S. 3500. The ex- 
ecutive committee decided that, as to the Eastman bill, as the 
League was already on record as being opposed to further 
regulation of water transportation and the wharfinger bill 
had been dropped for this session of Congress, no further 
action was necessary for the time being. This position was ap- 
proved by the League. The part of the report reviewing the 
ship subsidy legislative situation was accepted as information. 
The committee had recommended reaffirmation of the League’s 
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general position in favor of aid for the merchant marine. The 
report as acted upon was then adopted as a whole. 


Government Ownership. 


The report of the League’s national committee for preven- 
tion of government ownership of railroads was presented by 
J. W. Peters in the absence of R. F. Bohman, chairman. It was 
accepted, no action being required. The report reviewed the 
activities of the committee and told of addresses being made 
by members of the speakers’ committee. The committee said 
it needed many more volunteers as speakers and that there 
should be at least fifty or more speakers “in order to do a 
really good job.” The committee said it was greatly indebted 
to Lewis C. Correll of the University of Chicago for his active 
support and help in preparing material for the speakers’ com- 
mittee. Chairman Bohman has made fourteen addresses and 
two radio talks. 

Ex Parte 104 


Mr. Blair made a brief report orally on the situation with 
respect to Ex Parte 104, part 2, terminal services. He warned 
in effect that if shippers did not fight for their rights they 
would find the principle embodied in the Commission’s decisions 
in these allowance cases extended far beyond what it already 
had been. He urged all members to watch out for their own 
interests and to report developments to the committee. He 
said the cases that had been instituted would be carried to the 
Supreme Court of the United States. The report was accepted. 

In the absence of H. A. Hollopeter, chairman, J. W. Peters 
submitted the report of the rate construction and tariffs com- 
mittee. The report was received as one of information. The 
committee reported it had devoted some time and attention 
to the question of tariff simplification, and that the matter was 
being pursued. It urged members to submit their views on 
the subject. The committee is cooperating with the National 
= Simplification Committee recently created by the rail- 
roads. 

The passenger traffic committee report was submitted by 
Joseph H. Donnell, chairman. The report was adopted. The 
committee recommended that the Commission’s decision in the 
passenger fare case “with its very gratifying results be accept- 
ed by the League and that no further effort be made at this 
time to have the Commission consider further the matter of 
dual bases of fares for coach and Pullman traffic.” The com- 
mittee said the decision was wholly satisfactory except as to 
the continuance of dual bases of fares for coach and Pullman 
travel. The committee recommended that the League regard 
the decision as being highly satisfactory and that the League’s 
grateful appreciation be expressed to League counsel for the 
able handling given this matter. 


Legislative Committee 


In passing on the report of its legislative committee, of 
which Charles R. Seal is chairman, the League disagreed with 
a recommendation that the League modify its position against 
continuation of the office of coordinator so as not to oppose con- 
tinuation for another year. The executive committee and the 
League voted that the League stand on its previous action favor- 
ing termination of the term of office of the Federal Coordinator 
in June of this year. There was no discussion on this other 
than explanation made by Chairman Seal of the committee’s 
recommendation and of the action of the executive committee. 

Coordinator Eastman’s proposed bill designed to facilitate 
voluntary consolidations was discussed in the report, the com- 
mittee concluding that the bill did not place sufficient empha- 
sis on the importance of preventing any undue lessening of 
existing competition among carriers, and recommending that 
the League reaffirm its previous action in approving language 
on this subject, which would be similar or substantially similar 
to that set forth in the Parker bill of 1928, as well as its former 
action in opposing regional consolidation plans. This was ap- 
proved. The League also approved a recommendation that the 
League modify its action taken at the annual meeting in No- 
vember, 1933, by striking out the provision opposing any legis- 
lation which would contemplate the financing of railroad con- 
solidations directly or indirectly by loans from the federal 
treasury, because of the development of facilities for lending 
federal funds to railroads in connection with their operations. 

The League approved a recommendation with respect to 
S. 1636 and H. R. 5364, relating to amendment of section 15 of 
the interstate commerce act with respect to short-hauling, 
whereby it went on record as favoring such legislation with an 
amendment that “No route now existing shall be eliminated 
except with the consent of all participating lines, or upon order 
or approval of the Commission.” ‘The committee said, how- 
ever, this was a fight primarily between the carriers and that 
the League should take no active stand on the matter one way 
or another. The League went on record as opposing a substi- 
tute amendment to the bills agreed on by the short line rail- 
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roads and the Coordinator providing: “The elimination of any 
existing through route or joint rate, fare, charge or classifica- 
tion without the consent of all carriers parties thereto or au- 
thorization by the Commission shall be deemed prima facie 
unreasonable and contrary to the public interest.” 

The League approved a recommendation of the committee 
that the Wheeler-Crosser rail labor protection bills, S. 4174 
and H. R. 11609, be opposed. The committee said the bills 
were very drastic, would virtually freeze the existing employ- 
ment and compensation of railroad employes and would ef- 
fectively prevent any material needed economy projects being 
carried out. 

The League also approved a recommendation opposing the 
bills H. R. 10663 and H. R. 10664, attempting to prevent fed- 
eral — from -declaring the rail pension laws unconstitu- 
tional. 

The Wheeler anti-basing point bill, S. 4055, also was op- 
posed by the committee and the League. This bill, said the 
committee, would make it unlawful for any person to sell any 
goods in interstate or foreign commerce under which the price 
was made by adding to the shipping point price any sum 
“other than the actual cost of delivery through such agency as 
the purchaser may elect to specify.” The committee said the 
bill would directly affect the ability of League members to 
distribute their goods in competition with other members and 
would seriously affect the revenues of existing transportation 
agencies. 

The committee’s revort, including information reports, was 
adopted as a whole as amended. 


Diversion and Reconsignment 


The report of the diversion and reconsignment committee, 
submitted by Mr. Donnell, was adopted. It follows: 


There are three subjects before the diversion and reconsignment 
committee: 


1. The proposed exception two to diversion and reconsignment 
rule 12 (see circular No. 1775). This matter was considered by the 
national diversion and reconsignment committee on February 11 at 
which time they deferred action until the next meeting. We are 
making every effort to have this matter disposed of. 

2. Under date of February 15, Chairman Morris of the carriers’ 
committee, sent your committee a proposed change in rule 15, which 
had the effect of eliminating the term ‘‘ordinary equipment’’ and 
substituting the words ‘refrigerator or ventilator cars’’ and requested 
that we approve this change without action by the League. 

It was not entirely clear what was contemplated by this proposed 
change and, after discussing the matter with Chairman Morris, they 
presented the following substitute for paragraphs (a) and (b), rule 15: 

“‘(a) All freight except as provided in paragraph (b), 24,000 pounds, 
or where car is fully loaded. 

““(b) All perishable commodities, for the movement of which, 
in less than carload quantities, refrigerator or ventilator cars will be 
furnished under current tariffs, and are actually used, 15,000 pounds, 
except on Kansas intrastate traffic 10,000 pounds. 

‘“‘Note: The foregoing will not apply on bananas; berries, other 
than cold pack; cantaloupes; cocoanuts (but not including other edible 
nuts); corn, fresh or green, other than cold pack; cranberries; fruits, 
fresh or green, other than cold pack; melons; pineapples; or vege- 
tables, fresh or green, other than cold pack (including potatoes and 
onions).’’ 

Your committee can see no objection to the proposed change 
and recommends that the League offer no opposition to this. 

3. A member has requested that we docket for consideration the 
question of a general rule allowing reconsignment of out-of-line points 
subject to uniform back-haul or out-of-line scale for the extra service 
involved. We are not in a position to make any report on this subject 
until after a meeting of the committee which we shall endeavor to 
arrange during the meeting at Washington. 


Docketing Changes in Water Rates 


The League adopted a recommendation of the executive 
committee that the committee to cooperate with the transpor- 
tation executives be directed to negotiate with the various in- 
tercoastal conferences for the docketing of all rate changes in- 
cluding amendments to existing rules; that such proposals be 
published in The Traffic World and that in any event shippers 
be advised of contemplated changes sufficiently in advance to 
enable shippers to be heard by the conference before any 
changes or amendments are made. 

Many of the League’s committees had no reports to make, 
the meeting having been called primarily for special matters. 

John B. Keeler submitted a brief report for the special 
committee on the fourth section, reviewing the status of the 
Pettengill bill. It was accepted as information. 

President Scott appointed as members of the Ex Parte 115 
committee William A. Moore, J. R. Van Arnum, and F. F. Estes. 
The president also is a member of the committee, which will 
present the League’s position against continuation of the emerg- 
ency charges beyond June 30. 

Mr. Blair made a brief statement as to activities of the 
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committee to cooperate with the Federal Coordinator, saying 
that the committee had endeavored to keep in touch with de- 
velopments. 

George F. Hichborn announced that arrangements had 
been made to hold the annual meeting of the League in No- 
vember at the Pennsylvania Hotel in New York City. The 
meeting will be held November 19 and 20. 

The League concluded its spring meeting late March 31. 


GOVERNMENT AND THE RAILROADS 


Editor The Traffic World: 

The first editorial in your issue of March 21 was entitled, 
“The Railroads and Roosevelt.” rf 

I don’t need to write a long letter supporting your position, 
which I think is well taken. Under former acts of congress 
and when times were much better, the railroad executives and 
their employes were practically forced into what might be 
termed a combination of self-interest. To such an extent was 
this true that railroad officials had little, if any, incentive to 
institute economies or save money, as the purpose of the act 
was to allow them to earn only a certain amount, under any 
circumstances, and the result was that wages and salaries were 
increased far beyond what they had formerly been and far 
beyond what was justified by competition or otherwise. 

If railroad executives are practically coerced into grant- 
ing every claim made by organized employes, the result can 
only be bankruptcy of the railroads or the exploitation of ship- 
pers by having transportation charges increased to pay such 
increased expenses. 

A better feeling between the railroads and shippers has 
been cultivated the last few years and the bulk of the latter 
were even willing to have all other means of transportation, 
such as trucks, busses and waterways, placed under exactly 
the same control as the rail carriers. But, if this tendency to 
force railroad officials and their employes, truck officials and 
their employes, waterway officials and their employes, etc., into 
organized bodies for the exploitation of shippers, you can nat- 
urally see that the latter are going to be very chary about 
urging either additional regulation of the latter or further 
coordination between the rails and other forms of transpor- 
tation. 

I think the tendency is bad, and that there ought not to 
be any coercion or urging on the part of the government in 
that direction. 

In listing those who reply to the query contained in the 
last paragraph of your leading editorial, March 28, I want you 
to include my name as one who subscribes fully to every view 
you have expressed in this well-considered and well-worded 
communication, which should be very seriously considered by 
both the railroads and the shippers of the country. 

J. H. Johnston, Traffic Manager, 
Oklahoma Cottonseed Crushers’ Assn. 
Oklahoma City, Okla, March 30, 1936. 


SHORT-HAULING BILL HEARING 


The Traffic World Washington Bureau 


The Rayburn sub-committee of the House committee on 
interstate and foreign commerce dealing with amendments to 
the interstate commerce act held a hearing this week on H. R. 
5364, the companion bill to S. 1636 on which the Senate inter- 
state commerce committee held hearings March 10 and 11 (see 
Traffic World, March 14, p. 495). These bills, recommended 
by the Commission and the Coordinator, and supported by the 
short lines with an amendment, would enable the Commission 
to establish through railroad routes where deemed necessary in 
the public interest regardless of the short-hauling of any carrier. 

Statements in support of the proposed legislation were 
made by C. A. Miller, general counsel, and J. M. Hood, presi- 
dent, of the American Short Line Railroad Association; John E. 
Benton, for state commissions; C. D. Cass, general counsel of 
the American Transit Association; H. W. Purvis, general man- 
ager and receiver of the Georgia & Florida; Charles H. Som- 
mer, president, Quanah, Acme & Pacific; D. W. Thomas, gen- 
eral manager, Chesapeake Western; O. H. Nance, president and 
general manager, Maryland & Pennsylvania, and E. M. Yar- 
brough, traffic manager. Southern Georgia Railway. 

Opposition to the bill was expressed by J. Carter Fort, gen- 
eral solicitor, and A. F. Cleveland, vice-president in charge of 
traffic. of the Association of American Railroads; F. B. Hough- 
ton, vice-president of the Santa Fe; C. E. Perkins. of the Mis- 
souri Pacific, and R. J. Doss, of the Atlantic Coast Line. 


FOURTH SECTION AMENDMENT 
The Senate interstate commerce committee probably will 
hold hearings shortly on the Pettengill bill amending the fourth 
section of the interstate commerce act, which was passed last 
week by the House. Proponents of the measure have been 
promised a hearing by Chairman Wheeler. 
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Tariff Simplification 
Chairman of A. A. R. Committee Tells Shippers of 
Progress Made by That Committee in Cutting Down 
Unnecessary Rate Checking Operations and Con- 


solidating Tariff Publications—Discusses Rea- 
sons for Complications and Outlines Problems 


Answering the criticism that little has been accomplished 
by the tariff simplification committee of the Association of 
American Railroads, J. G. Kerr, assistant to the vice-president, 
traffice department, A. A. R., chairman of that committee, 
described progress already made toward simplification, both 
through the efforts of his committee and through the work of 
other agencies, in an address before the Great Lakes Regional 
Advisory Board at Toledo, Ohio, March 25. 

He said his committee was set up in December, 1935, by 
the traffic advisory committee of the traffic department of the 
A. A. R. and that it was composed of the principal tariff pub- 
lishing agents of the country, with G. M. Crosland, of the Com- 
mission’s staff, sitting in as an observer. “We really have no 
strings tied to us except that we must produce results,” he 
said. Important results had already been obtained, he said. 

He said it was the policy of the committee always to view 
the tariff publishing problem from the viewpoint of the user 
of the tariff, whether that user was a shipper or a railroad 
employee. 

“So far as I am concerned,” he said, “I make no special 
apology for the condition of the freight tariffs. I frankly con- 
cede that many of them are atrocious. I think everybody in 
the railroad game admits that. There are many reasons why 
they have gotten into that condition. Many are due to our 
own failures to cooperate with each other. In other words, 
the rate makers have checked out certain rate adjustments and 
handed them to the tariff publishers with instructions to pub- 
lish regardless of whether or not it was physically possible to 
publish such rates as a simple matter.” 

He said, the “rate makers of the country have now received 
the most positive instructions to discuss rates with the shippers 
as to how they can be published in a simple and concise man- 
ner.” 

In the course of its work his committee had discovered 
some of the major causes for tariff complexity, he said. Among 
those causes he mentioned the differences in territorial classi- 
fications and the multiplicity of classification exceptions; inter- 
metidate rate applications; excessive supplemental matter; 
precedence of state rates over interstate rates; partial cancella- 
tion of tariffs while permitting other parts of the same tariffs 
to remain in effect, and blanket supplements. In some cases, 
he said, the Commission was responsible for the complications 
gaa in other instances the fault lay with the rail- 
roads. 

He said the general opinion was that there were too many 
tariffs, but a great many shippers and freight agents, who 
thought of the convenience of a tariff applying from their par- 
ticular points to all points in the country, did not think there 
are enough tariffs. It was not practicable to satisfy them, he 
said. He added: “We are, however, studying that and the last 
word has not been said regarding it.” 


Commission’s Responsibility 


Speaking of the responsibility of the Commission for a 
good part of the complication of modern tariff publications, 
Mr. Kerr said there was need for educating examiners “so as 
to avoid the issuance of orders with little or no regard to the 
manner in which they can be published or put in effect.” He 
said the Commission was issuing orders which could be “com- 
plied with technically but would not produce simple tariffs.” 
He quoted Chairman Fyfe of the Consolidated Classification 
Committee to the effect that the Commission was “un-unifying”’ 
the ratings faster than his committee could unify them. He 
told about efforts by the classification committees to bring some 
1,200 or 1,400 articles into harmony in the western and southern 
classifications at fifth class. In both territories, he said, that 
40 per cent of first class. Then, in the southwestern class rate 
case, he said, the Commission fixed fifth class in the south at 
37% per cent of first class and destroyed the work accom- 
plished. 

“While I have spoken plainly about the Commission,” he 
said, “I do not want to appear in an unduly critical attitude so 
far as that body is concerned. All of us—the shippers, the 
carriers, and the Commission—are more or less responsible for 
the conditions which exist and we must all work together if 
the desired results are to be obtained.” 


Accomplishments Listed 


He enumerated some of the things already accomplished 
as follows: 





Ls 


On ro 


Ssovs 





ers of 
Down 
Con- 
ea- 

ns 


nplished 
ation of 
resident, 
nmittee, 
yn, both 
work of 
Regional 


1935, by 
it of the 
riff pub- 
he Com- 
have no 
ilts,” he 
he said. 
to view 
the user 
railroad 


» special 
ikly con- 
ybody in 
ons why 
2 to our 
r words, 
ents and 
; to pub- 
ssible to 


received 
shippers 
ise man- 


iscovered 

Among 
al classi- 
1s; inter- 
matter; 
cancella- 
ne tariffs 
ne cases, 
plications 
the rail- 


too many 
nts, who 
their par- 
ink there 
them, he 
d the last 


ion for a 
blications, 
rs “so as 
ird to the 
ect.” He 
be “com- 
e tariffs.” 
ssification 
-unifying”’ 
hem. He 
ring some 
1 southern 
said, that 
class rate 
> south at 
*k accom- 


ssion,” he 
ittitude so 
ppers, the 
msible for 
ogether if 


omplished 





April 4, 1936 


In order for a shipper to get a class rate from official territory 
to the southwest, the normal rate basis was found in oné section of 
the tariff and the minimum rate basis in another. A new tariff, now 
on the press, will reduce these two operations to one. The same sort 
of- a publication was being prepared to cover rates between Official 
and Western Trunk Line territories and in Southern territories. 

Agent Pepe’s thirteen southern class rate tariffs, now embracing 
9,000 pages, will be reissued in 3,000 pages, with the number of rate 
basing points reduced from 2,400 to 1,000. A mileage table for general 
application in Southwestern territory was being prepared. Its absence 
there was particularly troublesome since many southwestern rates were 
mileage rates and each railroad published its own tables. 

The committee has compiled a list of uniform symbols. This did 
away with the annoyance of running down a symbol only to discover 
that it had nothing to do with the application of or measure of the 
rate, but, perhaps, merely gave the fourth section authority under 
which it was published. The new symbols indicated in themselves 
whether or not they referred to such non-essential information. 

The committee has recommended consistency as between commod- 
ity descriptions in commodity tariffs and the descriptions of the same 
commodities in the classification. 

The committee has recommended the consolidation of all diversion 
and reconsignment rules and charges in three territorial tariffs, to 
replace individual line publications, of which some shippers now needed 
a complete set. 

The committee was at present working out ‘‘non-application’’ 
tables to do away with much troublesome rate checking at border 
points. 

As specific examples, there have been completed plans for the 
issuing of one agency tariff carrying commodity rates between Chicago, 
Waukegan, Kenosha, Milwaukee, Racine, Mississippi River crossings, 
St. Louis and north, including intermediate points, that will reduce 
the number of tariff pages by 70 per cent; another single publication 
will replace five agency and 48 individual line tariffs naming rates on 
grain in carloads between Chicago, Peoria, East St. Louis, Milwaukee 
and other points to Central Freight Association Territory; general 
commodity rates from Central Freight Association to Western Trunk 
Line Territory will be published in one tariff to replace five separate 
publications now in use. 


In conclusion, he said: 

“Our committee does not necessarily take credit for every- 
thing of this kind that is being accomplished, but we are going 
to include such things as these, as well as those accomplished 
under the direction of our committee, in our progress reports, 
because it is impossible to separate those for which we are 
directly responsible and those for which we are not directly 
responsible. We are going to incorporate these in our progress 
reports which, from time to time, will be given some publicity. 
We know that our task is not merely a committee job—it is one 
for which, when accomplished, the credit will be due to the 
cooperation of many thousands of people.” 


RAIL WAGE STATISTICS 


Compensation paid by Class I railways, excluding switch- 
ing and terminal companies, to employes in January, when 
the number of employes totaled 981,853, amounted to $146,- 
244,907, according to wage statistics compiled from carrier re- 
ports by ‘the Bureau of Statistics of the Commission. 

Total compensation paid employes in 1935 amounted to 
$1,643,214,114, as against $1,519,225,601 in 1934, $1,403,881,864 
in 1933, and $1,512,821,975 in 1932. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the Broth- 
erhood of Railway and Steamship Clerks, Freight Handlers, 
Express and Station Employes has been designated to repre- 
sent the clerical and station employes of the Piedmont & North- 
ern Railway Co. 

The Brotherhood of Railroad Trainmen has been desig- 
nated to represent yard foremen and yard helpers of the Great 
Northern. In an election the vote was 440 for the trainmen’s 
brotherhood and 346 for the Switchmen’s Union of North 
America. 

The International Association of Machinists and other labor 
unions operating through the Railway Employes’ Department of 
the American Federation of Labor have been designated to 
represent shopcraft employes, including coach cleaners, of the 
Piedmont & Northern. 

The National Mediation Board has certified that the Dining 
Car Employes Union, Local No. 351, has been designated to 
represent the dining car cooks and waiters of the Chicago & 
Eastern Illinois. 


A. A. R. DIRECTORS’ MEETING 


Routine matters were considered at the regular meeting 
of the board of directors of the Association of American Rail- 
roads, March 27, according to J. J. Pelley, president. He said 
the directors heard reviewed the situation involved in I. and 
S. 4186, trucks on flat cars between Chicago and Twin Cities. 
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PROTECTION OF RAIL LABOR 


The Traffic World Washington Bureau 


George M. Harrison, chairman of the Railway Labor 
Executives’ Association, told the Crosser subcommittee of the 
House committee on interstate and foreign commerce, March 
30, that the conferences between labor and management on 
the question of reaching an agreement on protection of rail 
employes affected by consolidation and unification projects, 
be adjourned and ‘we are here asking Congress to pass this 
bill.” 

The hearing before the subcommittee was on H. R. 11609, 
the Wheeler-Crosser bill designed to protect rail employes ad- 
versely affected by rail economy projects brought within the 
scope of the bill (see Traffic World, March 7, p. 433). 

It had been stated at the offices of the Association of 
American Railroads that the conferences between labor and 
management would be resumed in New York March 30 and 
that progress was being made. Mr. Harrison said March 30 
that resumption of the conferences was subject to a call from 
the management group. 

Mr. Harrison told the committee in answer to interrogation 
by Representative Reece, of Tennessee, that labor had been 
meeting intermittently with management until March 26 and 
that no agreement had been reached. So far, said he, there 
was nothing in sight and labor was asking Congress to pass 
the Wheeler-Crosser bill, which would take the place of the 
provisions of the emergency railroad transportation act of 
1933 protecting labor, which expire June 16. 


The purpose of the proposed legislation, said Mr. Harrison, 
was to protect the “human” investment in the railroad industry 
against further tragic losses in employment and income. Where 
there was proposed unification or consolidation of facilities or 
services, he said that, briefly, it was provided that displaced 
employes should be paid two-thirds of their wages while un- 
employed and that employes be compensated for property losses 
and moving expenses incurred as the result of economy projects 
within the scope of the bill. Employes not displaced would 
have to be in no worse position than they had been. Mr. 
Harrison said the bill represented a concession as compared 
with the 1933 act because under the latter employes in service 
in May, 1933, had to be paid full compensation if they were 
displaced by reason of action taken under the act. 

There was a very definite obligation on the part of Con- 
gress to pass the bill, said Mr. Harrison, because Congress, 
through enactment of the transportation act of 1920 with its 
provisions for consolidations and the later enactment of the 
emergency act of 1933, had created the conditions that now 
made necessary the enactment of the legislation asked for by 
labor. Unification plans worked out by Coordinator Eastman 
and the railroads under the emergency act, said he, would, if 
put into effect, displace 150,000 railroad employes. He asked 
the members of the subcommittee in effect if Congress was 
going to permit that in the face of twelve million unemployed 
in the country. 

Mr. Harrison, in his statement to the committee, com- 
mented on the financial policies of railroad management and 
the increase in the efficiency of railroad workers, contending, 
in general, that the employes should not be made to suffer 
to enable management to pay dividends and interest. He con- 
tended that the railroads should have reduced their funded debt 
and thus their interest charges. He thought it was generally 
accepted that the railroad financial policy had been unwise and 
unsound. He said he was not before the committee to “smear” 
railroad officials—that he was talking about the general policy. 
The railroad managers, said he, were trying to do the best they 
could with a bad situation. ° 


Emphasis was placed by Mr. Harrison on the fact that the 
emergency act provisions protecting labor would expire June 
16, declaring that that was “why we are here.” He asked 
whether Congress was going to desert the railroad men and 
let the protective legislation die. Railroad labor, said he, had 
opposed the enactment of the transportation act of 1920, the 
reference being to opposition to consolidations, and continued 
to fight for the principles then put forward by it and finally 
obtained relief in 1933 in the emergency act. 


The effect of consolidations on communities and employes 
was brought to the attention of the committee by Mr. Harrison 
submitting photographs of homes of rail workers displaced by 
consolidation or unification projects which the workers had to 
give up because of loss of their jobs. Some of the pictures 
showed the houses badly in need of repairs. He asked whether 
Congress was going to permit such injuries as those involved 
in specific cases to which he referred to be inflicted on the 
railroad employes. He dwelt on the fact that many railroad 
employes were home owners and valuable citizens in their com- 
munities. He cited precedents in this country and abroad for 
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protecting employes against the effects on them of consolida- 
tions and unifications. He quoted from Commission decisions 
in which the problem was discussed and pointed out that the 
Commission in its last annual report had recommended to Con- 
gress that further statutory provisions be enacted to protect 
employes from undue financial loss as a consequence of author- 
ized railway abandonments or unifications found to be in the 
interest of the general public or otherwise lawfully effected. 
He also pointed out that the Kansas City Southern as far back 
as 1909 had bought the homes of employes who had to move 
because of a change in a division point. 

The Commission, said Mr. Harrison, had accepted what 
“we are asking for” in principle. 

The railxoads, continued he, would likely say that labor 
was trying to impose a burden on them. He said labor was 
only asking that where the railroads consolidated their facil- 
ities that part of the savings go to labor. It would cost the 
railroads nothing, said he, as labor wanted only part of what 
the railroads were going to save. 

The present difficulties of the railroads were due largely to 
unsound financial policy while the railroads were obtaining 
25 per cent more results from every dollar of wages paid to 
employes than they had in 1920, said he. 

In closing, Mr. Harrison made a strong plea that Congress 
stand by the principle it wrote into the law when it passed 
the emergency act in 1933. 

Among other things said by Mr. Harrison was that the 
Class I railroads increased their investment from $20,197,000,000 
in 1923 to $25,361,000,000 in 1930. He said there was no in- 
crease in business and said it seemed to him to be poor busi- 
ness to enlarge the plant investment by 25 per cent when there 
was no increase in sight. The interest on that increased invest- 
ment, he contended, would pay the wages of more than 200,000 
employes. 

Pelley Appears for Railroads 


Appearing for the railroads, J. J. Pelley, president of the 
Association of American Railroads, said it was the desire of 
railroad management to avoid any undue hardship to the em- 
ployes, expressing the belief that the question of protection for 
the employes was one to be handled by agreement, rather than 
by legislation. Negotiations for the protection of men that 
might be displaced by coordination or unification of facilities 
of two or more railroads were still under way and should be 
continued, he said. 

“A law for that purpose is unnecessary,” said Mr. Pelley. 
“It can only prevent economies in cost of operation which are 
in the interest of the employes as well as the railroads. It 
should be possible to reach a fair and amicable adjustment of 
this question if the demands of the employes are within the 
bounds of reason.” 

Mr. Pelley said that under this bill an individual road could 
not close a station, discontinue a train, consolidate its me- 
chanical facilities, or in any way curtail its operation except 
with the approval of the Interstate Commerce Commission. 

“Should there be,” he continued, ‘‘a considerable increase 
in traffic and as a consequence thereof, an increase in employ- 
ment, later followed by a decrease in business, the railroads 
could not make the reductions in service or employment made 
necessary by reduced traffic. 

“Certainly a railroad with its hands tied by a law of this 
kind could not comply with the mandate of Congress to operate 
efficiently and economically. The railroads should not be pre~-’ 
vented by law from effecting such economies as will ultimately 
benefit labor by reason of the increased traffic that would 
follow decreased cost.” 

Had it not been for the rehabilitation of the railroads at 
great increase in investment, Mr. Pelley said, they could not 
have handled the increased traffic that reached its peak in 1929. 
The expenditures, he pointed out, had been followed by a reduc- 
tion in average freight revenue a ton-mile from 12.75 mills 
in 1921 to 9.78 mills in 1934, and increased safety for pas- 
sengers. 

The railroad stockholder of today, Mr. Pelley said, was the 
forgotten man. Recalling that there were about a million stock- 
holders as well as employes, he suggested that the whole was a 
very human problem. He said that by way of the comment on 
the declaration of a representative of the railway labor unions 
that much of the money paid to stockholders should have been 
devoted to the reduction of the funded debt of the railroads. 

The average earnings by the hour of railroad employes in 
1916, he said, were 28.3 cents, and in 1935, 68.6 cents, while 
the dividends of stockholders in 1935 were less than half the 
dividends of 1916. He said it was a fact that the average hourly 
earnings of rail employes today were at the peak of all time, 
not even excepting war time. 


Ralph Budd 
Ralph Budd, president of the Chicago, Burlington & 


The Traffic World 


Vol. LVII, No. 14 


Quincy, emphasized the point that the bill would tie the hands 
of the rail managements and tend to make the railroad busi- 
ness static without regard to changes in the world around it, 
at the lowest level. 

“The effect of this bill,” said Mr. Budd, “would be to 
prevent reduction in railway transportation costs and to force 
an increase in such costs, by preventing economies being made 
and by requiring them to pay employes when their services are 
not needed. It would also handicap management in providing 
the best of service to the public. It would prevent prompt and 
desirable variation in service even such as is seasonable. An 
extra car or cars, or an extra section of a train could presum- 
ably be added, but once added could not be discontinued, with- 
out formal hearings and arguments. These would consume a 
great deal of time and be so uncertain as to their duration 
that the practical effect would be, that enlarged or improved 
service would be withheld lest once having been tried, it could 
not be discontinued. A passenger train with a given number 
of cars, for example, could not be shortened. If it once carried 
a dining car it would have to continue to do so indefinitely. 
Summer trains in the north and winter trains in the south could 
not immediately be taken off at the end of the season. The 
situation as regards freight service would be even more com- 
plicated and undeterminable controversies would arise. 

“The bill would also prevent abandonment or consolidation 
of lines of railway even though they are not self-supporting 
if such action would eliminate competition either with other 
railways or with other types of competitors. 


J. L. Lancaster 


J. L. Lancaster, president of the Texas & Pacific, also 
laid emphasis on the deadening effect the bill would have on 
the railroads in the southwest, for which he was speaking in 
particular. 

“We have been called upon frequently to provide transpor- 
tation facilities with the striking of new oil wells,” said Mr. 
Lancaster. “We have laid miles upon miles of track, set up 
terminals and yards, furnished loading and other facilities to 
take care of the first flush, and then when we have enabled 
them to move their product and have gone to considerable 
expense in assisting in their development, pipe lines have been 
constructed and the railroad facilities virtually abandoned. 

“This has happened over a period of a very few years in 
several sections, and if this proposed law had been in effect we 
would have had to receive permission from the Interstate Com- 
merce Commission or some other regulatory body to recover 
some of this equipment and use it elsewhere or else allow it 
to stand idle and rust or rot. We could not have dismantled 
any of these facilities of our own volition under this bill. 
We would have had to provide employment for the men who 
might be affected through this change, a condition over which 
we had no control, or paid them for their unemployment. And 
we could not have done that for any length of time and kept 
ahead of the sheriff. 

“This bill places an unwarranted restriction on railway 
management in this country—a restriction which is not placed 
on those transportation agencies with which we are forced to 
compete. The railroads should have just as free a hand as 
possible in providing facilities to meet traffic conditions.” 


Downs and Gray 


L. A. Downs, president of the Illinois Central; C. R. Gray, 
president of the Union Pacific, and R. V. Fletcher, general 
counsel of the Association of American Railroads, at the hear- 
ing before the committee April 1 concluded the presentation of 
the case of the railroads against the Wheeler-Crosser bill. 

The committee planned to meet April 4 to hear a rebuttal 
statement by Mr. Harrison for the labor unions. 

If the purpose was to put the railroads in receiverships 
or to bring about government ownership, the bill was a step 
in that direction, said Mr. Downs. If the bill had been in effect 
in the last few years, said he, the Illinois Central would have 
been forced into receiverships, as it could not have reduced its 
forces as it had. In answer to a question he estimated that 
his road had lost five or six million dollars a year in revenue 
on account of the government barge line operations. 

Mr. Gray referred to the origin of the emergency railroad 
transportation act of 1933 and to the way Congress finally 
passed it, the point being that with the labor protective provi- 
sions inserted in the bill the economies contemplated originally 
could not be made. He thought, however, in view of the effort 
at the time to increase employment there was some justifica- 
tion for the labor provisions in view of the fact that the power 
of the government was to be placed behind the economy 
moves. So far as the carriers were concerned, said he, the 
act of 1933 might as weil not have been passed. There was 
not the same reason for the Wheeler-Crosser bill as there was 
for the emergency act labor provisions in 1933, said he, be- 



















li RR I a eR: A 

























~— — ee se he Ae 


nn wm He a ee mr 


Cl oe Man a en en i. en ee. ee ee. ee 


Cn a . ee oe oe | 


~~ ees *S se A 


—_— ~*~ To eet ee SO, AS 


— TH weet ts TP hee 





No. 14 


e hands 
1d busi- 
ound it, 


1 be to 
to force 
ig made 
‘ices are 
roviding 
mpt and 
ble. An 
presum- 
d, with- 
isume a 
duration 
mproved 
it could 
number 
. carried 
finitely. 
th could 
m. The 
re com- 


»lidation 


pporting 
th other 


fic, also 
have on 
aking in 


ranspor- 
said Mr. 
, set up 
llities to 
enabled 
siderable 
ave been 
oned. 

years in 
ffect we 
ite Com- 
recover 
allow it 
smantled 
this bill. 
nen who 
er which 
nt. And 
and kept 


railway 

yt placed 
orced to 
hand as 
Wad 


R. Gray, 
general 
the hear- 
tation of 
r bill. 
rebuttal 


‘iverships 
is a step 
in effect 
uld have 
duced its 
ated that 
. revenue 


' railroad 
ss finally 
ve provi- 
originally 
the effort 
justifica- 
he power 
economy 
i he, the 
here was 
there was 
1 he, be- 





eT ee The Trafic World 


cause the government was not behind proposed economy moves 
as it was in the other instance. He said the bill introduced 
into the rail situation a new element. Initiative or any free- 
dom of action on the part of management would be killed by 
the bill, he said in effect. The bill, said he, would make it 
impossible to expand or contract service as the flow of traffic 
required and also would put an absolute embargo on experi- 
mentation and progress in the railroad industry. 

“This is not a proper subject for a law,” said he. 

Collective bargaining in its best sense had been in effect 
on the railroad for years, said he, and followed this up with 
explanation of agreements the Union Pacific had made in two 
instances with employes affected by the unification of system 
lines with the parent company and the abandonment of 190 
miles of line in Kansas as an illustration of the proper way 
such matters should be handled. Agreements were reached, 
said he, that were satisfactory to the management and the 
employes. 

Representative Martin, of Colorado, asked how many miles 
of railroad could be abandoned. 

Mr. Gray said he would not wish to express an opinion as 
to mileage but that his judgment was that a very considerable 
amount could be dispensed with without injury to the service 
to the public. 

R. V. Fletcher 


In beginning the presentation of his statement, Mr. 
Fletcher apologized for perhaps not being as well prepared 
as he might be because he said the railroad industry was in 
a state of siege. While the committee was holding its hearing 
on this bill, said he, there were other proceedings going on. 
The Wheeler-Crosser bill, said he, was predicated in part on 
the theory that the railroads had improperly expended their 
funds in the payment of dividends whereas they should have 
accumulated money to retire debt or take care of employes. 
The House ways and means committee, on the other hand, said 
he, was considering the Administration proposal that the pay- 
ment of dividends by corporations be forced by imposition 
of a heavy tax on unexpired reserves. He wondered how the 
two propositions might be reconciled. Again, said he, refer- 
ring to the hearing gn the bill giving the Commission the 
right to short-haul carriers, another committee was listening 
to a proposal to take traffic away from the main lines. At 
the same time the Board of Engineers for Rivers and Harbors 
was considering a proposal for a canal from Lake Erie to the 
Ohio River. In the Senate there was the investigation of 
railroad financing and he understood hearings in that would 
begin soon. In all, said he, the railroad representatives had 
been very busy in trying to give attention to all these matters. 


A suggestion from Representative Martin that Mr. Fletcher 
favored an early adjournment of Congress brought the reply: 
“Not until the Pettengill bill had a chance” to be passed. 

Representative Reece, of Tennessee, asked whether Mr. 
Fletcher had an estimate of what the burden on the railroads 
would be if the many bills referred to were enacted. The wit- 
ness said he had not, but referred to the estimate that, in 
normal times, enactment of the train service and six-hour-day 
bills put forward by organized railroad labor would cost the 
railroads around a billion dollars. In such times as these, 
said he, the cost would be about six hundred million dollars. 

Mr. Fletcher remarked that the Wheeler-Crosser bill was 
entitled, “A bill to foster and protect interstate commerce,” 
etc., and that he did not think that that was an appropriate 
title as he did not see where commerce would be fostered 
or protected under the bill. He also pointed out that the com- 
petitors of the railroads were not included in the bill. He 
did not know why the highway and waterway carriers were 
not included. 

An analysis was made of the bill by Mr. Fletcher to show, 
as he said, that the statements made by preceding witnesses 
as to the scope of the measure were justified. 


It had been suggested, said he, that the railroads were 
dealt with in the bill because Congress had a greater degree of 
control over them than other business. However, he had not 
heard of federal government employes being protected by simi- 
lar legislation. He intimated he could see no reason why, if 
the railroads were to be subjected to such a bill, provision 
should be made that no government employe who was not need- 
ed should be dismissed. He referred to the broad declarations 
of what was in the public interest contained in section 7 of the 
bill and said these were not limited to railroad employment. 

Taking up the statement of Mr. Harrison, Mr. Fletcher 
pointed out what he said were errors and misleading conclu- 
sions. He did not know where the estimate of displacement of 
150,000 employes through proposed unification or consolidation 
projects came from. The theory ran through the Harrison 
statement, said he, that the railroads had been overbuilt, but 
the effect of the bill would be to prevent that mistake from be- 
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ing corrected if it should be. As to the statement of Mr. Har- 
rison that the railroads had increased their investment about 
five billion dollars and that interest on that sum of money 
would have employed more than 200,000 employes, Mr. Fletch- 
er said while the capital account was increased five billion dol- 
lars only about two billion represented borrowed money and 
that, therefore, the Harrison estimate of how many employes 
could have been carried should be cut 60 per cent, assuming 
that the theory involved was sound, which Mr. Fletcher did 
not agree with. He justified the increase in capital account on 
the ground that the expenditure of the money had made it pos- 
sible to handle increased traffic at lower cost. There was in- 
creased efficiency as the result of the expenditures and he point- 
ed to statistics in support of that assertion. 


Day, Hill and Seal 


W. H. Day, of Boston, opposed the bill on behalf of the 
New England, Midwest Pacific Coast and Pacific Northwest 
Shipper Advisory Boards, the New England Traffic League and 
a large number of New England commercial organizations, and 
also the West Coast Lumbermen’s Association and the Western 
Pine Association. 

John Philip Hill, former member of Congress from Mary- 
land and a candidate to come back, appeared against the bill on 
behalf of the Atlantic States Shippers’ Advisory Board and 
other interests. 

C. R. Seal, chairman of the legislative committee of the 
National Industrial Traffic League, submitted to the committee 
the objections of the League to the proposed legislation as 
approved by the League at its meeting this week. 


Senate Committee Hearings 


The Senate interstate commerce committee will begin hear- 
ings April 13 on the Wheeler-Crosser bill. 





GOVERNMENT OWNERSHIP PUBLICITY 


Arthur Keep has announced that from and after April 5 
the bureau which handles publicity in favor of government 
ownership for the Railway Labor Executives’ Association, will 
have its office at No. 3673 West Pine Boulevard, St. Louis, Mo., 
St. Louis being regarded as a more central location for that 
purpose than Washington. The bureau has been in Washing- 
ton ever since it was set up, to further the move of the rail- 
way labor executives for the passage of government ownership 
legislation. Mr. Keep is in charge of the bureau. 


Class I railroads of the United States for the first two 
months of 1936 had a net railway operating income of $69,359,- 
466 which was at the annual rate of return of 2.33 per cent on 
their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics of the Associa- 
tion of American Railroads. In the first two months of 1935, 
their net railway operating income was $48,236,651 or 1.61 per 
cent on their property investment, according to the Bureau, 
which adds: 


Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before interest 
and other fixed chargeg are paid. 

This compilation as to earnings for the first two months of 1936 
is based on reports from 140 Class I railroads representing a total of 
237,057 miles. 

Gross operating revenues for the first two months of 1936 totaled 
$599,557,505 compared with $519,126,933 for the same period in 1935, an 
increase of 15.5 per cent. Operating expenses for the first two months 
of 1936 amounted to $467,684,885 compared with $411,995,188 for the 
same period in 1935, an increase of 13.5 per cent. 

Class I railroads in the first two months of 1936 paid $42,800,432 in 
taxes compared with $39,636,671 in the same period in 1935 or an in- 
crease of eight per cent. For the month of February alone, the tax 
bill of the Class I railroads amounted to $21,271,131, an increase of 
$1,492,128 or 7.5 per cent above the same month in 1935, 

Thirty-eight Class I railroads failed to earn expenses and taxes 
in the first two months of 1936, of which eight were in the Eastern 
District, eight in the Southern and 22 in the Western District. 

Class I railroads for the month of February alone had a net 
railway operating income of $33,594,718, which, for that month, was 
at the annual rate of return of 2.14 per cent on their property invest- 
ment. In February, 1935, their net railway operating income was 
$26,296,411 or 1.67 per cent. 

Gross operating revenues for the month of February amounted to 
$300,458,829 compared with $254,927,606 in February, 1935, an increase 
of 17.9 per cent. Operating expenses in February totaled $235,906,241 
compared with $199,585,654 in the same month in 1935, or an increase 
of 18.2 per cent. 

Eastern District 

Class I railroads in the Eastern District for the first two months 

in 1936 had a net railway operating income of $52,078,867, which was 
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at the annual rate of return of 3.70 per cent on their property invest- 
ment. For the same period in 1935, their net railway operating income 
was $41,931,778 or 2.97 per cent on their property investment. Gross 
operating revenues of the Class I railroads in the Eastern District for 
the first two months in 1936 totaled $316,676,398, an increase of 14.3 
per cent, compared with 1935 while operating expenses totaled $234,- 
063,507, an increase of 13.6 per cent above the same period in 1935. 

Class I railroads in the Eastern District for the month of February 
had a net railway operating income of $27,349,308 compared with $21,- 
938,996 in February, 1935. 


Southern District 


Class I railroads in the Southern District for the first two months 
of 1936 had a net railway operating income of $10,035,380, which was 
at the annual rate of return of 1.97 per cent on their property invest- 
ment. For the same period in 1935, their net railway operating income 
amounted to $6,637,556, which was at the annual rate of return of 
1.29 per cent on their property investment. Gross operating revenues of 
the Class I railroads in the Southern District for the first two months 
in 1936 amounted to $78,900,472, an increase of 15.8 per cent compared 
with the same period in 1935, while operating expenses totaled $61,- 
289,319 an increase of 11.3 per cent. 

Class I railroads in the Southern District for the month of Feb- 
ruary had a net railway operating income of $5,322,732 compared with 
$3,881,475 in February, 1935. 


Western District 


Class I railroads in the Western District for the first two months 
in 1936 had a net railway operating income of $7,245,219 which was at 
the annual rate of return of 0.68 per cent. For the same two months 
in 1935, the railroads in that district had a railway operating deficit 
of $332,683. Gross operating revenues of the Class I railroads in the 
Western District for the first two months period in 1936 amounted to 
$203,980,635, an increase of 17.3 per cent above the same period in 
1935, while operating expenses totaled $172,332,059, an increase of 
14.2 per cent compared with the same period in 1935. 

For the month of February alone, the Class I railroads in the 
Western District reported a net railway operating income of $922,678 
compared with $475,940 for the same roads in February, 1935. 


Class | Railroads, United States, Month of February 


Per Cent 
1936 1935 Increase 
Total operating revenues .......... $300, 458,829 $254,927,606 17.9 
Total operating expenses .......... 235,906,241 199,585,654 18.2 
RAS Pee re ee 21,271,131 19,779,003 7.5 
Net railway operating income ...... 33,594,718 26,296,411 27.8 
Operating ratio—per cent ......... 78.52 78.29 x 
Rate of return on property invest- 
ee een 2.14 1.67 
Two Months Ended February 29 
Per Cent 
1936 1935 Increase 
Total operating revenues .......... $599,557,505 $519,126,933 15.5 
Total operating expenses .......... 467,684,885 411,995,188 13.5 
ED. 1b Cbuiens abies ae haneimaakie CST oes 42,800,432 39,636,671 8.0 
Net railway operating income ...... 69,359,466 48,236,651 43.8 
Operating ratio—per cent .......... 78.01 79.36 6 
Rate of return on property invest- 
OP WE kacn te pee sccvsee 2.33 1.61 





REVENUE FREIGHT LOADING 


Revenue freight loading the week ended March 28 totaled 
600,487 cars, 33,679, or 5.9 per cent, above the preceding week, 
but 16,033, or 2.6 per cent below the corresponding week last 
year and 9,703, or 1.6 per cent, below the corresponding week 
of 1934. Miscellaneous loading totaled 263,956; merchandise, 


157,162; coal, 96,679; grain and products, 29,676; live stock, ' 


12,200; forest products, 29,947; ore, 4,744; coke, 6,123. 
Railroads loaded 566,808 cars of revenue freight the week 
ended March 21 (see Traffic World, March 28), according to 
the Association of American Railroads. 
The Eastern, Allegheny, Pocahontas and Southern districts 
reported decreases, compared with the corresponding week in 
1935. but the Northwestern, Central Western and Southwestern 
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reported increases. The first four districts named above also 
reported decreases compared with the corresponding week in 
1934, while the three western districts showed increases. 

Loading of revenue freight in 1936 compared with the two 
previous years follow: 


1936 1935 1934 
4 weeks im JaMUATY ......cceccceeee 2,353,111 2,169,146 2,183,081 
S wmeies be POCA onc icc ccccseces 3,135,118 2,927,453 2,920.192 
SO” "Ee eee 634,828 587,190 614,120 
cian cnabesbecs aes 616,862 597,431 627,549 
Ee EE EE. vn cnsencennccetcns 566,808 607,178 610,036 
Beek att ly ahve alga tale 7,306,727 6,888,398 6,954,978 


Revenue freight loading by districts the week ended March 
21 and for the corresponding period of last year was reported 
as follows: 


Eastern district: Grain and grain products, 6,239 and 4,440; live 
stock, 1,136 and 1,110; coal, 17,018 and 28,508; coke, 1,473 and 1,285; 
forest products, 1,325 and 1,749; ore, 981 and 530; merchandise, L. C. 
L., 37,702 and 41,788; miscellaneous, 60,474 and 58,585; total, 1936, 
126,348; 1935, 137,995; 1934, 142,582. 

Allegheny district: Grain and grain products, 3,220 and 2,984; live 
stock, 599 and 807; coal, 16,375 and 39,040; coke, 2,248 and 2,372; for- 
est products, 825 and 836; ore, 692 and 1,341; merchandise, L. C. L., 
19,985 and 30,577; miscellaneous, 45,078 and 46,496; total, 1936, 89,022; 
1935, 124,453; 1934, 121,628. 

Pocahontas district: Grain and grain products, 311 and 239; live 
stock, 36 and 62; coal, 26,041 and 36,025; coke, 577 and 540; forest 
products, 469 and 683; ore, 62 and 64; merchandise, L. C. L., 5,234 
and 5,334; miscellaneous, 7,257 and 6,958; total, 1936, 39,987; 1935, 
49,905; 1934, 47,371. 

Southern district: Grain and grain products, 2,603 and 2,214; live 
stock, 903 and 619; coal, 11,277 and 17,813; coke, 305 and 337; forest 
products, 8,496 and 7,713; ore, 604 and 694; merchandise, L. C. L., 
28,735 and 27,929; miscellaneous, 40,230 and 40,779; total, 1936, 93,153; 
1935, 98,098; 1934, 95,957. 

Northwestern district: Grain and grain products, 8,966 and 5,775; 
live stock, 2,995 and 2,153; coal, 3,816 and 5,165; coke, 1,006 and 887; 
forest products, 9,219 and 7,922; ore, 198 and 129; merchandise, L. C. 
L., 19,419 and 18,869; miscellaneous, 29,227 and 25,849; total, 1936, 
74,846; 1935, 66,749; 1934, 69,042. 

Central Western district: Grain and grain products, 7,581 and 6,371; 
live stock, 5,286 and 4,707; coal, 6,449 and 9,884; coke, 129 and 153; for- 
est products, 5,479 and 3,978; ore, 3,121 and 1,727; merchandise, L. C. 
L., 24,357 and 23,273; miscellaneous, 40,074 and 33,640; total, 1936, 
92,476; 1935, 83,733; 1934, 84,074. 

Southwestern district: Grain and grain products, 3,448 and 3,836; 
live stock, 1,228 and 1,224; coal, 2,127 and 3,133; coke, 88 and 80; for- 
est products, 4,590 and 3,166; ore, 231 and 162; merchandise, L. C. L., 
12,507 and 12,701; miscellaneous, 26,757 and 21,943; total, 1936, 50,976; 
1935, 46,245; 1934, 49,382. 





SANTA FE CONSTRUCTION 


S. T. Bledsoe, president, Atchison, Topeka and Santa Fe, 
announced recently that the construction of a line from Boise 
City, Okla., to Las Animas, Colo., involving the construction of 
111.26 miles of new main track at an estimated cost of $3,750,- 
000, would begin as soon as contracts were let and construction 
materials assembled. 

This is a part of the line from Amarillo, Texas, to Las 
Animas, Colo., and is the last link of a through line between 
Colorado and Texas points, Mr. Bledsoe said. The portion from 
Amarillo, Texas, to Boise City, Okla., a distance of 121 miles, 
was completed May 15, 1931, and construction work discon- 
tinued because of the depression. The completion of the line 
will save from 142 to 226 miles in the movement of freight over 
Santa Fe lines to and from Colorado from and to points in 
Texas and on portions of the Santa Fe lines in Oklahoma and 
New Mexico, and will give the Santa Fe the shortest route 
between Denver and Amarillo and intermediate points, accord- 
ing to Mr. Bledsoe. 


Revenue Freight Car Loading—Week Ended Saturday, March 21 





Grain and Live 
grain prod. stock Coal 
1936 32,368 12,183 83,103 
Wasted GT WORRE. ..ccccvicvceccse {sa 25,859 10,682 139,568 
1934 29,884 13,643 134,854 
Preceding week March 14 ........ 1936 36,928 12,222 109,628 
Per cent increase over ........... 1935 25.2 14.1 
Per cent decrease under ......... 1935 40.5 
Per cent increase over ........... 1934 8.3 
Per cent decrease under ......... 1934 10.7 38.4 
1936 378,019 140,830 1,819,337 
Cumulative 12 weeks to Mar. 21 1935 309,603 154 337 1,663,138 
1934 357,884 184,773 1,700,386 
Per cent increase over ........... 1935 22.1 9.4 
Per cent decrease under ......... 1935 8.8 
Per cent increase over ........... 1934 5.6 7.0 
Per cent decrease under ......... 1934 23.8 


Per cent to 15 year average 69.0. 


Forest Mase. 

Coke products Ore L.C.L. Miscellaneous Total 
5,826 30,403 5,889 147,939 249,097 566,808 
5,654 26,047 4,647 160,471 234,250 607,178 
7,394 24,875 4,378 166,598 228,410 610,036 
7,164 30,965 6,984 158,046 254,925 616,862 

3.0 16.7 26.7 6.3 
7.8 6.6 
22.2 34.5 9.1 
21.2 11.2 to 
112,201 330,529 70,203 1,761,129 2,694,479 7,306,727 
90,388 276,998 45,643 1,820,862 2,527,429 6,888,398 
108,332 255,420 39,277 1,904,627 2,404,279 6,954,978 
24.1 19.3 53.8 6.6 6.1 
3.3 
3.6 29.4 78.7 12.1 5.1 
7.5 
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MOTOR RATES NOW IN EFFECT 
The Traffic World Washington Bureau 


Thousands of motor vehicle tariffs, just how many could 
not be said at the time, were made available for public inspec- 
tion in the tariff section of the Commission’s Bureau of Motor 
Carriers March 31. They went into effect April 1. 

Mail packages containing motor tariffs had been accumulat- 
ing in the tariff section since February on account of orders 
of the Commission requiring their filing at various times. All 
orders were finally superseded, at the time of the floods, by 
one requiring the tariffs to be filed not later than March 31, 
dated to be effective April 1. Beyond April 1 the Commission 
had no power to extend the effective date of tariffs filed in 
compliance with the motor carrier act. 

When, April 1, the clerical force of the Commission began 
opening the tariff mail of March 31, close to 30,000 tariffs had 
been received. That does not mean that there were only 30,000 
books or pamphlets containing rates or classifications. Each 
mail packet contained the first tariff or classification of the 
carrier or agency that had prepared a tariff. But in many in- 
stances that initial packet also contained one or more supple- 
ments to that initial publication, the supplements also dated 
to be effective April 1. A number was assigned to the first 
publication. The others, sent in by the same carrier or agent, 
received the same numbers but were called Supplement No. 1 
or No. 2 thereto, as the fact might be. Thirty thousand 
numbers, therefore, might cover supplements enough to run 
the total number of books or pamphlets up to 50,000 or 60,000. 

In ordinary language, each book or pamphlet would be 
called a tariff, though it would be included in the first 30,000 
numbers. 

Contrary to fears, the machinery for receiving and tak- 
ing care of the initial filings operated on the first day with- 
out a hitch. It was thought that in a few days the machinery 
would be functioning as smoothly as the machinery and routine 
for the handling of railroad and water line tariffs. 

All tariff publications were handled in triplicate. One 
set of them was put into a room set aside for examination by 
anyone interested either in merely looking at a tariff or all 
of them or making abstracts of their title pages. Two sets 
were put into binders. One is to constitute the duplicate file 
for use by the public in searches for a rate or rates. The third 
is to be the official file—the one that will guide the Commis- 
sion in the event of any possible discrepancy between the dupli- 
cate and official file. There are only minor differences, if any 
at all, between the railroad tariff file of the Commission and 
its motor vehicle tariff file. 

It was estimated April 1 that 10,000 tariffs had been filed 
by agents and about 20,000 by individual carriers. Some of 
the latter, of course, were also participants in agency tariffs. 
In one of the latter it was estimated that there were as many 
as 900 participating carriers. That, however, is an unusually 
large number of participants in an agency tariff. The largest 
number of participants, generally speaking, in railroad tariffs 
are found in the classifications. 


While only relatively few of the freight tariffs filed by 
motor vehicle carriers have been examined, such as have come 
under scrutiny are taken as indicating that the truckmen have 
adhered to the idea that their class rates should be the same 
as the first four class rates of the railroads with the rates of 
forwarders held as maxima. The volume rates, as the motor 
vehicle carriers call the charges on what might be termed com- 
modities are believed to differ widely in the various sections 
of the country, their quantum being dependent very largely 
on whether the commodities offered for transportation lend 
themselves readily to transportation by truck. 


In many of the truck carrier tariffs provision was made 
for collection and delivery allowances to consignors and con- 
signees where the truck carrier maintained stations for the 
receipt and dispatch of freight. When the Commission sus- 
pended the pick-up and delivery tariffs of railroads in official 
classification territory truck carriers were advised by word from 
traffic officials of the American Trucking Assciations, Inc., 
to limit their pick-up and delivery provisions so that they 
would not apply within Official Classification Territory. The 
idea back of that advice was that the trucking association 
desired to convey to the eastern railroads that truckmen did 
not want to fight with the railroads and that therefore they 








would not enforce the collection and delivery provisions of their 
tariffs in eastern territory. 

A number of truck carriers, acting on the advice from the 
association filed applications with the Commission authorizing 
them to limit pick-up and delivery provisions in their tariffs 
so that they would not apply in official classification territory, 
on one day’s notice. Inasmuch as pick-up and delivery tariffs 
with provisions for allowances for consignors and consignees 
are in effect in southern and western territories truck tariffs 
in them will stand as filed. 

Among the tariffs filed with the Commission providing 
for pick-up and delivery service were several in which water 
lines subject to the Commission offered to perform pick-up 
and delivery service on less-than-carload freight intended for 
or which had received transportation by water. Tariffs of 
that character were given motor carrier numbers, although 
no concurrences therein were shown by any local cartage truck- 
men or common carriers by trucks. Such tariffs, it is be- 
lieved, will have to be canceled. 

The question as to pick-up and delivery service in connec- 
tion with carriers by water and by rail was treated by the 
Commission in a notice issued to all motor carriers subject 
to sections 216, 217 and 218 of the motor carrier act dated 
February 13. The Commission in that notice said: 


In the case of motor carriers who perform local pick-up and de- 
livery service for rail or water carriers or inter-city motor carriers, 
it will be sufficient, until their status under the act has been definitely 
determined by the Commission, to file schedules of their minimum 
charges for such service. They are not precluded, however, from filing 
tariffs, if they choose to do so. 

Until the Commission has determined the status of such local pick- 
up and delivery carriers, line-haul carriers may publish tariffs or 
schedules providing for pick-up and delivery service without showing 
therein the participation of the local pick-up and delivery carriers, 
if the latter have filed tariffs or schedules, or both, as provided in 
the paragraph above. 


The class rates tariffs of motor vehicle operators in many 
instances resemble railroad class rate tariffs more closely than 
most twins and fully as closely as the proverbial peas in a 
pod. The class rate tariff of the Central Motor Freight Asso- 
ciation, Inc., Harry M. Slater, agent, MF-1 I. C. C. 4, for in- 
stance, to the eye looks like a copy of the class rate tariff 
filed by B. T. Jones for railroads in that same general terri- 
tory. 

Exact comparison cannot be made at this time for the 
reason that the Commission has not set up a method whereby 
publications filed in this section of tariffs in the Bureau of 
Motor Carriers and publications of the railroads in its section 
of tariffs of the Bureau of Traffic in the railroad part of the 
Commission’s offices may be compared. There is at present 
no mode of operation whereby the volumes of class rate tariffs 
filed by the two classes of transportation agencies can be laid 
alongside of each other by the ordinary citizen who is seeking 
to make a comparison by looking first at one book and then at 
another. The public reference rooms in which tariffs of the 
two classes of agencies may be examined are far apart. 

The class rate tariff of the Central Motor Freight Asso- 
ciation, Inc., is a volume of 994 pages. Section 3 thereof, ap- 
plication of rates, shows such-application between groups 1 
to 20 on the one hand, and groups 2 to 1444 on the other. 
Section 4 shows tables of rates applying in connection with the 
rate bases numbers used in section 3, arranged in groups of 
seven numbers, running to 7900. 

Other Central Motor Freight Association, Inc., tariffs take 
the numbers preceding No. 4, all effective April 1. 





‘hese motor truck tariffs are being abstracted in the Daily Traffic 
World and the weekly Traffic Bulletin. We hope to have the accumu- 
lation cleaned up by next week. Thereafter, we shall digest current 
motor tariffs as promptly as for years we have been doing the same 
thing with railroad, express, and Shipping Board Bureau tariffs.— 
Editor The Traffic World. 


ee 





GRANDFATHER CLAUSE CASES 
A number of state commissions have made representations 
to the federal body to the effect that applicants who have asked 
it for certificates as common carriers or permits as contract 
carriers under the grandfather clause of the motor carrier 
act have not operated in those states in such a way as to en- 
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ONNECTING links between exporter or importér and the ends of the earth 
are speedy Erie tugs which ply New York Harbor. Erie service goes on 
where rails must end—taking you to the world or bringing the world to you. 


Even last-minute shipments make foreign-bound vessels. Incoming commodities are sped 

towards your door. Modern lighters and barges, spacious docks and warehouses, eleva- 

tors and special handling equipment are at your disposal. And also at your disposal is our 
experience—over nearly a century—of smoothing the path for exporter and importer. 


Here, as elsewhere on the Erie, every man bends himself to the creed—the freight must go 
through safely and on time. No matter what your shipping problem, the Erie will serve you 
well. Call our representative today, and learn how Erie’s export-import service saves. 


























PAGE 638 





title them to certificates or permits under the grandfather 
clause. Director Rogers, of the Bureau of Motor Carriers, 
when asked about the matter, expressed the belief that there 
might be two thousand of such representations. 

According to information attributed to the Texas commis- 
sion that body has made 768 representations of that character. 
Virginia and Minnesota have also acted in a large number of 
applications. In general the representations of the state bodies 
are that the applicants have not authority to be common car- 
riers or contract carriers because they have not carried out 
the provisions under the state laws and that therefore they 
have not the right to operate as claimed in their applications. 

Director Rogers said that inasmuch as the Commission had 
not yet prescribed regulations concerning insurance to be car- 
ried by motor carriers the question of certificates or permits 
was not pressing for solution in the immediate future. Issuance 
of certificates and permits, he pointed out, was not to be made 
until after provision for insurance had been made. The direc- 
tor said that no arrangements had been made for hearings on 
the applications for certificates and permits, even where hear- 
ings were deemed necessary on account of objections or protests 
by state authorities or business competitors of applicants for 
certificates or permits. 


NEW YORK CONTIGUOUS AREA CASE 


Widely divergent views are shown in briefs filed in BMC 
C-2, the investigation to determine the extent and area of the 
municipality of New York, N. Y., and municipalities contigu- 
ous thereto and the zone adjacenet to and commercially a part 
of such municipality or municipalities. The Commission is 
under obligation by reason of section 203 of the motor carrier 
act to determine the contiguous and adjacent areas so as to 
exempt them from the operation of the act. 

In a brief on behalf of the Chamber of Commerce of 
the state of New York, Merchants’ Association of New York, 
Port of New York, Authority, Brooklyn Chamber of Commerce, 
Chamber of Commerce Borough of Queeens, Chamber of Com- 
merce City of Newark, N. J., Elizabeth.Chamber of Commerce, 
New Jersey Industrial Traffic League, New Jersey State Cham- 
ber of Commerce, Bristol-Myers Co., Congoleum-Nairn, Inc., 
Johns-Mansville Corporation, Lehn & Fink, Inc., Merck & Co., 
Inc., Weyerhaeuser Timber Co., and Ichabod T. Williams & 
Sons Co., arguments are made for inclusion in the exempted 
area territory slightly more extensive than that defined by 
the Census Bureau as the New York metropolitan area. The 
definition advocated by it was published by the Merchants’ As- 
sociation of New York in 1927, according to the brief. That 
area as advocated by this brief embraces New York City and 
the municipalities in New Jersey adjacent to New York harbor 
and a zone taking in adjacent territory in New Jersey, West- 
chester County, N. Y., Fairfield County, Conn., and Long Island. 
The brief declares that unless the Commission finds that the 
metropolitan area so defined is under the exemption carried 
in the act, it must find from the record that some other area 
is the true metropolitan area and the contiguous or adjacent 
territory that is commercially a part of New York. 

The Merchant Truckmen’s Bureau of New York recom- 
mends that the Commission adopt as the metropolitan area of 
New York that district defined by the Census Bureau in 1930 
which is not quite so large as the area proposed in the pre- 
ceding brief. 

The New York Furniture Warehousemen’s Association, 
Upper New York Warehousemen’s Association, Long Island 
Warehouse Association, Movers’ Association of Westchester 
County, Van Owners’ Association of Greater New York, and 
the New Jersey Warehousemen’s Association, advocate con- 
fining any exempt area within state lines, or in the alternative 
that if an exemption be granted, the carriage of household 
goods in interstate commerce by motor vehicle shall not be 
included in such exemption. 

The brief for the New Jersey Motor Truck Association of 
Jersey City, N. J., says that “if regulation is to be effective 
and bring order out of chaos, the exempt area must stop at 
state lines.” 

“Without regulation in the metropolitan trading area,” 
says that brief, “the shippers will continue to have the truck- 
men under their thumbs and compel them to resort to price- 
cutting, continual bickering and quarreling among themselves 
—for whose benefit?—the shipper, because he then pays a 
lower rate to have his merchandise transported. The act was 
framed to remedy, in part, just such an obnoxious situation as 
is referred to here, and, to reiterate, to allow such practices to 
persist would vitiate and void the true intent of the act.” 

Continuing, the brief said that should a large area be de- 
termined to be exempt around New York City, and a similarly 
sized large area be exempt in the Philadelphia-Camden area, 
it was readily apparent that such exempt areas would overlap 
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in New Jersey, leaving but a small part of that state to be 
regulated by the Commission. It was hardly necessary, added 
the brief, to point out the ridiculous conditions that would re- 
sult from such a situation. 

“That there would be discrimination between truckmen 
operating exclusively within the metropolitan area to be exempt 
and those operating from outside such area, is apparent,” says 
the brief. ‘For example, if the area within a 40-mile radius is 
to be exempt, this means that the truckman operating exclu- 
sively therein, may travel 80 miles without coming within the 
Commission’s jurisdiction—not necessary to carry liability in- 
surance, keep accurate records, file rates, and tariffs, etc., thus 
perpetuating the old ‘chiseling’ methods of unfair competition, 
operation of old, antiquated, unsafe equipment as has existed 
in the past, without regulation.” 


KEESHIN LINES UNIFICATION 


The application of the Keeshin Transcontinental Freight 
Lines, Inc., made in docket No. BMC-F 12, to acquire control 
of Seaboard Freight Lines, Inc., a Connecticut corporation; 
S. F. L., Inc. (formerly Seaboard Freight Lines, Inc.), a New 
York corporation; Seaboard Freight Lines, Inc., a Massachu- 
setts corporation, and United Motor Lines, Inc., a Connecticut 
corporation (see Traffic World, March 28), covers that part of 
the Keeshin system extending east from a north and south 
line through Syracuse, N. Y., and Washington, D. C. A map 
in the application as an exhibit shows a single line extending 
from Albany to a point a few miles west of Syracuse and a 
double line for most of the way from Albany, N. Y., through 
New York, Philadelphia, Wilmington and Baltimore, to Wash- 
ington. Eastward from the Hudson River the map shows 
routes of the Keeshin system covering the western part of 
Massachusetts, eastern New York and western Connecticut. 
East of the north and south line through Springfield, Mass., 
Hartford and New Haven, Conn., the map shows single lines 
from New Haven to Providence, R. I., from Hartford to Provi- 
dence, and from Springfield to Boston, Mass., with a shore 
line extending from Boston through Providence, New Haven 
and Bridgeport down to New York. In addition the map shows 
a line from Boston to Fitchburg, Mass., a line from that city 
through Worcester to a connection with the Springfield-Bos- 
ton line at Northbridge, Mass. 

The applicant says there is no financial or other relation- 
ship, direct or indirect, existing at the present time between 
it, its stockholders or its subsidiary corporations and the other 
party to the proposed transaction except that a relationship 
might be shown by the financial transactions between the appli- 
cant and Lehman Brothers, on the one hand, and Lehman 
Brothers and some of the corporations, the stock of which is 
to be acquired, on the other. Another exception is created by 
the fact set forth in the application that at Albany, N. Y., 
Keeshin Motor Express Co., Inc., of New York leases a part of 
its terminal to Seaboard Freight Lines, Inc. 


KEESHIN-GREAT WESTERN SERVICE 


Jobbers in the Twin Cities appeared before Examined 
Disque in Minneapolis this week at the hearing in I and S. 
4186, trucks on flat cars between Chicago and the Twin Cities, 
to protest against the Great Western tariff naming flat rates 
for hauling truck trailers loaded with merchandise freight 
from Chicago to the Twin Cities on flat cars. They said that 
to permit that service to go in over one railroad would be to 
the advantage of such jobbers as could use that road and to 
the detriment of those who could not route their traffic that 
way. 

The principal objection, however, seemed not to be against 
the practice proposed to be instituted cooperatively between 
the Keeshin Motor Express Company and the Great Western, 
as to the manner in which it was intended to apply the rates 
on the traffic. F. B. Townsend, traffic director, Minneapolis 
Traffic Association, said he would have no objection provided 
the service was put in under joint rates in which the Great 
Western and the Keeshin company were participants. He did 
not care, he said, how the divisions of such rates might be ar- 
ranged. B. F. Parsons, traffic manager of the railroad, on the 
stand at the time, said that so far as he and the officials of the 
Great Western were concerned, such an arrangement would be 
satisfactory, but that there were obstacles in the way. Pressed 
to name those obstacles, Mr. Parsons declined. Luther M. 
Walter, trustee of the Great Western and attorney for the 
railroad, said he saw no objection in stating the situation. He 
then explained that the Great Western was precluded from 
entering into a joint rate arrangement with the Keeshin Com- 
pany by a resolution adopted by the Association of American 
Railroads at a meeting in Chicago, November 6, 1935, in which 
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the members of the A. A. R. generally pledged themselves not 
to make voluntary joint rate arrangements with truck lines. 

Among other objections voiced by local interests was that 
the proposed tariffs would break down the Chicago-Twin Cities 
merchandise freight rate structure, and that an increase in the 
receipt of L. C. L. freight in the Twin Cities via trailers on 
flat cars would jeopardize the supply of empty box cars for 
outbound loading. The first objection, it was pointed out, would 
be overcome were a joint rail-truck rate possible. As to the 
second, railroad witnesses said that shippers need have no 
apprehension that they would not get box cars at any time they 
had any traffic to give the railroads. 

The Commission has overruled the motion of the Chicago 
Great Western (not C. & N. W., as incorrectly stated in the 
March 28 Traffic World) for vacation of its order of suspension 
in I. and S. No. 4186, trucks on flat cars between Chicago and 
Twin Cities. Overruling of the motion means that the Com- 
mission will carry the case to conclusion after hearing and 
argument. 


KEESHIN-B. & 0. CONTRACT 


All pick-up and delivery service on merchandise freight 
received or delivered by the Baltimore and Ohio will be handled 
by the Keeshin Motor Express Company under a contract dated 
to go in effect April 1. Under the contract the Keeshin com- 
pany becomes the cartage agent for the railroad at all points 
on its line under its universal L. C. L. pick-up and delivery 
tariffs, which also were to be effective April 1. According to 
J. L. Keeshin, president of the motor express company, the 
service will be performed at some points by Keeshin employes 
using Keeshin equipment. At other points the Keeshin com- 
pany will make individual contracts with local cartage opera- 
tors to handle the business. This, Mr. Keeshin said, was being 
done for two reasons. The first was the desire on the part of 
both the railroad and his company to maintain the good will 
of the local operators, the second was the fact that in many 
places the responsibility could be placed locally with more 
convenience and at less cost than would be the case were the 
Keeshin company to attempt to do all of the work within its 
own organization. In connection with the new service, the 
Baltimore and Ohio has begun construction of a large, modern 
truck terminal at its 26th street yards in New York City. 


TRANSCONTINENTAL TRUCK CLASSIFICATION 


Transcontinental Motor Truck Freight Classification No. 1, 
the classification developed by the Keeshin organization, has 
been filed with the Commission. It names ratings on less than 
truckload traffic only. Including the three Keeshin corpora- 
tions in Illinois, Indiana, and New York, the classification lists 
78 concurring motor carriers. The index of articles specifically 
rated in the tariff covers 60 two-column pages. Rule 16 pro- 
vides for a column 1 rating on all articles not specifically listed. 
All articles are rated under six classes, or columns, though 
there are a few articles of light weight and high value listed 
at 1% or 2 times first class. Rule 8 of the classification specifies 
the ratings applicable on mixed shipments. It provides for 
the assessment of the column rating on each article at the 
actual weight, the minimum charge on the entire shipment 
to be no less than the rate on 100 pounds at the column 1 
rating. 

Anthony E. Sicilia is agent for the classification. He is 
also agent for the Keeshin Motor Express Company’s tariff No. 
1, naming local, joint and proportional rates in Connecticut, 
Illinois, Indiana, Iowa, Kentucky, Massachusetts, Michigan, 
Minnesota, Missouri, Nebraska, New Jersey, New York, Ohio, 
Pennsylvania, Rhode Island, Tennessee, West Virginia and 
Wisconsin, on which more than 50 concurrences have been filed. 


PENNSYLVANIA TRUCK CONVENTION 


The Pennsylvania Motor Truck Association will hold its 
annual convention aboard the Steamship Seeandbee on a 
three-day cruise on the Great Lakes June 18 to 21. The cruise 
will begin and end at Erie, Pa. 


JOINT MOTOR BOARDS 


The Commission, by division 5, has rescinded its order of 
March 18 approving Charles A. Root to represent Idaho on 
Joint Board No. 6 in place of Harry Holden, who, it was said, 
could not serve. Holden had been appointed by order of March 
4. When the Commission rescinded its approval of Mr. Root it 
reinstated the order of March 4 appointing Mr. Holden and said 
that it remained in full force and effect. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for Jan- 
uary, 1936, shows 9,830 cars held overtime—a percentage of 
— against 8090—a percentage of 05.70—for January, 
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PICK-UP AND DELIVERY CASE 


The Traffic World Washington Bureau 


Surprising the railroads and delighting the motor vehicle 
interests, the Commission, in I. and S. No. 4191, by a vote 
of saven to three, has suspended the pick-up and delivery tariffs 
of Official Classification Territory railroads, from April 1 to 
November 1, 1936. The suspension order was issued March 
31, the day after arguments were made before the entire Com- 
mission on the protests against and requests for the suspen- 
sion of the tariffs in question, dated to be effective April 1. 

Representatives of the railroads did not expect the order 
of suspension. Representatives of the motor vehicle interests 
were hopeful. They could not, however, forget the fact that 
January 20 the Commission had voted not to suspend the col- 
lection and delivery tariffs of western railroads, the vote 
against suspension being six to four. Linked with that recol- 
lection was memory of the fact that February 7, division 2, 
following the precedent of January 20, refused to suspend the 
tariffs of southern railroads, which had been filed on account 
of the competition that had been set up at common points 
between them and western railroads at points served by car- 
riers having rails in both territories. 

Motor vehicle interests, notwithstanding the action of the 
Commission in respect of the tariffs of southern and western 
railroads, continued the fight for suspension of pick-up and de- 
livery tariffs filed by the eastern lines to the last minute. 
The Truckmen’s Storedoor Committee of New York, for ex- 
ample, wired a request to President J. J. Pelley of the Asso- 
ciation of American Railroads just before the arguments March 
30, asking Mr. Pelley, in the name of the association to request 
the Commission to suspend first and investigate afterward and 
to get the facts concerning what the committee called the 
income-destroying program on the table, “with full proof as 
to the cost of the proposed service and disclose its effect on 
the net revenue of all less-carload traffic of carriers.” The 
committee suggested to Mr. Pelley that if “you are seeking 
cooperation, there is no better place to get it than from your 
natural allies, the local trucking interests, who have close and 
intimate daily contact with hundreds of thousands of shippers 
of freight throughout the country.” 

Letters on the subject continued to reach the Commis- 
sion, largely from motor vehicle interests, up to the time the 
vote for suspension was announced. 


Nothing other than the usual announcement concerning 
the order of suspension was given out by the Commission. It 
was understood, however, that arguments by motor vehicle 
interests as to the duties laid on the Commission by the motor 
carrier act produced a considerable effect on members of the 
regulating body. That phase of the subject was not particu- 
larly emphasized in the proceedings concerning the pick-up 
and delivery tariffs of the western and southern railroads, 
although the points discussed in the protests and arguments 
in this proceeding were mentioned in the earlier proceedings. 
The Commission’s notice concerning the suspension of the 
tariffs follows: 


By order entered today in I. and S. docket No. 4191, the Com- 
mission suspended from April 1, 1936, until November 1, 1936, the op- 
eration of schedules as published in Agent W. S. Curlett’s I. C. C. No. 
A-486 and numerous other tariffs of agency and individual lines issues. 

The suspended schedules propose to establish pick-up and delivery 
service in connection with shipments of freight moving on less carload 
or any quantity rates at various origin and destination points in of- 
ficial classification territory, without charge in addition to applicable 
line-haul rates. They also propose an allowance to shippers or receivers 
of freight at points where pick-up and delivery service is authorized 
where such shippers and receivers elect to perform their own pick-up 
and delivery service. ° 


Suspension by the Commission of pick-up and delivery 
tariffs of Official Classification Territory railroads leaves those 
carriers at a disadvantage, perhaps more technical than real, 
at border points, such as St. Louis, Chicago, Louisville and 
Cincinnati, where they come into competition, in a limited way, 
with carriers in the Western and Southern Classification ter- 
ritories. Southern and Western carriers have free pick-up and 
delivery service, with allowances to consignors and consignees 
who elect to perform pick-up and delivery service for them- 
selves for the five cents a hundred pounds allowance. 

The eastern carriers will also be at a disadvantage in Offi- 
cial Territory at points where common carriers by vehicle 
provide for pick-up and delivery allowances to and from the 
stations maintained by them, in the event such carriers do not 
follow the advice of American Trucking Associations, Inc., 
to limit the application of the allowances so they will not apply 
within Official Classification Territory. That organization ad- 
vised truckers to limit their pick-up and delivery tariffs so that 
they would not apply in Official Territory. 

Suspension of the tariffs which would have brought free 
pick-up and delivery service, with allowances for consignors 
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and consignees into operation April 1, however, leaves the 
eastern district railroads with such pick-up and delivery serv- 
ice as they had prior to that date. At present many of the 
railroads serving Central, Trunk Line and New England ter- 
ritories, for instance, the Pennsylvania, Nickel Plate, Erie, 
and Boston and Maine, furnish pick-up and delivery service 
at many points within those freight rate sub-divisions of Offi- 
cial Classification Territory. In some instances, particularly in 
connection with movements under class rates for distances 
of 260 miles and less, where truck competition is most severe, 
no charge is made in addition to the line-haul rate for the 
pick-up and delivery service. In other instances, particularly 
for the shipments moving for comparatively long distances 
or under commodity rates, charges for pick-up and delivery 
services are made in addition to the line-haul rate or charge. 

Such additional charges range from one to six cents a hun- 
dred pounds. Those charges are believed to be lower than the 
cost to consignors or consignees performing the service for 
themselves. In behalf of the Pennsylvania it was declared, 
at the arguments on the protests and petitions that resulted in 
the suspension of the rail tariffs, that the average cost to that 
company of making pick-up and delivery was 8.2 cents a 
hundred pounds. Generally the carriers that have pick-up and 
delivery service for their own freight make a charge of six 
cents a hundred pounds for making deliveries of inter-line 
freight. That is to say that if a consignee receiving a ship- 
ment from a point on the Baltimore & Ohio asks the Penn- 
sylvania to deliver the shipment to his place of business the 
Pennsylvania charges for the service at the rate of six cents 
a hundred pounds. 

In the tariffs suspended by the Commission in I. and S. 
No. 4191, the carriers that now have pick-up and delivery 
service and many other eastern railroads propose to provide 
that service on less-than-carload freight or freight moving on 
any-quantity rates at many additional points without additional 
charge over and above the line-haul rate on traffic subject to 
rates of 30 cents or more a hundred pounds. The service 
would be performed on traffic moving on rates of less than 30 
cents by applying the difference between the actual rate and 
30 cents as a charge for the service. In addition the carriers 
proposed to make an allowance of five cents a hundred pounds 
to consignors and consignees who elected to make their own ar- 
rangements for the pick-up and delivery services authorized in 
the tariffs, such allowances to be made only on shipments de- 
livered by consignor or consignee at the carriers stations and 
handled by highway vehicle. 

Answering the protests and requests for suspension of the 
pick-up and delivery tariffs of the eastern trunk lines, the 
Trunk Line Association asserts that door-to-door transportation 
has come into such general use that shippers are accustomed 
to it, rely on it, and demand it. 

“It is a commercial necessity,” says the trunk line answer. 
“That demand is met in various ways, by direct truck service, 
by containers, by express and forwarding companies which 
furnish a collection and delivery service, and quite generally 
by railroads throughout the United States in connection with 
terminal truck service, but whether by one method or another, 
door-to-door transportation of less-carload freight has come to 
be an essential commercial requirement.” 

Recognition of these facts, says the answer, appears in the 
forty-fifth annual report of the Commission, December 1, 1931, 
under the heading the “Railroad Future.” In that report the 
Commission expressed the opinion that on account of the in- 
herent advantages of the railroads it could not believe that 
they would not be able to withstand the competition of the 
motor trucks. But, it added, the service must be provided 
which the shippers demand and require and in this connection 
the Commission says, it is probable that motor service may 
with advantage be used to supplement or to coordinate with 
the rail service, bringing the combined service to the store 
door. 

A declaration that the railroads were before the Commis- 
sion to show that “we have made new net money” by reason of 
having instituted pick-up and delivery service, made by Joseph 
S. Eshelman, one of the attorneys for the eastern railroads, 
marked an all-day argument March 30 before the entire Com- 
mission on the protests and petitions for suspension of the pick- 
up and delivery tariffs of eastern railroads. The declaration 
attracted more than an ordinary amount of attention because 
in many of the requests for suspension trucking interests had 
indicated an opinion that railroads would lose money if they 
were permitted to install the service and that this loss would 
be in addition to the destruction of local trucking interests. 

Commissioner Eastman observed to Mr. Eshelman that he 
had certain facts. He asked Mr. Eshelman whether it wouldn’t 
be better to have a suspension of the tariffs so that all could 
have the data to which Mr. Eshelman was referring and subject 
the railroads to cross-examination at a formal hearing. Mr. 
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Eshelman said “No.” Unless there had been a showing of 
illegality, he added, the railroads should be allowed to make 
the experiment. He said pick-up and delivery cost the Penn- 
sylvania 8.2 cents a hundred pounds. 

“We are here to show that we have made new net money,” 
reiterated Mr. Eshelman. “We are making money on our 
pick-up and delivery service. We know we have made econ- 
omies. We have saved switching. We know we used 100,000 
fewer cars in 1935 and transported more than 300,000 additional 
tons. We know the collection and delivery service is used on 
more than 50 per cent of our local freight and more than 25 
per cent of our interline business.” 

In some of his declarations, Mr. Eshelman was referring 
particularly to the Pennsylvania, a member of whose legal 
staff he is. He was, however, speaking generally for the eastern 
railroads. M. B. Pierce, of the Erie, also appeared generally 
for the eastern carriers. 

Up to the time of the informal arguments on the protests 
and requests for suspension the railroads had not directly 
made any answer to the efforts of the motor vehicle industry 
to bring about suspension of the tariffs. They had depended 
on W. S. Curlett and other agency officials to speak for them. 

The Commission assigned time for discussion of the subject 
to C. E. Cotterill, for the Express Owners’ Association; J. N. 
Beall, and Edward S. Brashears for the American Trucking 
Association, Inc.; Parker McCollister for the Merchants’ Truck- 
men’s Association; A. B. Tanner, for the Cartage Exchange of 
Chicago; Alexander Markowitz for the New York & New 
Brunswick Auto Express; T. H. Burgess, New York Dock 
Railway; Wilbur LaRoe, Jr., for the Port of New York Author- 
ity; Fred O. Nelson, Jr., a New York truckman; and R. A. 
Cook for the Shippers’ Conference of Greater New York. 

Mr. Cotterill said the facts in this situation were sufficiently 
different from those which constrained the Commission, by a 
six to four vote, to decline to suspend pick-up and delivery 
tariffs in the western and southern districts to make it a dif- 
ferent situation warranting different action. Costs in this 
congested area, Mr. Cotterill said, were twice as great as in 
the west and the south while the class rate structure was but 
little more than half as high. He said the rate structure in the 
east was not designed to allow absorption of delivery costs of the 
line haul charges. He pointed out that the class rate scale in 
the east for a 100 mile haul was 56, 48, 39, 31 and 28 cents on 
the four numbered and the lettered class and asserted that the 
cost of truck delivery was not less than 20 cents a 100 pounds. 
Some, he said, asserted that the cost was as high as 20 cents a 
100 pounds. 

The question was not, said Mr. Cotterill, whether the time 
had come when the service of the railroads should be extended 
door-to-door but whether the Commission should permit the 
wrecking of an industry which had just been placed under its 
jurisdiction. The railroads, he said, had not the right to experi- 
ment with the lives and property of others. 

It was not to be assumed that this arrangement would 
bring in a dollar of added revenue or a pound of new traffic, 
said Mr. Cotterill. The motor trucks, he said, would see to that. 
He characterized the proposed service as a species of rate 
cutting based on a misconception of factual and legal situations. 

Speaking of the law phrase of the matter, Mr. Cotterill 
said “we,” the motor industry, never thought when the motor 
carrier act was passed that the railroads could use motor trucks 
to extend their lines without obtaining a certificate of public 
convenience and necessity. He contended that if they used 
motor trucks they had to obtain certificates of public conveni- 
ence and necessity. 

Mr. Beall, of counsel for the ATA, said it was clear that 
one of the most important questions was whether jurisdiction 
over store-door collection and delivery by railroads was under 
part 1 or part 2 of the interstate commerce act. He said that 
if the position he would take was tenable then these and all 
similar tariffs were subject to being stricken from the Com- 
mission’s files for the reason they had no legal basis. That, 
he said, was the case irrespective of other defects such as 
being inconsistent with the public interest, illegal as rebates and 
unsound economically, all of which he thought were abundantly 
present and subjected the tariffs to suspension. 

His idea was that the railroads had not the power to file 
the tariffs extending their service in the manner proposed. 

According to the view of Mr. Brashears, general counsel 
of the A. T. A., the exemption of trucks in municipalities and 
contiguous territory does not exempt trucks employed by rail- 
roads form the motor carrier act. If the Commission did not 
apply part 2 of the interstate commerce act to operations by 
the railroads the effect, he said, would be to permit the rail- 
roads to extend their operations by means of trucks with but 
little control by it. 

Not only would the proposed operation be unlawful, said 
Mr. McCollester, but it would wreck another industry, the 
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local trucking men for whose organization he was speaking. 
Pick-up and delivery service, he said, had never been investi- 
gated or inquired into in the eastern district. Before the Com- 
mission allowed the extension here proposed, he said, the Com- 
mission should hold an investigation with a view to a deter- 
mination whether the claims heretofore made for the service 
by the railroads had been realized. 

The tariffs, Mr. Burgess contended, violated section 3, so 
far as the New York Dock Railway was concerned. He read a 
telegram he had received from the president of that carrier 
after he had come to the argument telling of the desertion of 
the dock railway by a Brooklyn department store because there 
was no provision in the tariff for such service to the customers 
of the dock railway while there was provision for service on 
other railroads. He pointed out that about 67 per cent of the 
road’s business was less-than-carload freight on which its divi- 
sions averaged eleven cents a hundred. 

Mr. LaRoe said that the Port Authority of New York 
favored the principle of pick-up and delivery but asked for 
suspension of the part of the tariff pertaining to service through 
its station in New York, in “No Man’s Land,” because the tariffs 
discriminated against that station, owned by New York, al- 
though operated by the railroads involved. He said that these 
tariffs were a step in the wrong direction as they tended to 
restore the terminal service on Manhattan to the stations, cost 
at which was $4.42 a ton. That cost, he said, would be raised 
to $5.42 a ton by these tariffs. He said that that was no solu- 
tion of the Manhattan terminal situation that did not get away 
from the pier stations and use of trucks in the streets of New 
York as was here proposed. He suggested that a suspension 
of that part of the tariffs for a few days would be sufficient 
to have the matter cleared up. 

Mr. Nelson, a New York truckman, spoke in opposition to 
the plan of the railroads and was heartily applauded by a large 
number of truckmen attending the arguments. The applause 
came when he said the plan would ruin the truckmen. 

Mr. Cook, for the Shippers’ Conference of Greater New 
York, said he thought the railways were entitled to make the 
experiment and that if the Commission allowed the tariffs to 
become effective the Commission could work out the defects 
in the plan. 

Mr. Pierce in the course of a colloquy with Commissioner 
Porter, said in effect that nothing he had heard in this argu- 
ment or seen in print showed that the proposed allowance of 
five cents to consignors or consignees who performed service 
for themselves was not entirely legal. 


Rudolph Rand, speaking for Mayor LaGuardia of New 
York, expressed the hope that the Commission would work 
out a plan that would not add to the labor troubles of the city 
or to the relief rolls thereof. He said the city had just gone 
through a bad labor situation and wanted no more of it, his 
reference being taken to apply to threats that if the tariffs 
were allowed to become effective truckmen would strike. 


BURDEN ON MOTOR TRANSPORT 


The Supreme Court of the United States in an opinion by 
Justice Sutherland in No. 520, John D. Bingaman et al.’ vs. 
Golden Eagle Western Lines, Inc., on appeal from the federal 
district court for the district of New Mexico, has held invalid 
as applied to an interstate motor bus operation section 3 of a 
New Mexico act imposing an excise tax on the sale and use of 
gasoline and motor fuel. 

The Golden Eagle Western Lines did no intrastate business 
in New Mexico. Section 3 of the act in question prohibits any 
“distributor” from importing, receiving, using, selling or dis- 
tributing any motor fuel, unless such distributor is the holder 
of an uncancelled annual license issued by the state comptroller 
for which a fee of $25 is exacted for each distribution station 
or place of business or agency. 

A “distributor,” as defined by section 1 of the act, said the 
court, includes a corporation consuming and using in the state 
any motor fuel purchased in and brought from another state. 
The court said the effect of the statute was to compel a com- 
mon carrier engaged exclusively in interstate transportation 
to procure a license as a “distributor” and pay an excise tax 
on the use of motor fuel purchased in and brought from an- 
other state and used only in such transportation. 

The bus line brought suit to enjoin enforcement of the 
act against it on the ground, among others, that the provisions 
in issue constituted a regulation of interstate commerce in con- 
travention of the commerce clause of the federal Constitution. 
It won the case in the lower court and the state officials ap- 
pealed. In the opinion Justice Sutherland said: 


The case turns upon the question whether the pertinent statutory 
provisions exact a charge as compensation to the state for the use 
of its highways, or impose an excise tax for the use of an instrumen- 
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tality of interstate commerce. If the former, the tax should be sus- 
tained; if the latter, it clearly contravenes the commerce clause and 
must be held bad. Helson and Randolph vs. Kentucky, 279 U. S. 245, 
and cases cited. The state supreme court has construed the provisions 
in Geo. E. Breece Lbr. Co. vs. Mirabal, 34 N. Mex., 643, and Trans- 
continental & Western Air, Inc., vs. Lujan, 36, N. Mex., 64; and the 
court below, rightly concluding that it was bound by this construction,* 
thought that it settled the matter against the validity of the tax. 
With this view we agree. 

The New Mexico decisions dealt with an earlier act, the terms 
of which, however, without material change, were carried forward 
into the act of 1933, with the result that the new act became a con- 
tinuation of the earlier one. Bear Lake Irrigation Co. vs. Garland, 
164, U. S. 1, 11-14. Compare Posados vs. National City Bank of New 
York-U. S., January 6, 1936. In the Breece case the state court held 
that the exaction was a general excise tax upon the use of all gaso- 
line in the state, and that it was not imposed for the use of the 
state roads. The court considered the suggestion that the entire 
proceeds of the tax were devoted by law to the building and im- 
provement of the state highways, but said that this would not alter 
the fact that the tax was not exacted for the privilege of using these 
highways. The Lujan case reached the same conclusion. The state 
court drew a sharp distinction between the excise tax on the sale 
and that on the use of gasoline, holding the first to be valid and the 
second to be repugnant to the commerce clause of the federal con- 
stitution as applied to an interstate air carrier. Both cases definitely 
refused to accept the view that the tax was a charge for the use 
of the highways. Appellants contend that the refund provisions of 
the later 1931 statue, supra, nevertheless, demonstrate that the state 
legislature intended that the excise tax now in question should con- 
stitute compensation for use of the highways. But the so-called refund 
provisions apply only in the case of taxes collected upon the pur- 
chase of gasoline, not of taxes collected for its use. Moreover, the 
states court in the Lujan case, p. 74, considered a like contention 
and rejected it as without substance. 

As applied to appellee, an interstate carrier doing no intrastate 
business of any description, section 3 of the act, which exacts license 
fees from distributors, is plainly invalid as imposing a direct burden 
upon interstate commerce. Crutcher vs. Kentucky, 141, U. S. 47, 
58-59: International Textbook Co. vs. Pigg, 217 U. S. 91, 108-113. 


*U. Ss. vs. Kombst, 286 U. S. 424, 426; Frost Trucking Co. vs. R. R. 
Comm. of California, 271 U. S. 583, 591-592. 


GRADE CROSSING ACCIDENTS 


Despite the efforts of the railroads and various safety or- 
ganizations to impress on the public the necessity for exer- 
cising greater precaution in passing over highway-railroad 
grade crossings, more persons lost their lives in 1935 in acci- 
dents at grade crossings than in any year since 1931, according 
to complete reports for the year received by the safety section 
of the Association of American Railroads. 

These reports showed that in 1935, 1,680 persons were 
killed in accidents at highway-railroad grade crossings. In 
1934 fatalities resulting from such accidents totalled 1,554; in 
1933, 1,511; in 1932, 1,525 and in 1931, 1,811. 

Persons injured in such accidents in 1935 totaled 4,658 or 
an increase of 358, compared with the preceding year. 

Accidents at highway-railroad grade crossings in 1935 
totaled 3,933 compared with 3,728 in 1934. 

For the month of December, fatalities from grade cross- 
ing accidents totaled 220 or an increase of 43 above the num- 
ber of such fatalities in December, 1934, while persons injured 
totaled 606 compared with 525 in the same month the preced- 
ing year. Reports showed accidents at highway-railroad grade 
crossings in December, 1935, with 444 in December, 1934. 

Although the number of fatalities from highway-railroad 
grade crossing accidents in 1935 was somewhat greater than in 
the preceding three years, there has been an improvement in 
recent years in the grade crossing accident situation, due to 
the safety campaigns which the rail carriers, motor and other 
organizations have conducted. * This is shown by the fact that 
from 1923 to 1930, inclusive, there was never fewer than 2,000 
fatalities from such accidents in any one year, the peak year 
having been in 1928 when 2,567 persons lost their lives. 

Since 1928 the number of automobiles registered each 
death in grade crossing accidents has been steadily increasing, 
there having been in 1928 one death for each 9,638 automobiles 
registered, compared with one death for each 16,019 automo- 
biles registered in 1934. 





CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
March 1-14, inclusive, was 193,337, according to the Association 
of American Railroads. It was made up as follows: Box, 
89,422: auto, 12,823; total box, 102,245; flat, 8,912; gondola, 
21,626; hopper, 25,801; total coal, 47,427; coke, 601; S. D. stock, 
21,681; D. D. stock, 4,024; refrigerator, 7,387; tank, 344; mis- 
cellaneous, 716. Canadian roads reported a surplus of 16,503 
cars, made up of 13,152 box, 540 auto, 1,299 flat, 454 gondola, 
468 S. D. stock, 178 refrigerator, and 412 miscellaneous cars. 
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TEST MADE IN 1889, BURNHAM, | BOILING METHOD” OF MALLEABLE STEEL MANU- 
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OCEAN MAIL CONTRACTS 
The Traffic World Washington Bureau 


The Senate has passed a joint resolution, S. J. Res. 238, 
extending until May 31, 1936, the time within which the Presi- 
dent may modify or cancel ocean mail subsidy contracts en- 
tered into under the Jones-White act of 1928. The President’s 
authority to do this, granted by previous legislation, expired 
March 31. 

Senator McKellar, chairman of the committee on post 
offices and post roads, said the extension of time should be 
granted because in the meantime Congress might act on 
substitute ship subsidy legislation. If it did not, it was pointed 
out, the President could take action with respect to the con- 
tracts if he wished to do so. 

In the House immediate consideration of the joint resolu- 
tion was blocked. Representative Lehlbach, of New Jersey, 
asked what was the purpose of extending the President’s con- 
trol over the contracts for 60 days. 

“The President has had these contracts under consideration 
for over two years and has made no move with respect either 
to their cancellation or modification,” said he. ‘Consequently 
pen cannot be anything very much wrong about these con- 

racts.” 

Chairman Bland, of the merchant marine committee, said 
the joint resolution was prepared in the Post Office depart- 
ment by Solicitor Crowley. He said that department insisted 
the resolution should be passed now “if we are to retain the 
power in the President which the President has now.” 

Objection by Representative Michener, of Michigan, pre- 
vented action on the measure which was to be taken up later. 

The House did not take up the joint resolution extending 
the President’s authority to modify or cancel ocean mail con- 
tracts early this week as had been anticipated and the author- 
ity therefor was not renewed. 

Chairman Bland held that a new resolution would have 
to be introduced as the one approved by the Senate and on 
which the House failed to act provided for extension from 
March 31 of the authority. The chairman did not press for 
action on the resolution in the House, he explained, because of 
fear that a move might be made to cancel the ocean mail con- 
tracts. He pointed out that the House had passed the ship 
subsidy bill at the last session by only a majority of a few 
votes. He attempted to obtain permission to have the resolu- 
tion brought up under conditions providing for no amendments 
to it, but was not successful. 


OCEAN SHIPPING NEWS 


The Traffic World New York Bureau 


The general meeting of intercoastal steamship operators 
opened in New York March 30, at the Hotel Barclay, with 
Robert C. Thackara, publishing agent for the lines and former 
chairman of the disbanded United States Intercoastal Con- 
ference, presiding. It was said following the first day’s meet- 
ing that no progress had been made and that activities had been 
confined to a general discussion of the agenda. 


It had been reported that Joseph B. Eastman might be 
asked by the intercoastal operators to become a “czar” of the 
trade, although there was no indication that this was the 
opinion of a majority of the operators or that Mr. Eastman 
would accept the position if it were offered. A similar plan 
has been in operation for several years by the Transatlantic 
Passenger Conference with considerable success. The name 
of M. G. De Quevedo, former Shipping Board Bureau examiner, 
who conducted the bureau’s investigation of the intercoastal 
trade in 1934, has also been mentioned for the post. 


The intercoastal operators continued their meetings on 
March 31 and April 1 and 2 in an effort to reach an agreement 
for reorganization of the conference, but no definite decision 
was reached. Indications were that the sessions would be 
continued into next week. It was learned that two com- 
mittees had been appointed, one to consider rate levels and 
the other organization. The rate committee was reported to 
be divided, part of its members favoring a single rate level 
for all lines and the other favoring two levels, similar to the 
“A” and “B” line classifications under the former United States 
Intercoastal Conference organization. The committee on or- 








ganization had not completed its report at the close of the 
session April 2. 


Cargo Market 


Renewed activity in the grain and transatlantic sugar 
trades featured the full cargo market last week, although in 
other directions demand was poor. Tonnage was available at 
about the same rates as prevailed the previous week. 

Two Montreal grain fixtures were consummated, one of 
28,000 quarters to picked ports in the U. K. on the basis of 
1s 10%4d with option for Antwerp or Rotterdam, for late April- 
early May loading, and one of 18,000 quarters to three Scandi- 
navian ports on the basis of 12 cents for one and % cent extra 
for each additional port for May loading. From Albany a 
vessel of 3,011 net tons was fixed to Cork and/or Limerick at 
2s 44¢d for loading the first half of April. 

Transatlantic sugar fixtures included a 5,000 ton vessel 
from Santo Domingo to U. K.-Continent on the basis of 12s 6d 
for late April-early May; one of 7,500 tons from three Cuban 
ports to one port in the U. K. or Antwerp-Rotterdam or Am- 
sterdam, done at 13s 6d for April-May, and a steamer of 2,670 
net from Cuba to U. K.-Continent at 13s 6d with 14d less for 
each port saved, April-May loading. 

The entire charter market was featured by the engage- 
ment of three American vessels from the intercoastal trade, 
all of them of approximately 3,500 net tons, for April loading. 
Otherwise, this division was somewhat dull with only scat- 
tered West Indies charters, one of these being a steamer of 
3,345 net tons for a period of from three to seven months in 
the West Indies-Canadian trade at 65 cents, delivery North 
of Hatteras, for April loading. A small steamer, 836 net, was 
taken for the East Coast of South America trade for April 
loading. 

Only two scrap iron fixtures were reported, one a 2,337 
net ton vessel from New York to U. K. at 12s for April and 
the other a motorship of 3,656 net from the Atlantic range to 
the Far East on the basis of 11s 6d f.i.o. for June loading. 


From the Pacific Coast a motorship of 2,991 net tons was 
fixed for one voyage in the North Pacific-South African trade, 
for April-May loading. 

New York Dock Commissioner John McKenzie, in an ad- 
dress before the annual Port of New York dinner of the For- 
eign Commerce Club of New York, indicated that pier rentals 
in the city might be still further reduced as a means of at- 
tracting more commerce to the port and resisting efforts of 
outports on the Atlantic and Gulf seaboards to divert to them- 
selves commerce which would otherwise normally move through 
New York. He added that it was the objective of the city 
administration to wipe out every existing rate differential 
against the Port of New York. 


Efforts of striking seamen to tie up American ships sched- 
uled to sail from New York were unsuccessful last week. Sea- 
men who walked out were quickly replaced by others from the 
International Seamen’s Union, which is opposed to the strike. 
Several liners were reported as anchoring in lower harbor after 
sailing and there receiving additional replacements by tugboats. 
A suit brought by the I. S. U. to restrain Joseph Curran, chair- 
man of the provisional strike cemmittee, from stating that the 
committee represents the union, was slated to go to trial late 
this week. 

Exporters on Subsidy 


Robert C. Lee, vice president of Moore & McCormack, 
operators of the American Scantic and American Caribbean 
lines, in a letter to Senator Bennett C. Clark, an opponent of 
the proposed Copeland ship subsidy bill, asserted that govern- 
ment operation of ships would be a source of corruption and in- 
efficiency. He also defended the conference system, which 
Senator Bennett opposes as in restraint of trade. Ending the 
conference system would benefit a few large corporations and 
combines and “put most of the little fellows out of business,” 
Mr. Lee said. 


The American Manufacturers’ Export Association has 
adopted a resolution expressing its views on proposed ship 
subsidy legislation and has sent copies to the President, the 
Secretary of Commerce, and the members of congressional 
committees in charge of the legislation. The association said, in 
the resolution, that it was strongly in favor of an adequate 
American merchant marine and advocated attention to four 
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principles in framing marine legislation. Those principles were 
expressed in the resolution as follows: 


1. Existing ocean mail contracts were entered into between Ameri- 
can ship owners and our government in good faith and the business 
of the ship owners has been arranged in accordance with such con- 
tracts. We believe that such contracts should be cancelled only through 
mutual negotiations between our goverment and the ship owners and 
with full consideration of the obligations taken over by the ship owners 
under the present contract. Those ship owners, who have fulfilled the 
spirit of these contracts and carried them out to the best of their 
ability, should not be forced to accept settlements except on a mutually 
satisfactory basis. 

2. The powers of a maritime authority in regulating the construc- 
tion of American vessels should be so defined that there will be no 
tendency toward government ownership or operation. We believe that 
the interests of shippers will be most effectively safeguarded if the 
ownership and operation of vessels is left in private hands. 

3. Any provisions relating to the limitation of profit to the ship 
owning company should be sufficient not only to provide a reasonable 
return on the investment but to encourage the building of additional 
vessels and the proper replacement of obsolete equipment. Private 
capital should be encouraged to build up the American merchant ma- 
rine and any limitations imposed should be worked out with these 
necessities in mind. 

4. We urge upon congress the necessity of providing any maritime 
authority in such a way that only men of broad and practical ex- 
perience will be appointed thereto, and particularly request that suit- 
able representation of the shippers’ interest be included so that the 
American shippers’ necessities will have the benefit of experienced 
representation and be assured thereby that their status in foreign mar- 
kets will receive attention similar to that enjoyed by foreign shippers 
from their respective governments. 





EASTMAN NOT INTERESTED 


When his attention was called to a report that some of 
the leaders of the intercoastal steamship lines had suggested 
that he be appointed head of an intercoastal steamship confer- 
ence, Coordinator Eastman said he had not received such an 
offer and had no intention of accepting it if he did receive it. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the De- 
partment of Commerce on freight agreements filed pursuant to 
the provisions of section 15 of the shipping act, 1916, as 
amended: 





Agreements Approved 


Agreement No. 2385-1 between American-Hawaiian Steamship Com- 
pany and Union Steam Ship Co. of New Zealand, Ltd., modifying agree- 
ment numbered 2385 to provide for a change in the minimum propor- 
tion of the through rate which is fo arcrue to the trans-Pacific carrier. 

Agreement No. 2483-1 between Williams Steamship Corporation and 
Union Steam Ship Co. of New Zealand, Ltd., modifying agreement 
numbered 2483 to provide for a change in the minimum proportion of 
the through rate which is to accrue to the trans-Pacific carrier. 

Agreement No. 4629-1 between Anchor Line (1935) Ltd., and 
Southern Pacific Company (‘‘Morgan Line’’) modifying agreement 
numbered 4629 to protect the conference rate on the transportation of 
cargo under through bills of lading from Glasgow, Scotland, to Gal- 
veston and Houston, Texas, with transhipment at New York. 

Agreement No. 4679 between Naamlooze Vennootschap Neder- 
landsch - Amerikaansche Stoonvaart - Maatschappij (Holland - American 
Line) and American-Hawalian Steamship Company providing for the 
transportation of cargo under through bills of lading from Rotterdam, 
Holland, to Los Angeles Harbor, Oakland, Alameda, San Francisco, 
Portland, Oregon, Seattle or Tacoma, with transhipment at New York. 

Agreement No. 4799 between McCormick Steamship Company and 
Bay Cities Transportation Company providing for the transportation of 
cargo under through bills of lading between United States Atlantic 
Coast ports and Oakland, Alameda and Richmond, with transhipment 
at San Francisco. : 

Agreement No. 4826 between Compania Espanola de Navegacion 
Maritime S. A. and Dollar Steamship Lines Inc., Ltd., providing for 
the transportation of cargo under through bills of lading from Spain 
to Los Angeles and San Francisco, with transhipment at New York. 

Agreement No. 4917 between Luckenbach Steamship Company, 
Inc., and Carriso, Inc., (Flood Lines, Inc.), providing for the transpor- 
tation of cargo under through bills of lading from United States At- 
lantic Coast ports to ports in Australia, British Samoa, Fiji Islands, 
Tonga Island, New Caledonia, New Britain, New Guinea, New Heb- 
rides, Solomon Island, and Thursday Island, with transhipment at 
San Francisco. 

Agreement No. 4949 between Vapores Correos Mexicanos S. A. 
(Mexican Mail Steamship Company) and Swayne & Hoyt, Ltd., Man- 
aging Owners (Gulf Pacific Line), providing for the transportation of 
green coffee in bags from West Coast of Mexico ports to United States 
Gulf of Mexico ports, with transhipment at San Francisco or Los An- 
geles Harbor. 

Agreement No. 4950 between Vapores Correos Mexicanos S. A. 
(Mexican Mail Steamship Company) and Gulf Pacific Mail Line, Ltd., 
providing for the transportation of green coffee in bags, from West 
Coast of Mexico ports to United States Gulf of Mexico ports, with 
transhipment at San Francisco or Los Angeles Harbor. 

Agreement No. 4979 between Gulf Pacific Mail Line, Ltd., and 
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Sacramento Navigation Company, The California Transportation Com- 
pany, and Fay Transportation Company, providing for the transpor- 
tation of cargo under through bills of lading from United States Gulf 
ports to Sacramento and Stockton, California, with transhipment at 
San Francisco. 

Agreement No. 4981 between American-Hawaiian Steamship Com- 
pany, Williams Steamship Corporation and San Diego-San Francisco 
Steamship Company, providing for the transportation of cargo under 
through bills of lading between United States Atlantic Coast ports 
and San Diego, California, with transhipment at Los Angeles Harbor. 

Agreement No. 5005 between Panama Mail Steamship Company 
(Grace Line) and Crowley Launch & Tugboat Company, providing for 
the transportation of cargo under through bills of lading between 
United States Atlantic Coast ports and Oakland, Alameda, and Rich- 
mond, with transhipment at San Francisco. 

Agreement No. 4444 between Bank Line, Ltd., Dollar Steamship 
Lines, Inc., Ltd., Ellerman & Bucknall Steamship Company, Ltd., Isth- 
mian Steamship Company, et al., in respect to free time allowance 
and charges to be assessed on shipments of rubber from the Orient to 
New York, remaining on piers after expiration on such free time. 

Agreement No. 4980 between Societe Franco-Iberique d’ Armament 
and The Export Steamship Corporation, providing for the maintenance 
of agreed rates and specified minimum number of sailings per annum 
and pooling of freight earnings in the trade from Casablanca to United 
States North Atlantic Ports. 


Agreements Cancelled 
Agreement No. 348 between Holland-American Line and American- 
Hawaiian Steamship Company, which has been superseded by agree- 
ment numbered 4679. 
Agreement No. 4208 between Luckenbach Steamship Company, Inc., 
and Carriso, Inc. (Flood Lines, Inc.), which has been superseded by 
agreement numbered 4917. 


MONEY FOR SHIPPING BUREAU 


The House committee on appropriations has recommended 
an appropriation of $249,000 for the expenses of the Shipping 
Board Bureau for the Department of Commerce for the fiscal 
year beginning July 1, an increase of $38,000 compared with the 
appropriation made for the fiscal year ending July 1, but a 
reduction of $14,620 under the estimates for the next fiscal 
year. This reduction, said the committee, resulted from dis- 
allowance of three of five additional examiners the bureau de- 
sired to appoint. The committee said the present need for more 
than two additional examiners was not manifest. In its report 
the committee said: 





The increase of $38,000 over the appropriations for this year, 
therefore, embraces some $29,500 to pay the salaries of employes now 
on the rolls of the Emergency Fleet Corporation but assigned to Ship- 
ping Board duties, with a corresponding saving in the expenditure of 
funds of the Fleet Corporation for the salaries of these employes, 
and $8,500 for the appointment of the two additional attorney- 
examiners made necessary by increased duties imposed on the burean 
in enforcing certain provisions of the intercoastal shipping act. 

As of January 31, 1936, past-due paper amounting to about 
$6,725,000 was being held by the board. This is approximately the 
same amount of past-due indebtedness as existed on June 30, 1935. 
Pending the enactment by Congress of legislation respecting the 
American merchant marine, no consistent department policy has 
been adopted on the methods employed in protecting the interest of 
the government in the matter of these past-due accounts. Rather, 
each case is considered on its individual merits, and credit extensions, 
trusteeships, bankruptcy proceedings, etc., are had as the case may 
warrant. 

The committee has retained the language of the bill last year 
authorizing the use of not to exceed $1,000,000 of the receipts of the 
Fleet Corporation to be used to recondition ships for carrying coal, 
grain, or other commodities to foreign ports. The approval for 
the expenditure of any of this sum is left in the hands of the secretary 
of commerce. An increase of $225,000 in the limitation on the 
amount that may be spent out of Emergency Fleet Corporation 
receipts for the examination and maintenance of the laid-up fleet, is 
recommended. The book value of the fleet, including both the 
two groups of boats that are operated and those that are laid up, 
approximates $32,000,000. 

In order to keep the laid-up fleet in a reasonable state of repair 
for use in the event of an emergency or to protect our investment 
should a policy of liquidation be decided upon, some $550,000 is being 
spent this year on pure mainteanance work—greasing the machinery, 
applying preservative material, etc. However, the exact condition 
of many of these boats is unknown, as no examination has been 
made of the hulls under the water line for 10 or 12 years. If the 
government is to spend over one-half million dollars per year in 
maintaining these boats it is false economy not to afford sufficient 
funds to make a thorough examination of the vessel to determine 
whether it is worth spending maintenance funds on. It is quite 
probable that an examination of this fleet in drydock will disclose 
that many of these vessels are not deserving of their keep, due to the 
condition of thein underwater hull. A saving in maintenance cost 
will accrue from every discovery thus made. 


COASTWISE LOAD LINE LAW 
The committee on merchant marine and fisheries will hold 
a hearing on H. R. 11915, amending the coastwise load line 
act, April 7. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





(District Court, S. D. New York.) As respects liability for 
damage to citrus fruit and vegetables, evidence held to show 
that shipowner was not negligent in care of cargo in so far 
as operation of refrigerator plant and ventilation of refrigerated 
space were concerned. (The Floridian, 13 Fed. Supp. 256.) 

Shipowner must use such care in preparing his ship as will 
enable her to meet successfully all expectable vicissitudes of 
the sea.—Ibid. 

As respects shipowner’s liability for damage to citrus fruit 
and vegetables, evidence held to show that ship was not sea- 
worthy when she sailed from port and that steering chains 
were inadequate to meet expectable exigencies of voyage.— 
Ibid. 

In libel for damage to citrus fruit and vegetables, wherein 
evidence disclosed that damage was due in part to inherent 
vice of goods and in part to sea water entering holds owing to 
ship’s unseaworthiness which required recourse to a port of 
refuge with consequent delay in the voyage, held, that ship- 
owner to escape liability for any part of such damage was 
required to show by a fair preponderance of evidence what 
part of said damage was attributable to inherent vice of cargo 
for which the ship would not be liable, and what part was 
attributable to unseaworthiness and consequent delay in the 
port of refuge for which the ship would be liable. 





WATER CARRIER REGULATION 


Senator Fletcher, of Florida, has submitted to the Senate a 
telegram from the Associated Citrus Growers and Shippers of 
Florida, embodying a resolution protesting against enactment 
of the Eastman water carrier bill, S. 1632, pending on the 
Senate calendar. Enactment of the bill, the association con- 
tends, will result in higher water transportation rates and 
probably in truck rates. It said through March 21, 20,795 cars 
of citrus moved by rail, 14,570 cars by boat, 7,449 cars by truck, 
or a total of 42,814 cars, and directed attention to the fact that 
more than 22,000 cars moved by boat and truck, or considerably 
over 50 per cent of the crop. 

“This natural competitive advantage Florida holds over 
other citrus areas in economical transportation by boat and 
truck positively must not be interfered with under any cir- 
cumstances,” said the association. 

The association charged that the Eastman bill was “fos- 
tered by privileged railroad interests.” 


REGULATION OF WHARFINGERS 


Proposed legislation providing for regulation of wharfingers 
will not be pressed for enactment at this session of Congress by 
Coordinator Eastman (see Traffic World, March 28). In a state- 
ment explaining why he had come to this conclusion, the Coor- 
dinator said: 


In the Coordinator’s fourth report on transportation legislation, 
printed as House Document No. 394 of the present session of Con- 
gress, one of the recommendations was for federal regulation of 
‘‘wharfingers,’’ that being the name given, for convenience, to the op- 
erators of port terminal facilities, such as wharves, docks and ware- 
houses, used in or in connection with transportation by water. It 
was shown, among other things, that owing to the intense competi- 
tion between the ports, between railroads, between steamship com- 
panies, and between the wharfingers themselves, charges for various 
wharfinger services are often inadequate and sometimes are not made 
at all, and that they are frequently used as a means, equivalent to 
the old railroad ‘‘rebates,’’ of attracting traffic, with consequent wide- 
spread inconsistencies and discriminations. In addition to the injus- 
tice which results to various users of these facilities, the situation is 
often burdensome to the railroads and their owners and users, where 
the railroads act as wharfingers; to taxpayers, where the port termi- 
nal facilities are publicly owned or operated; and to the independent 
wharfingers who undertake to carry on the business as a private en- 
terprise. 

It was stated in the report that the only effective means of cor- 
recting these conditions is Federal regulation, and that such regula- 
tion is in reality a logical and essential part of federal regulation of 
water carriage in general. It was also stated that a bill for such 
wharfinger regulation was being prepared after numerous conferences 
with interested parties, the intent being to meet all serious objections 
which could be met without sacrifice of principle. Upon completion of 
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that bill, copies were submitted to many wharfingers on the Atlantic, 
Gulf and Pacific coasts and the Great Lakes, and to other interested 
parties. 

It has developed, however, that important differences of opinion 
continue to exist, even among the many who favor federal regulation 
at this time, in regard to the specific provisions which should be in- 
cluded in the bill, and that there are various complicating factors, 
both legal and practical, involving controversial issues of fact. It is 
evident that the proper consideration of such legislation by Congress 
would require much time, and insufficient time appears to be available 
at the present session. It is also quite generally agreed that legisla- 
tion for the regulation of wharfingers should be contingent upon legisla- 
tion for the adequate regulation of water carriers, and it still remains 
for Congress to act upon the latter legislation. In the circumstances, 
the Coordinator is of the opinion that nothing would be gained by 
attempting to press the issue of wharfinger regulation at the present 
session, and will be’ governed accordingly. 


SALE OF VESSELS 


James Craig Peacock, president of the Merchant Fleet Cor- 
poration, has announced that sealed bids are being invited 
from American citizens for the purchase of either or both of 
the steel cargo vessels John Adams and Daniel Webster for 
conversion to bulk cargo carriers in accordance with informa- 
tion, instructions and terms and conditions contained in pro- 
posals which may be had upon application to the Merchant 
Fleet Corporation, Washington, D. C. Bids will be received 
until 12 o’clock, noon, eastern standard time, April 21, 1936. 

The right is reserved to reject any or all bids, to waive any 
irregularity in any bids, to call for new bids, and to make such 
award as will best serve to build up and maintain an adequate 
merchant marine, pursuant to section 201 of the “merchant 
marine act, 1928.” 

The John Adams and Daniel Webster were built in 1919 
and are now in the government's reserve fleet at Fort Eustis, 
Va. 


IMPROVEMENT OF WATERWAYS 
The War Department has announced allotment of water- 
way improvement funds as follows: Freeport Harbor, Tex., 
$30,000; White Lake Harbor, Mich., $23,800; operating and 
care of locks and dams, Cumberland River, $23,200; Cold 
Spring Inlet, N. J., $25,000, and Ohio River lock and dam con- 
struction, $58,500. 


RIVERS AND HARBORS CONGRESS 
Frank R. Reid, president, has issued the call for the thirty- 
first convention of the National Rivers and Harbors Congress 
to be held at the Mayflower Hotel in Washington, D. C., April 
27 and 28. Flood control will be one of the principal topics for 
discussion and action at the meeting, according to the organ- ° 
ization. 





ERIE-TO-OHIO CANAL 


The railroads that believe they would be adversely affected 
by construction of the proposed Beaver-Mahoning Canal link- 
ing the Great Lakes with the Ohio River system are opposing 
approval of the project by the army engineers. F. E. William- 
son, president of the New York Central, appeared before the 
Board of Engineers for Rivers and Harbors of the War De- 
partment this week fn opposition to the project. 


PANAMA CANAL TOLLS 


In March 526 ocean vessels transited the Panama Canal 
on which tolls of $2,293,874.51 were paid, as compared with 
452 ships and tolls of $1,952,682.73 in February, according to 
the War Department. For the six months ended with March 
the transits were 2,768 and the tolls, $12,023,204.88, as against 
2,689 transits and tolls of $11,944,616.53 in the corresponding 
1934-1935 period. 


SHIP FOR U. S. LINES 


The United States Lines, operators of the former govern- 
ment North Atlantic passenger service, was held by the De- 
partment of Commerce April 2 to have failed to have submitted 
a bid by midnight of the preceding day for the construction 
of a new passenger vessel required by the agreement between 
the company and the department under which the Leviathan 
was taken out of service. 

John M. Johnson, Assistant Secretary of Commerce, said: 


No bid was received. Two estimates, alternative, were submitted. 
They were highly conditional and entirely unsatisfactory. One figure 
was $13,346,000 and the other was $14,010,000. Final determination of 
the obligation of the United States Lines Company to build a new 
vessel as required under the contract of March 18, 1935, will be ar- 
rived at on receipt of the navy’s figure in the near future. 
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The department has asked the Navy Department for a bid 
as to what it would build the ship for in the navy yards. 

Under the agreement between the department and the 
line the latter is subject to a possible penalty of $1,000,000 for 
failure to submit an acceptable bid for the construction of the 
new vessel. 


AIR PILOTS AND PASSENGERS 


Taking cognizance of a suggestion that possibly a passenger 
incapacitated the pilot or interfered with the controls of the 
American Airlines plane that crashed January 14 at Goodwin, 
Ark., killing seventeen persons, the Bureau of Air Commerce 
has issued regulations forbidding pilots of transport planes to 
visit with passengers while in flight or to permit them in the 
pilot’s compartment. 

In the report on the accident at Goodwin, Ark., Director 
Vidal, of the bureau, said several possibilities as to the cause 
of the accident had been suggested in the evidence and were 
investigated thoroughly. One of the possibilities was stated 
as follows: 


Passenger interference: It is possible that a passenger entered the 
pilot’s compartment, either by invitation or otherwise, and incapaci- 
tated the pilot, copilot or both, or maliciously interfered with the 
controls. This, however, is not substantiated by any of the available 
evidence. 


It has been customary for pilots, when opportunity af- 
forded, to invite passengers into the control compartment to 
observe the method of operation. This will no longer be per- 
mitted under the new regulations issued to airline operators 
of scheduled interstate passenger service, which follows: 


1. As a precautionary measure, it is requested that until further 
notice all air line first and second pilots in your employ be instructed 
to remain at their controls while in flight and not to leave the pilots’ 
compartment except when it is absolutely necessary in attending to 
their regular duties or in case of emergency, and 

2. That the practice of permitting passengers in the pilot’s com- 
partment be discontinued, and 


3. That the practice of visiting with the passengers while in flight 
be discontinued, and 

4. That the pilot's compartment be kept securely locked at all 
times, except when either the pilot or copilot is required to be in the 
passenger compartment, and 

5. That no one be permitted access to the pilots’ compartment or 
copilot’s seat except authorized personnel of the regulation division of 
the Bureau of Air Commerce and company employes in line of duty,’ as 
already provided for in Aeronautics Bulletin No. 7-E, and then only 
at the pilot’s discretion. 


6. Immediate receipt and acknowledgement of this bulletin and 
your compliance therewith is necessary. 


AIR MAIL COMPENSATION 


Rates of compensation for carriage of the mail by air have 
been recommended by Examiners F. A. Law, Jr., and F. W. 
Brown, in air mail docket No. 1, air mail compensation for two 
routes operated by Northwest Airlines, Inc. The routes are 
Nos. AM 3 and AM 16. Together they extend from Chicago, 
Ill., to Seattle, Wash., via Milwaukee and Madison, Wis.; Roch- 
ester, Minneapolis and St. Paul, Minn.; Fargo, Jamestown, 
Bismarck-Mandan and Dickinson, N. D.; Glendive, Miles City, 
Billings, Butte, Helena and Missoula, Mont., and Spokane and 
Wenatchee, Wash.; with a branch (part of route No. AM 16) 
extending from Fargo through Grand Forks to Pembina, all in 
North Dakota. 

This proceeding was the result of a petition by Northwest 
Airlines for rehearing and redetermination of rates heretofore 
fixed by the Commission and for a temporary order suspending 
the operation of the Commission’s order dated March 11, 1935, 
in Air-Mail Compensation, 206 I. C. C. 675, so far as that order 
related to route No. AM 3. 

The Postmaster General opposed suspension of the rate on 
route No. AM 3 and proposed that if this proceeding were to be 
reopened for further hearing it should embrace the rates on 
all air-mail routes considered in the original proceeding, and 
not be confined to the rates on the routes covered by contracts 
held by the petitioner. The report, however, was confined to 
the routes mentioned operated by Northwest Airlines, Inc. 

The examiners said that the Commission should find that 
no unreasonable profit was being or had been derived or was 
accruing from the rates of compensation paid to the petitioner; 
that the rates of compensation for transportation over routes 
Nos. AM 3 and AM 16 were not fair and reasonable on and 
after June 27, 1935; that the fair and reasonable rate of com- 
pensation from June 27, 1935, until the date on which the rates 
prescribed herein for the future become effective, on contract 
route No. AM 3 and for which compensation had been accrued, 
was 7 cents an airplane mile in addition to the rate paid or 
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accrued for the service in that period; and similarly on route 
No. AM 16, the fair and reasonable rate was 8 cents an air- 
plane mile in addition to the rate paid or accrued in the period. 

The examiners said that subject to the right reserved to 
the Postmaster General under section 3 (f) of the act in re- 
spect of the use of certain service made available by the con- 
tractor on the route, the fair and reasonable rates for the 
future, for the transportation of air mail by airplane on contract 
route No. AM 3, were, according to the monthly average num- 
ber of miles flown in authorized mail service, as follows: 

When the volume of service in miles for any month is over 
145,000 the rate of compensation by the airplane mile in cents 
shall be 31 cents when over 137,500, but not over 145,000 the 
compensation shall be 32 cents, and when it is 137,500 or less 
33 cents. 

On contract route No. AM 16 the examiners said that the 
compensation should be, when the volume of service in miles 
for any month was 110,000, 28 cents; over 95,000, but not over 
110,000, 29 cents; over 87,500, but not over 95,000, 30 cents; over 
80,000, but not over 87,500, 31.5 cents; and 80,000, or less, 33 
cents. 

The examiners recommended a proviso, however, that in 
no case should the compensation payable under any bracket of 
the foregoing scales exceed the minimum compensation payable 
in the preceding bracket of the same scale. They said also 
that these rates were to be applicable when the average monthly 
load of mail an airplane mile did not exceed 300 pounds and 
were subject to the increase provided in the act for loads in 
excess of that poundage. 


AIR LINE WAGES AND HOURS 


Coordinator. Eastman has made a public survey of hours, 
wages and working conditions in scheduled air transportation, 
made by Charles S. Morgan, director of research and O. S. 
Beyer, director of the Section of Labor Relations of his staff. 
The Coordinator said he deemed it desirable, in the performance 
of his duty, to make investigation into railroad labor conditions 
and relations to make inquiry as to such conditions and rela- 
tions in other and competing forms of transportation. The 
Coordinator said the report was to be one of a series to be 
issued in relation to the air transportation industry. The De- 
partment of Labor, through its Bureau of Labor Statistics, 
collaborated in the collection of statistical data, said the sur- 
vey foreword. 


The conclusions and suggestions which follow the presenta- 
tion of facts, said Coordinator Eastman, went rather exten- 
sively into the matter of safety of air line transportation and 
therefore dealt with a subject which was, so far as air trans- 
portation was concerned, “within the province and responsibil 
ity of another department of the government.” 

“In these circumstances,” said the Coordinator, in the fore- 

word to the report, “and owing to the fact that my own 
knowledge of the subject is confined to this report which has 
been prepared by departments of my staff, I feel that I should 
not offer specific recommendations for such legislation as might 
be required to carry out these conclusions and suggestions, but 
should rather make the report public for the information of 
all concerned and such help as it may be to them. This is a 
particularly appropriate course to follow, because the subject 
is now receiving consideration by committees of Congress. 
/ “While withholding specific recommendations as to these 
matters for the reasons thus stated, it should not be thought 
that I disagree with the conclusions and suggestions contained 
in the report. Upon the contrary, they seem to me to be well 
considered and to be worthy of the most careful attention. 

“The suggestion that the provisions of the Railway Labor 
Act be extended to include the air transport industry has re- 
ceived favorable comment from the Interstate Commerce Com- 
mission and myself, in my capacity as Federal Coordinator of 
Transportation in connection with a bill now before Congress 
for the accomplishment of this purpose.” 

This report, said Messrs. Morgan and Beyer in their letter 
of transmittal, was one of several which, together, would con- 
stitute a survey of labor standards in all forms of domestic 
transportation, other than that of a purely local character. 

A final report to be known as Comparative Labor Stand- 
ards in Transportation, they said, would sum up the findings of 
the individual reports, describe the differences in labor stand- 
ards in the several competitive forms of transportation, and 
indicate the significance of these differences. Preparation of 
the body of the present report, under their joint direction, had 
been in the hands of Edward T. Paxton, they said. 

Pilots, whose wages the report says, comprise 25 to 35 per 
cent of the total of airline payrolls, were foud in special studies 
of 1933 to earn an average of $621 a month, equivalent to $7.25 
a flight-hour or 6.3 cents a mile. Those who flew “full-time,” 
the report said, averaged nearly $680 a month. Pilots em- 
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ployed by the lines which had airmail contracts, the survey 
said, averaged more than twice as much a month and by the 
flight-hour and nearly three times as much a mile flown as 
those employed by lines without mail contracts. The earnings 
of individual pilots, disregarding those who flew only part of 
a month, the survey said, ranged from $200 to $1,150. 

The most frequently reported individual income was $575. 
Of all pilots employed by airmail contractors, the reports said, 
46 earned less than $600 in the month of the survey; 25 per 
cent, $600 up to $750; 22 per cent, $750 up to $1,000; and 7 per 
cent, $1,000 or more. Most of the latter group, the survey said, 
were employed by a single company. Of the pilots included in 
the survey, not employed by mail contractors, nearly two-thirds 
had earnings of less than $350 a month. Some of the few small 
companies not reached in the special studies, the survey said, 
had pilots whose earnings were as little as $100 a month. By 
the flight-hour, the earnings of individual pilots, the survey said, 
ranged from $2 to 14. Seventeen per cent earned $10 or more 
by the flight-hour. Eleven per cent earned less than $5. 

Co-pilots in July, 1933, the survey said, averaged $231, or 
$1.85 an hour on duty. 

Hostesses on the airplanes, the survey said, had earnings in 
July, 1933, averaging $134 a month or approximately $1 an 
hour on duty. 

The earnings of ground-service employes in July, 1933, the 
survey said, averaged $30 a week or 61 cents an hour. 

Speaking of labor relations the survey said that among 
airline employes, the pilots, the repair and maintenance forces, 
and the radio operators had available national labor organiza- 
tions to represent them. Several company unions, the survey 
said, existed, their membership comprising pilots on one line, 
all employes except pilots on another, and mechanics and shop 
workers on two other lines. Employes in other occupations, the 
survey said, were not organized in any substantial degree. 
Controversy between employers and employes, according to the 
survey, have been frequent since 1931. 

The survey said the various sections in it had indicated that 
there were a number of unsettled or continuing problems with 
respect to working conditions and labor relations in the air 
transport industry. Those of particular concern at this time, 
it said, might be briefly summarized as follows: 


(1) The need for revision of present limitations on the hours of 
service of pilots and co-pilots and determination of whether a mileage 
limitation also is necessary; 

(2) The adequacy of methods of training certain classes of ground 
personnel whose work has a direct bearing on safety of operation and 
the character of service, and the need for further licensing of such 
personnel; 

(3) Methods of securing current and adequate statistics relative 
to compensation, hours, accidents, and working conditions in the air 
transport industry; and 

(4) The provision of adequate machinery and procedure for col- 
lective bargaining. 


AIR EMPLOYES UNDER LABOR ACT 


Representative Crosser, of Ohio, has favorably reported to 
the House on behalf of the committee on intersfate and foreign 
commerce, S. 2496, a bill applying provisions of the railway 
labor act to common carriers by air and their employes. A 
national air transport adjustment board, similar to the Rail- 
road Adjustment Board, would be created to deal with dis- 
putes between air lines and their employes, when deemed neces- 
sary by the National Board of Mediation. 





AIR COMMERCE REGULATION 


For the expenses of the Bureau of Air Commerce of the 
Department of Commerce for the fiscal year beginning July 1, 
the House committee on appropriations has recommended 
$6,264,000, an increase of $354,200 compared with the appro- 
priation made for the fiscal year ending July 1. Of ‘the total 
recommended, $4,523,080 is for maintenance of federal airways, 
$558,000 for air regulation, $792,920 for extension of airways, 
development and experimental work, and $390,000 for salaries 
of employes in the District of Columbia. 


AIRCRAFT PRODUCTION 

An increase of approximately 34 per cent in the number 
of light airplanes of the private owner type manufactured in 
the United States in 1935 is shown in aircraft production figures 
made public by Eugene L. Vidal, director of air commerce of 
the Department of Commerce. The total of all aircraft pro- 
duced continued the upward trend which began in 1934. Pre- 
vious to that year production totals were on a marked down- 
ward path, sinking from 6,193 in 1929 to 1,324 in 1933. The 
total for 1934 rose to 1,615 and in 1935 it was 1,691. In 1935 
light private one and two-place cabin land monoplanes manu- 
factured totaled 460 as against 120 in 1934. Of the total pro- 
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duction in 1935, 1,079 aircraft were for domestic civil use, 317 
were for delivery to military establishments, and 295 were ex- 
ported. There were 137 companies or individuals producing 
airplanes for domestic civil use in 1935. Of these six com- 
panies manufactured 50 or more planes each, or approximately 
63 per cent of the total for domestic civil use. 


MIDWEST CARLOADING ESTIMATES 


Estimates prepared by commodity committees of the Mid- 
west Shippers’ Advisory board indicate an increase in carload- 
ings in the region covered by that board of 14.4 per cent for 
the second quarter of 1936 as compared with the second quar- 
ter of 1935. In number of carloads, the estimates anticipate 
686,750 loadings this year for the period as against 600,379 last 
year. Estimated increases range from 5 per cent on poultry 
to 50 per cent on grain and grain products. Some other com- 
modities on which large increases are anticipated are: Hay 
and straw, 25 per cent; iron and steel, 25 per cent; sugar, 
20 per cent; brick and clay, 20 per cent; lime and plaster, 
20 per cent; agricultural implements and vehicles, 20 per cent; 
canned goods, 20 per cent. The only commodity on which a 
decrease is expected is cement, which is expected to load 1.2 
fewer carloads in the current quarter than in the second quarter 
of 1935. On two commodities, salt and automobiles and parts, 
loadings this year are expected to run the same as last year. 


1935 FREIGHT CLAIM PAYMENTS 


Freight claim payments on railroads members of the freight 
claim division of the Association of American Railroads in- 
creased 5.4 per cent in 1935 over 1934, according to figures 
issued by the division. The 1935 figure was $17,946,049, as com- 
pared with $17,034,031 in 1934. An analysis of the causes of 
claims showed that those resulting from unlocated damage 
increased 33 per cent in 1935 over 1934, from concealed dam- 
age 17.6 per cent and from freezing and heat failure 6.9 per 
cent. There were a number of causes shown with increases of 
smaller percentages. Reductions were shown in a number 
of other factors as causes for claims in the period. These 
included rough handling with a reduction of 33 per cent, rob- 
bery with a reduction of 18.6 per cent, and errors of employes 
with a reduction of 10.3 per cent. 

The total number of claims received in the year 1935 
was 3.7 per cent higher than 1934, the relative figures being 
1,803,435 and 1,738,333. In spite of the increase, however, 
there were fewer unsettled claims on hand at the close of 1935 
than there were at the close of 1934. Those relative figures 
were 155,068 and 165,435. The record for the year showed 
that 77.9 per cent of all claims were settled within 30 days, 
14.4 per cent between 30 and 90 days, and that only 7.7 per 
cent remained to be settled in over 90 days. Those relative 
per centages in 1934 were 75.6, 15.7, and 8.7. 


FREIGHT LOADING FORECAST 


Freight car loadings the second quarter of 1936 are ex- 
pected to be about 9.5 per cent above actual loadings in the 
same quarters in 1935, according to estimates compiled by the 
thirteen shippers’ regional advisory boards. 

On the basis of these estimates, freight car loadings of the 
twenty-nine principa] commodities will be 4.984.325 cars in the 
second quarter of 1936, compared with 4,551,737 actual load- 
ings for the same commodities in the corresponding period 
in 1935. 

All of the thirteen boards estimate an increase in the load- 
ings for the second quarter of 1936 compared with the same 
period in 1935. ¥ 

The tabulation below shows the total loadings for each 
district for the second quarter of 1935, the estimated loadings 
for the second quarter of 1936, and the percentage of increase 
or decrease. 

Actual Estimated 
Loadings, Loadings, Per Cent 








Shippers’ Advisory Boards 1935 1936 Increase 
es ad een at a caataw abuse 6 eves 628,541 695,825 10.7 
IS cide og aalote sige vid eRe pian 193,263 202.061 4.6 
IN foie han tek begs cawed ion 133,256 151,636 13.8 
ON OO RET ee Pee 475,777 522,775 9.9 
| EEE Ee eee er ee 276,134 289,161 4.7 
RN Se dy dck's aces thins coeeeeened 340,242 380,721 11.9 
MG... cd nam ova ne eee beara sae 616,467 4.4 
Central Western ....... Day cache tema 149,410 5.1 
re 108,074 114,961 6.4 
Ts paisa chs dd ean ee eee. 296,953 11.4 
Ee oe onl awd oe age we eaw wae ee ea 600,379 686,700 14.4 
Ohio Valley ........ dea Wdkbo aba neod nae 594,574 11.3 
Trans-Missouri-Kansas ... eee cr a | 283,081 BM 

Total Re eee 4,551,737 4,984,325 9.5 


Of the twenty-nine commodities included in the estimate, 
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increases are expected in twenty-six while decreases are ex- 
pected in three. The twenty-six for which an increase is esti- 
mated follow: Grain; flour, meal and other mill products; 
cotton, cotton seed and products except oil; fresh fruits other 
than citrus fruits; fresh vegetables other than potatoes; live 
stock; poultry and dairy products; coal and coke; ore and con- 
centrates; gravel, sand and stone; salt; lumber and forest 
products; petroleum and petroleum products; sugar, syrup and 
molasses; iron and steel; machinery and boilers; cement; brick 
and clay products; lime and plaster; agricultural implements 
and vehicles other than automobiles, automobiles, trucks and 
parts; all kinds of fertilizers; paper, paper board and prepared 
roofing; chemicals and explosives; and canned goods including 
all canned food products. 


The three commodities for which a decrease is estimated 
are hay, straw and alfalfa; citrus fruits; and potatoes. 


Of the commodities for which increases are estimated in 
the second quarter of 1936 compared with the same period in 
1935, those showing the largest percentage of increase are: 

Brick and clay products, 25.1 per cent; grain, 22.6 per cent; 
cotton, 19.5 per cent; agricultural implements and vehicles 
other than automobiles, 19.1 per cent; lumber and forest prod- 
ucts, 18.3 per cent; iron and steel, 16.7 per cent; paper, paper 
board and prepared roofing, 13.9 per cent; machinery and 
boilers, 13.3 per cent; and ore and concentrates, 12.2 per cent. 

The estimated carloadings for the second quarter of 1936, 
together with the actual loadings for the same period in 1935, 
and the percentage of increase or decrease for each of the 
twenty-nine commodities included in the forecast of the thir- 
teen shippers’ regional advisory boards follow: 


—Carloadings—— Estimated 








Actual Estimated Increase 
Commodity 1935 1936 Per Cent 
NE RAE ES ee eee 144,649 177,391 22.6 
Flour, meal and other mill products... 168,761 171,629 ry 
ae ern 33,734 25,636 *24.0 
EE eee eee 16,152 19,302 19.5 
Cotton seed and products, except oil... 8,897 9,532 7.1 
EES Peon Oy ree 36,186 32,319 *10.7 
EE ID IIIS 5 in.w pn'wis'e v o:bisieb ewe ese 50,617 54,180 7.0 
NS i ee ee eee ee 55,958 55,606 *0.6 
Other fresh vegetables ................ 73,188 78,063 6.7 
I ear itt i se a 147,837 158,981 73 
Poultry and dairy products............. 28,747 29,756 3.5 
er ere 1,497,848 1,608,422 7.4 
Ore and concentrates ..........c.sce00. 294,828 330,890 12.2 
Grevel, eamd and stome............s000. 275,301 302,582 9.9 
a ee ee 22,425 24,663 10.0 
Lumber and forest products........-.... 341,008 403,373 18.3 
Petroleum and petroleum products..... 462,298 487,973 5.6 
Sugar, syrup and molasses............. 38,431 42,003 9.3 
OE Se rr 263,759 307,931 16.7 
Machinery and boilers.................. 23,620 26,752 13.3 
ty I EEE Pe a ee a ee 96,963 107,887 11.3 
Brick and clay products................ 46,395 58,023 25.1 
ey Ns san bus a Swine nok we bel 30,295 34,092 12.5 
Agricultural implements and _ vehicles, 
other than automobiles............... 16,745 19,941 19,1 
Automobiles, trucks and parts.......... 173,886 196,697 13.1 
oo ES | a eer 78,024 80,686 3.4 
Paper, paper board and prepared roofing 74,079 84,413 13.9 
Chemicals and explosives............... 19,951 20,744 4.0 
Canned goods—all canned food products 
(includes catsup, jams, jellies, olives, 
pickles, preserves, etc.) .............. 31,155 34,858 11.9 
Fe AEs Ceci tba tee an bb cocne ea 4,551,737 4,984,325 9.5 





*Per cent decrease. 


GREEN DIAMOND ON TOUR 


The Green Diamond, the Illinois Central’s new streamline 
diesel passenger train, made a test trip from Chicago to St. 
Louis and return March 30, carrying a party of over a hundred 
railroad officials and press representatives. Though there was 
no attempt to set a speed record, speeds of over 100 miles an 
hour were attained on several occasions, and there were long 
stretches where speeds in excess of 90 miles an hour were 
maintained. Including a stop of over an hour in St. Louis, 
and stops at Kankakee, Clinton, and Springfield en route, 
the round trip was made in a little over eleven hours. The 
following morning the train left Chicago on an exhibition tour 
which was to last nearly seven weeks and to cover 7,471.5 
miles, 4,119.6 on the Illinois Central System and 3,351.9 miles 
on other lines. Cities at which it was planned to have the 
Green Diamond on public exhibition included: 


Memphis, Little Rock, Greenville, Vicksburg, Tallulah, Monroe, 
Ruston, Shreveport, Dallas, Tulsa, Oklahoma City, Fort Worth, Waco, 
Austin, San Antonio, Houston, Beaumont, New Orleans, Baton Rouge, 
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Hammond, Jackson, Miss., Birmingham, Jackson, Tenn., Fulton, Louis- 
ville, Evansville, Paducah, Cairo, Carbondale, Centralia, Mattoon, In- 
dianapolis, Champaign, Detroit, Jackson, Mich., Milwaukee, Rockford, 
Freeport, Dubuque, Waterloo, Fort Dodge, Sioux Falls, Sioux City, 
Omaha, Decatur, Peoria, Springfield, St. Louis and Chicago. 


Officials of the railroad said nothing definitely had been 
set as to the regular operating schedule of the train after its 
return from the exhibition tour. They said they considered it 
primarily as an “experimental” piece of equipment and added 
that they intended to use it in whatever way they might learn 
most from its operation. 


HIAWATHA HAULS 200,000 


As she was preparing to board the Hiawatha, streamline 
steam train of the C. M. St. P. & P., at Chicago March 31, 
Mrs. W. S. Anderson, Minneapolis, was asked to step aside 
and accept a number of gifts and a scroll informing her that 
she was the two hundred thousandth passenger to ride the 
train. A careful check had been kept on the passengers board- 
ing the train at both Minneapolis and Chicago, officials an- 
ticipating that the 200,000 mark would be passed that day. 
There had been no previous public announcement of their in- 
tention. The Hiawatha has been in service ten months and 
makes the 410-mile trip between Chicago and the Twin Cities 
daily in both directions in 390 minutes. 





TELESCOPE MIRROR SHIPMENT 


A special three-car train left Corning, N. Y., March 26, 
carrying a 20-ton glass disc which will be made into the world’s 
largest telescope mirror at the California Institute of Tech- 
nology, Pasadena. The train was routed via the New York 
Central to St. Louis, thence via the Chicago, Burlington and 
Quincy and the Santa Fe to its destination. More than a year 
was spent in planning the packing, loading, and routing of the 
shipment. When completed, the mirror will have a diameter of 
200 inches and a thickness of 26 inches. 

The glass disc was enclosed in a steel crate weighing 
ten tons, constructed of 44-inch boiler plate reinforced with steel 
angles and channels. Heavy felt layers were used to protect 
its edges. Layers of cork, three inches thick, were used to 
protect its face. The crated disc was loaded on a well-tyne 
car of 50-ton capacity, which was redesigned for the job. Be- 
tween the crate and the car beams heavy blocks of cork were 
placed and steel girders were used for side bracing. The bot- 
tom of the crate rested only six inches above the rails and at 
some points the top had only three inches of clearance. The 
train traveled under special police protection. The disc was 
insured for the trip for $100,000. 





CONDITION OF EQUIPMENT 


Class I railroads on March 1 had 254,598 freight cars in 
need of repair, or 14.5 per cent of the number on line, accord- 
ing to the Association of American Railroads. This was a de- 
crease of 1,913 cars compared with the number in need of such 
repairs on February 1, at which time there were 256,511, or 
14.6 per cent. 

Freight cars in need of heavy repairs on March 1 totaled 
198,868, or 11.3 per cent, a decrease of 5,716 cars compared 
with the number in need of such repairs on February 1, while 
freight cars in need of light repairs totaled 55,730, or 3.2 
per cent, an increase of 3,803 compared with February 1. 

Locomotives in need of classified repairs on March 1 totaled 
9,556, or 21.2 per cent of the number on line. This was a de- 
crease of 269 compared with the number in need of such repairs 
on February 1, at which time there were 9,825, or 21.8 per 
cent. 

Class I railroads on March 1 had 2,043 serviceable locomo- 
tives in storage compared with 2,419 on February 1. 





GREAT NORTHERN REPORT 


Freight traffic on the Great Northern in 1935 was 20.11 
per cent more than in 1934, freight revenues 16.3 more, and 
train miles only 3.37 per cent more, according to the annual 
report of W. P. Kenney, president. Much of this resulted from 
an increase from 3,005,140 gross tons to 9,563,448 tons in iron 
ore, and from 67,000,000 bushels to 92,000,000 bushels in grain. 
Continued improvement was predicted for 1936 in grain be- 
cause of an increase in the number of farms in six northwestern 
states, reported by the census bureau as 55,292 between 1930 
and 1935. Substantial increases in forest products traffic were 
also predicted due to the federal housing act. Reports on the 
company’s refinancing of bonds indicated an annual saving for 
the road of $3,443,234 in interest charges, Mr. Kenney said. 
The total operating revenues of the railroad for the year 1935 
were $81,188,858, of which $70,211,977 was freight—-an increase 
over 1934 of $9,863,704—and $4,416,108 was passenger—an in- 
crease over 1934 of $195,537. The net operating income for 
1935 was $23,483,854 as compared with $14,101,650 in 1934. 








om nN =—& 


on eet 


«> ——e oe me we oO et AD 


— ma rH 





ouis- 


ford, 
City, 


been 
r its 
od it 
dded 
earn 


nline 
n 31, 
aside 
that 
» the 
oard- 
; an- 
day. 
r in- 
and 
Cities 


h 26, 
orld’s 
Tech- 
York 
| and 
year 
f the 
‘er of 


ching 
steel 
-otect 
ed to 
-type 

Be- 
were 
> bot- 
nd at 

The 
> was 


irs in 
-cord- 
a de- 
Fe such 
ll, or 


otaled 
pared 

while 
ew 3 


otaled 

a de- 
epairs 
8 per 


como- 


, 20.11 
e, and 
annual 
i from 
in iron 
grain. 
iin be- 
yestern 
n 1930 
c were 
on the 
ing for 
y said. 
ir 1935 
icrease 
-an in- 
me for 
934. 











April 4, 1936 





_ Doings of the Traffic Clubs 





The Motor City Traffic Club of Detroit will hold a spring 
dinner dance at the Detroit-Leland Hotel April 11. There will 
be entertainment and door prizes. 





Ralph Beckwith spoke on “The Goose that Laid the Golden 
Eggs” at a luncheon meeting of the Traffic Club of Minne- 
apolis at the Nicollet Hotel April 2. The club is planning a 
spring style show to be held April 16. 





Roy Z. Eaton, the new president of the Transportation 
Club of Peoria, is traffic manager of 
the Keystone Steel and Wire Company 
of Peoria. He was born in the Ozark 
country in southern Missouri and went 
to Peoria in 1906. On completion of 
his school work in 1911 he started his 
commercial career as bill clerk in the 
office of Swift and Company. In 1912 
he entered the service of the Keystone 
Steel and Wire Company as a clerk in 
the shipping department and, after 
service in the shipping and purchasing 
departments, was made clerk in the 
traffic department; in 1925 he was 
made traffic manager of the company. 
He has served on the various commit- 
tees of the transportation club and is 
chairman of the embargo rules and 
regulations committee of the National Industrial Traffic League. 





The Los Angeles Transportation Club has issued the first 
number of a club bulletin which will appear fortnightly in the 
future. It contains news of club affairs, personal notes and 
editorials. The club’s golf committee is trying to find out how 
many of its golf players are members of member clubs of the 
Southern California Golf Association. The information is neces- 
sary because of a new rule adopted by the association barring 
from play on private courses groups less than 75 per cent of 
the members of which are members of such golf clubs. 





A meeting of industrial and railroad traffic men was held 
at Bloomington, Ill., April 3, to discuss plans for forming a 
local traffic club. Albert L. Peterson, vice-chairman, member- 
ship committee, Associated Traffic Clubs of America, was 
present and spoke of the functions and advantages of such an 
organization. 





Eugene Talmadge, governor of Georgia, will be the speaker 
at a meeting of the Traffic Clubs of Atlanta, at the Atlanta 
Athletic Club, April 6. 





H. T. Underwood, architect, spoke on “Soil Conditions and 
Foundations,” at a luncheon meeting of the Traffic Club of New 
Orleans at the Hotel Monteleone March 30. 





The Worcester, Mass., Traffic Association, will hold a 
luncheon meeting at the Putnam and Thurston restaurant April 
27. Selection of the speaker for that date is in the hands of 
Elmer B. Jones, president of the association. The annual outing 
of the club will be held at the Wachusett Country Club, West 
Boylston, Mass., July 16. 





The Transportation Club of Louisville will hold a smoker at 
the Brown Hotel April 14. W. L. Meyers, agent, Indiana Motor 
Rate and Tariff Bureau, Indianapolis, will speak on “Motor 
Carrier Rates and Tariffs.” There will be entertainment and 
refreshments. The next luncheon meeting of the club will be 
held at the Brown Hotel May 12. 





_ James S. McDonnell, Jr., project engineer, Glenn L. Mar- 
tin Company, will speak on “Aviation” at a dinner meeting of 
the Traffic Club of Baltimore at the Lord Baltimore Hotel April 
7. There will be a floor show. 


At a luncheon meeting of the Transportation Club of 
St. Paul at the Hotel Lowry March 31, Gus Barfuss, assistant 
chief of police of St. Paul, spoke on “Why I Did Not Choose to 
Be Chief of Police of St. Paul.” 

E. C. Nettles, general traffic manager, General Foods Cor- 
poration, Battle Creek, Mich., will be guest of honor at the 
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April meeting of the Traffic Club of Kalamazoo, Mich., of 
which he is an honorary member. The occasion will be known 
as “Nettles’ homecoming,” Mr. Nettles having just returned 
from a long stay in California. 





John Coupin, general agent, freight department, Western 
Pacific, led a discussion of the liability of domestic railroads 
on shipments exported to adjacent foreign countries at a meet- 
ing of the discussion group of the Oakland Traffic Club March 
24 at the Athens Athletic Club. Mr. Coupin also assisted in 
upholding the affirmative in a debate on a resolution recom- 
mending the adoption of the Pettengill bill. Others on the 
affirmative were Frank Cole, A. T. and S. F., and Will Crockett, 
Southern Pacific. W. J. Cuneo, Luckenbach Line; E. A. Read, 
Pacific Coastwise .Conference, and R. E. Lyman, McCormick 
Steamship Company, took the negative side of the debate. 
J. W. Day, California Corrugated Culvert Company, was ref- 
eree and declared the result a tie. C. D. Varguas, Southern 
Pacific, read a paper on “The Value of an Industrial Traffic 
Manager.” There were 55 in attendance. The group, less than 
eight months old, began with sixteen charter members. 





The annual dinner and installation of officers of the Kan- 
awha Valley Transportation Club will be held at the Daniel 
Boone Hotel, Charleston, W. Va., April 16. Floyd T. Ridley, 
assistant traffic manager, E. I. DuPont de Nemours and Com- 
pany, Wilmington, Del., will be the principal speaker. The 
regular monthly dinner of the traffic committee of the Charles- 
ton Chamber of Commerce has been combined with the traffic 
club’s dinner. A number of out-of-town railroad and industrial 
executives are expected to attend, including the members of 
the West Virginia commission. 





E. J. Vohs, general agent, freight department, Great Lakes 
Transit Corporation, will discuss the handling of freight on the 
Great Lakes steamer lines at the meeting of the Metropolitan 


' Traffic Association April 9 at Midston House. 


Harry M. Zook, new president of the Reading, Pa., Traffic 
Club, began his career with the Penn- 
sylvania Railroad in 1898 after receiv- 
ing a public school education. In 1905 
he went with the Lukins Steel Com- 
pany, Coatsville, Pa., as traffic man- 
ager, where he remained for 22 years. 
In 1927 he became traffic manager for 
the Birdsboro Steel Foundry and Ma- 
chine Company, Birdsboro, Pa. He 
still holds that position and is, in addi- 
tion, traffic manager for the E. and G. 
Brooke Iron Company. His home is 
in Pottstown, Pa. He is one of the 
organizers and a charter member of 
the Reading Traffic Club and is also a 
member of the Traffic Club of Phila- 
delphia. In addition, he is active in the 
affairs of the Atlantic States Shippers’ 
Advisory Board. He is a member of the Elks and the Masons 
and president of the Chester County Rod and Gun Club. 








The Traffic Cluh of New York will hold its annual ladies’ 
night and entertainment at the Hotel Commodore May 2. The 
show has been named “The Musical March of Time.” The 
club’s delegates and visitors to the meeting of the Associated 
Traffic Club of America will leave New York the evening of 
April 25 in special cars routed via the Pennsylvania and the 
Illinois Central. ° 





John F. McDermott, examiner of stations, Newark post- 
office, will speak at a meeting of the Traffic Club of Newark, 
N. J., at the Chamber of Commerce Auditorium, April 6. At 
a session of the club’s traffic forum at the Newark Athletic 
Club, April 13, Walter Hedden, director, bureau of commerce, 
Port of New York authority, will lead a discussion on “Market- 
ing and Distribution.” 


The twelfth annual dinner of the Junior Traffic Club of 
Chicago April 2 was the largest traffic club dinner ever held 
in Chicago, the attendance being 1,830. Both the ballroom and 
the Red Lacquer Room of the Palmer House were filled, all 
moving into the ballroom for the speaking after the dinner. 
Further, it was reported by outgoing president, J. E. Paulan 
that, in the last year, the club’s membership had doubled, there 
now being over 800 members and the club having moved to 
sixth place in size among the clubs affiliated with the Asso- 
ciated Traffic Clubs of America. The new officers were in- 
stalled. The new president is Clarence Giles, freight traffic 
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representatives, Grand Trunk Railway. The speaker of the 
evening was Nathan William MacChesney, his subject being, 
“The Constitution, Commerce, and Controversy.” Speaking of 
government encroachment on business, he said he still believed 
that railroad men were better able to run the railroads than 


government appointees. The invocation was by Rev. Thomas 
Bellringer, Holy Nativity Episcopal Church. The Chicago Daily 
Times distributed copies of the paper with the entire first page 
given to the banquet. After the dinner and speaking program 
there was a vaudeville entertainment. 





The following delegates have been appointed to represent 
their respective clubs at the meeting of the Associated Traffic 
Clubs of America in New Orleans, April 28 and 29: Cincinnati 
Traffic Club—Delegates, Thomas F. Costello, traffic manager, 
The Gardner-Richardson Company, Middletown, Ohio; G. W. 
Arnold, district freight agent, Baltimore & Ohio; A. F. Eber- 
hart, traffic manager, Lawrenceburg Roller Mills Company, 
Lawrenceburg, Ind.; F. G. Burnett, general agent, A. T. & S. F.; 
Charles T. Peters, traffic manager, Crosley Radio Corporation; 
A. E. Bourne, general agent, Western Maryland. Alternates— 
George R. Hughes, traffic manager, The Lunkenheimer Com- 
pany; R. L. Murphy, general agent, Erie Railroad; L. H. Sick- 
man, traffic manager, E. Kahn’s Sons Company; L. F. Gartner, 
general agent, Western Pacific; A. E. Haig, traffic manager, 
White Villa Grocers, Inc.; C. H. O’Dowd, district freight agent, 
Southern Railway. Traffic Club of Wichita: J. P. Alvis, com- 
mercial freight agent, A. T. & S. F. Women’s Traffic Club of 
Tulsa: Mrs. Nelle Grant, New York Central; Mrs. Iva Stofle, 
Baltimore & Ohio; Mrs. Leone St. Clair, Southern Kansas Stage 
Lines; Mrs. Thelma Rogers, Big Three Welding Equipment 
Company. Transportation Club of Louisville: H. L. Engle- 
man, traffic manager, Reynolds Metals Company; E. H. Henken, 
traveling freight and passenger agent, M.-K.-T.; Frank S. 
Norton, American Creosoting Company; Maxwell Glen, traffic 
manager, Palmolive-Peet Company; W. H. Robinson, assistant 
general freight agent, Chicago, Indianapolis & Louisville. Co- 
lumbus Transportation Club: Delegates—George Hall, traffic 
manager, Fairfield Paper Company, Baltimore, Ohio; B. J. 
Ebro, traffic manager, Ohio Fuel Gas Company; P. J. Naugle, 
commercial agent, Illinois Central; J. E. Sheehy, general 
agent, New York Central.; alternates—L. C. Lewis, purchasing 
agent, M. and R. Dietetic Laboratory; C. E. Veth, secretary, 
Smith Agricultural Chemical Company; J. W. Skeen, freight 
representative, Norfolk & Western; A. D. Houston, general 
agent, Nickel Plate Railroad. Women’s Traffic Club of Chi- 
cago: Golda M. Luster, city passenger agent, Illinois Central; 
Ellen J. Raymond, assistant general freight agent, Green Bay 
& Western; Eleanor Anderson, traffic representative, New Or- 
leans Port Commission; Mildred Vanderwater, traffic manager, 
Sall Mountain Company. Transportation Club of Terre Haute: 
F. S. Reigel, general traffic manager, Commercial Solvents 
Corporation; J. C. Slaven, Walter Bledsoe & Company; George 
Byrne, district freight agent, New York Central; H. H. Wor- 
sham, district freight agent, Pennsylvania Railroad. Indianapolis 
Traffic Club: Additional delegates—W. F. Benning, division 
freight agent, New York Central; D. R. Chagnon, commercial 
agent, Illinois Central; C. L. Fuller, general agent, Minneapolis 
& St. Louis; O. G. Hageman, general agent, Chicago, Burlington 
& Quincy; L. N. Helm, commercial agent, Norfolk & Western; 
F. A. Doebber, traffic manager, Citizens’ Gas Company; George 
H. Evans, traffic manager, Evans Milling Company; D. R. 
Crowley, district freight agent, Nickel Plate. 





The Traffic Club of Wilmington, Del., held a trap shoot 
and oyster dinner at the Wilmington Trapshooting Association, 
March 26, with 125 in attendance. R. J. McCormick scored 
20x25 to win first prize in the trapshooting. There were a 
number of other events in which prizes were awarded. Mem- 
bers of the committee in charge were C. F. Miller, H. M. 
Fisher, H. M. Berridge, J. J. Stack, F. R. Webb, J. A. Kenney, 
R. J. McCormick, R. W. Marshall, C. J. Lindquist, F. R. Webb, 


D. J. Malloy, F. J. Cave, H. R. Fish, F. T. Ridley and P. F. 
Guerke. 





Three clergymen will take part in a religious forum at a 
luncheon meeting of the Birmingham Traffic and Transporta- 
tion Club at the Jefferson Hotel, April 6. They are the Rev. 
Dr. Edmonds, Father Sands and Rabbi Newfield. The club in 
the past has been active in the support of the Birmingham 
Crippled Children’s Clinic and Dr. J. M. Vance of the clinic will 
be present with one of the children whose care has been borne 
by the club. The week of April 6 is Crippled Children’s Clinic 
week in Birmingham. The club is planning a trip to inspect 
the industries of Montgomery, Ala., April 21. 





Captain R. O. Demarest, operating manager, Arrow Line, 
will speak on “Some Aspects of the Intercoastal Trade” at a 
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dinner meeting of the York, Pa., Traffic Club at the Hotel York- 
towne, April 9. There will be a program of musical enter- 
tainment. 


TRACING AND RECONSIGNING CLERKS’ DINNER 


The annual dinner of the Railroad Tracing and Recon- 
signing Clerks of Chicago will be held at the Auditorium Hotel 
April 23. Shippers and railroad operating and traffic men 
have been invited to attend, the clerks calling attention to the 
fact that, though their work is a matter of service to all of 
them, contacts are usually by telephone. They hope, they say, 
to meet face to face for the first time many of the men with 
whom they do business daily. P. G. Edwards, New York Cen- 
tral, is chairman of the dinner committee. Other members are: 
W. R. Walker, Pennsylvania; R. A. Erickson, Lehigh Valley; 
W. F. Webb, New York Central; W. H. Oberhelman, Chicago 
and North Western; H. Quinn, Baltimore and Ohio; M. J. 
Cummins, Elgin, Joliet and Eastern; D. Stailey, C. M. St. P. 
& P., and G. A. Gerhard, Boston and Maine. 


ATLANTIC STATES ADVISORY BOARD 


Reports of commodity committees submitted to the meet- 
ing of the Atlantic States Shipers’ Advisory Board at the Hotel 
Traymore, Atlantic City, N. J., April 3, indicated an increase of 
4.4 per cent in total carloadings in the second quarter of 1936 
as compared with the second quarter of 1935. Except for an- 
thracite coal, on which a decrease in loadings was forecast, in- 
creases were predicted on all the other commodities for which 
reports were rendered. The increases ranged from 2.8 per cent 
to 25 per cent. Some of the commodities on which substantial 
increases were indicated were fresh fruits, poultry, dairy prod- 
ucts, ore and concentrates, lumber and forest products, sugar, 
syrup and molasses, iron and steel, cement, brick and clay 
products, lime and plaster, and automobile parts and acces- 
sories. 

W. C. Kendall, chairman, car service division, A. A. R., re- 
ported on general transportation conditions, and A. P. Stevens, 
district manager, car service division, reported on conditions in 
the territory of the Atlantic States board. More than 450 at- 
tended the meeting, which was presided over by the general 
chairman of the board, FGrank Rich, traffic manager, J. C. 
Penney Company, New York. 


M. W. Clement, president, Pennsylvania Railroad, spoke 
at a luncheon held at the Hotel Traymore the day of the meet- 
ing. His subject was “Some Transportation Thoughts.” Daniel 
DeBrier, assistant counsel, New Jersey commission, gave an 
address of welcome. M. J. Gormley, executive assistant, 
A. A. R., was toastmaster. 


NEW COMPLAINTS FILED 


No. 27345, Newnam Foundry Co., Kendallville, Ind., vs. C. C. C. & 
St. L. et al. 

Kates, molding sand, in box cars, Delhi, Milan and Huron, O., 
Elnora and Mechanicville, N. Y., and core sand, in open and 
closed equipment, Juniata (Mayville), Mich., to Kendallville, Ind., 
in violation of section 1. Asks reparation. (L. V. Brandt, practi- 
tioner, 328 So. Jefferson St., Chicago, Il.) 

. 27346, Fay & Scott, Dexter, Me., vs. Maine Central et al. 

Rates, sand, Dorchester, Cedarville, Hayville and Lumberton, 
N. J., and Elnora and Ushers, N. Y., to Dexter, Me., in violation 
of section 1. Ask reparation. (Abner Pollack, registered practi- 
tioner, 1148 Manor Ave., New York, N. Y.) 

27347, Sherwood Refining Co., Warren, Pa., vs. Pennsylvania. 

Rates, sulphuric acid, in tank cars, Buffalo, N. Y., to Warren, 
Pa., in violation of section 1. Asks new rates and reparation. 
(James W. Jackson, atty., 56 Beaver St., New York, N. Y.) 

. 27348, Producers Core Sand Corporation, Michigan City, Ind., vs. 

Michigan Central. 

Rates, sand, Michigan City, Ind., to points in Illinois, St. Louis, 
Mo., Kenosha, Racine, Beloit and Milwaukee, Wis., West Newton, 
New Castle, Washington and Pittsburgh, Pa., and Wheeling, W. 
Va., in violation of sections 1, 2 and 3, the undue preference 
alleged being for shippers at Gary, Miller and Willow Creek, Ind., 
and points in the Chicago switching district. Ask new rates. (A. 
O. Ohlemacher, C. B. Ackerman and F. B. McElroy, for complain- 
ant, 608 S. Dearborn St., Chicago, Ill.) 

. 27349, Edwards & Browne Coal Co. et al., Sioux City, Ia., vs. A. 

T. & S. F. et al. 

Weights and charges, fuel oi! distillate, Oklahoma City and 
Seminole, Okla., and Longview, Tex., to Sioux City, Ia., in vio- 
lation of section 6. Ask reparation. (P. R. Wigton, practitioner, 
Commerce Bldg., Sioux City, Ia.) 

. 27353, The Trane Co., La Crosse, Wis., vs. C. M. St. P. & P. et al. 

Rates and charges, air-heating and cooling radiators, copper, 


No. 


brass or bronze, and iron and steel combined, carloads, La Crosse, 
Wis., to points in Calif., including Indio, Calif., in violation of 
sections 1, 2 and 3, the undue preference alleged being for com 
plainants’ competitors. Asks for reparation and in lieu of reparation 
the waving of the collection of alleged unlawful charges. (B. H. 
Overton, practitioner, La Crosse Traffic Bureau, La Crosse, Wis.) 


Ap 
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A MEMO ¢0 ticir‘empioyer 


In Which We Take Inventory of Our 
Traffic Training—and Pass the Facts Along 











CREDIT 
Where Credit Is Due 


No field of business today, in our judgment, exacts 
more from its executives than the industrial traffic field 
Not only must the traffic manager be a good executive 
and administrator but he must also be a combination of 
traffic technician and transportation lawyer. He must 
know something about the production and marketing 
departments of his firm or he cannot work with them 
as he should. And he also needs to be a statesman in 
order to help shape necessary transportation policies 
and legislation 


But that is not all. We know of no field where it is more 
necessary to keep constantly in contact with new 
developments. As expressed by Mr. James P. Haynes, 
Executive Vice-President, and formerly Traffic 
Director, Chicago Association of Commerce, “The 
profession of traffic management is a growing and 
dignified field of endeavor. The possibilities are 
unlimited for those who will lose themselves in the 
task. It is, however, a business that is constantly 
changing. The man who rests on his oars, even though 
he was well equipped a year or more ago, is lost in the 
march of progress and the’ ever changing scene.” 


It is because of this vaulable work which the traffic 
manager is doing in solving difficult distribution prob- 
lems, in maintaining proper competitive relationships, 
in stabilizing economic conditions, in shaping trans- 
portation legislation, and withal doing it often with 
inadequate compensation and recognition, that we are 
glad to pay this tribute to him. 


We would not have it understood that we believe the 
traffic manager to be a paragon. Far from it. But we 
do believe that he is contributing most handsomely to 
the economic development of our country and to the 
profits of industry. On occasion his work has been 
rewarded, appropriately, we believe, by election to the 
office of vice-president or president of larger industries 
[his tendency to accord him a position high in the 
councils of his organization is constructive, and one 
which will pay dividends to the forward looking busi- 
ness leaders with the genius to recognize that in these 
days of distribution difficulties the efficient traffic 
manager is one of industry's most important workmen. 











OR twenty-seven years LaSalle Extension University has con- 

tinually served the traffic management field. In passing this 

significant milestone we pause to review a period of great develop- 
ment in transportation methods—a period with which we have con- 
stantly kept in step, by continual revision and improvement of our 
Traffic Management Training Service. 


We look back upon a period of great growth, not only for ourselves, but 
for our graduates. These are found wherever traffic men find a field for 
their services. They are efficiently serving commercial and industrial 
organizations, both large and small; railroads and other transportation 
companies; chambers of commerce; trade associations; and state and 
federal commissions. It has been the privilege of LaSalle to watch the 
advancement of some of these men from jobs of minor character to 
positions of importance and responsibility, and of others—already in 
responsible traflic positions—to even greater efficiency and recognition. 


Yet this development of man-power has been only one of LaSalle’s 
contributions to the traffic fraternity. Equally important is this 
University’s service as a clearing house for traffic facts, offering a vast 
fund of invaluable knowledge. 


LaSalle has not been content merely to offer as traffic training printed 
statutes, rules, regulations and tariffs, already easily available to any- 
one at little cost, but has recognized from the beginning that such 
material is valuable in a training service only as it is amplified and 
supported by comprehensive re practical text matter, representing 
the cumulative experience of traffic men of unquestioned ability and 
leadership. Training must give both the ‘‘How”’ and the ‘‘Why’’— 
must include the principles governing the methods as well as the 
methods—or the student is not adequately prepared for the many and 
varied problems that he must meet and handle in the traffic field. 


Nor does the University consider its responsibility to its traffic members 
ended by providing practical traffic training accompanied by the 
personal instruction of experienced traffic men. In addition to this 
basic service, there are what may be called “‘by-products,’’ including 
such valuable services as: 


1. Confidential consultdtion service—on personal business 
problems. 


Nm 


Free placement service—for the traffic man and for the 
employer wishing a traffic man. 


3. sic, an report service—made to the employer if the 
student wishes it. 


4. Help in ‘‘selling’’ an employer on the necessity and profit 
of a traffic department. 


In future advertisements these extra and valuable services will be 
further explained. Pending their appearance in the Traffic World, 
additional information about LaSalle’s traffic training service and what 
it can mean in direct value to you or your associates may be had 
by addressing 


LaSalle Extension University 


Dept. 495-TR, Chicago, Ill. 


- 
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Personal Notes 





The Minneapolis and St. Louis Railroad has announced the 
following appointments: B. F. Moffatt, traffic manager, has 
been promoted to be executive representative at Minneapolis, 
reporting direct to the receivers; H. W. Ward has been ap- 
pointed acting traffic manager at Minneapolis; W. E. Hicks has 
been appointed assistant general freight agent in charge of 
solicitation at Minneapolis; W. O. Doyle has been appointed 
general agent at Albert Lea, Minn., and J. E. Wells district 
freight agent at Oskaloosa, Iowa. 

H. L. Gibson has been appointed Pacific Coast representa- 
tive for the perishable division of the freight container bureau 
of the Association of American Railroads. He will have the 
states of California, Nevada, Utah and Arizona under his juris- 
diction. His headquarters will be at Sacramento, Cal. 

W. R. Mann has been appointed assistant superintendent 
for the Southern Pacific Lines in Texas and Louisiana, and the 
Texas and New Orleans Railroad at San Antonio. T. S. Stew- 
art has been appointed trainmaster at E] Paso and F. E. Hoefer 
trainmaster at Austin, Texas. 

Headquarters of George A. Boyle, newly appointed general 
southwestern agent for the Alabama, Tennessee and Northern, 
are at Houston, Texas, not at Mobile, Ala., as stated in this 
column last week. 

D. O. Barrett has been appointed vice-president in charge 
of traffic for the Ziffrin Truck Lines, Inc., at Indianapolis, Ind. 

Louis E. Baker has been appointed travel promotion agent 
for the C. M. St. P. & P. at Chicago. 

William R. Askew, chairman of the freight traffic man- 
agers’ committee of the Trunk Line Association, died at St. 
Luke’s Hospital, New York, March 31, at the age of 62. He 
had been engaged in railroad work for 46 years and has been 
connected with the Trunk Line Association since 1920. 

W. S. Penchard has been appointed export and import 
agent for the Erie Railroad at New York. D. D. Jamieson 
has been appointed coal freight agent at New York. 

Leroy S. Boyd, librarian of the Interstate Commerce Com- 
mission for many years, died March 31. 

George Morton, freight traffic manager, Chicago, Burling- 
ton & Quincy, retired March 31 after 53 years of service with 
that railroad. W. G. Wagner has been appointed freight traf- 
fic manager to succeed him. Mr. Wagner was formerly assist- 
ant freight traffic manager. The following other appointments 
have been made in the traffic department of the C. B. & Q. at 
Chicago: R. B. Battey, formerly coal traffic manager, to be 
assistant freight traffic manager, with continued jurisdiction 
over the railroad’s coal traffic department; H. L. Ford, formerly 
general freight agent, to be assistant freight traffic manager 
in charge of solicitation; G. A. Hoffelder, formerly assistant 
general freight agent, to be general freight agent; D. E. Mc- 
Kee, formerly assistant general freight agent, to be general 
freight agent, and W. F. Radell to be assistant general freight 
agent. 

G. L. Lucas has been appointed assistant general freight 
= for the Ashley, Drew & Northern Railway, at Crossett, 
Ark. 

Cecil E. Smith, Chicago municipal judge, will be the speak- 
er at a meeting of Commodore Vanderbilt Post No. 789, Ameri- 
can Legion, at the Harrison Hotel, Chicago, April 6. Commo- 
dore Vanderbilt Post is made up of employes of the New York 
Central in the Chicago area. 


ROLLING STOCK ADDITIONS 

New freight cars on order by the Class I railroads of the 
United States on March 1 totaled 12,679, according to reports 
received by the Association of American Railroads. New freight 
cars on order on March 1, 1925, totaled 514, while on the same 
day in 1934 there were 5,019. 

New steam locomotives on order on March 1 this year 
totaled 37 compared with five on March 1, 1935. New steam 
locomotives on order on March 1, 1934, totaled 21. 

New electric locomotives on order on March 1 this year 
totaled 18 compared with 70 on the same day last year, and 90 
on the same day in 1934. 

New freight cars installed in service in the first two 
months this year totaled 1,925 compared with 428 in the first 
two months in 1935, and 23 in the first two months of 1934. 

One new steam locomotive was installed in the first two 
months this year compared with seven in the same period last 
year, but none in the same period in 1934. One new electric 
locomotive was placed in service in the first two months of 
1936 compared with 20 last year and four two years ago. 

Freight cars and locomotives leased or otherwise acquired 
are not included in the above figures. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 





Demurrage—Average Agreement—Parent and Subsidiary 
Company 


Ohio.—Question: Kindly advise if cars consigned to the A 
Company, subsidiary to the B Company, can be applied to the 
average agreement covering cars consigned to the B Company. 

Answer: We can locate no decision of the Commission with 
respect to the application of one average agreement to a parent 
company and its subsidiaries. However, see Albert Lea Packing 
Co. va. C. BM. & St. P. Ry. Co., 1401. C.. C. 157, 132 © C. C. GBB, 
the principle of which case, if applicable to an average agree- 
ment, would require two average agreements under such cir- 
cumstances. 

Cc. O. D.—Meaning of 


Wisconsin.—Question: Kindly advise the legal wording for 
C. O. D., whether ‘Free on Board” or “Freight on Board.’ Also 
state definitions and meaning of these two words, “Free” and 
“Freight” in this regard. 

Answer: The initials of, and an abbreviation for, the ex- 
pression ‘Collect on Delivery.” The letters also stand for ‘cash 
on delivery.” These initials have acquired a fixed and deter- 
minate meaning which courts and juries may recognize from 
their general information. As used in connection with ship- 
ments of goods, the letters mean that the carrier shall collect 
from the consignee on delivery the value or price of the goods 
shipped, marked thereon, and the cost of transportation, and 
return to the consignor the price collected. 

You evidently have confused C. O. D. with F. O. B., which 
means “Free on Board.” This term as applied to a sale of 
merchandise destined for shipment is used to indicate that it 
will be placed on a car or vessel free of expense to a purchaser 
or consignee. 

Notice of Claim—Condition Precedent to Recovery of Damages 

IMinois.—Question: The uniform bill of lading provides that 
claim for loss or damage must be filed with the carrier within 
nine months after date of delivery; it also provides that suit 
must be instituted within two years from date claim is denied. 

Our claim is not filed within nine months after date of 
delivery. Can we recover through filing of suit within two 
‘years after date of delivery? 

Answer: It is generally held that the filing of a claim as 
required by the bill of lading, is a condition precedent to recov- 
ery. See Watts vs. Southern Ry. Co., 138 S. E. 290, certiorari 
denied, 48 S. Ct. 764; Wholesale Coal Co. vs. C. & O. R. Co., 
144 S. E. 715; Farmers’ Grain & Supply Co. vs. A. T. & S. F. 
Ry. Co., 242 Pac. 151; American Railway Express Co. vs. 
The Fashion Shop, 10 Fed. (2d) 909. 


It has been held in several cases that the provisions of the 
bill of lading requiring notice of claim cannot be waived. See 
Rogers & Co. vs. Eastern Carolina Ry., 118 S. E. 885; Stern 
vs. American Railway Express Co., 198 N. Y. S. 531; Browning, 
King & Co. vs. Davis, 199 N. Y. S. 775; Jenckes Spinning Co. 
vs. N. Y. N. H. & H. R. R. Co., 129 Atl. 815; G. F. & A. Ry. Co. 
vs. Blish Milling Co., 241 U. S. 190, 36 S. Ct. 541. 

See also, C. & O. R. R. Co. vs. Martin, 283 U. S. 209, 51 
S. Ct. 453, in which case the court said: 


It is held by this court that the shipper may not invoke the doc- 
trine of estoppel against the right to collect the legal rate, because to 
do so would be to avoid the requirement of the law as to equal rates. 
Pittsburgh, etc., Ry. Co. vs. Fink, 250 U. S. 577, 582; L. & N. R. R. 
Co. vs. Central Iron Co., 265 U. S. 59, 65 and cases cited. These de- 
cisions lend support to our conclusion in respect of the matter here. 
Whether under any circumstances the shipper may rely upon that doc- 
trine in avoidance of the time limitation clause of the bill of lading, 
we need not now determine. But the Blish Company case makes clear 
that the fact that delivery was made contrary to instructions, due to 
the misunderstanding or negligence of the carrier, cannot success- 
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fully be set up as an estoppel against the claim of a failure to com- 
ply with the requirement of the bill of lading here involved. To allow 
it would be to alter the terms of a contract, made in pursuance of 
the Interstate Commerce Act and having, in effect, the quality of a 
statute of limitation, and thus to open the door for evasions of the 
spirit and purpose of the act to prevent preferences and discrimina- 
tion in respect of rates and service. Compare A. J. Phillips Co. vs. 
Grand Trunk Western R. R. Co., 236 U. S. 662, 667. 


There are, however, cases which hold a carrier may, by its 
conduct, waive the provisions of the bill of lading as to notice 
of claim. See Wells, Fargo & Co. vs. Townsend & Freeman Co., 
204 S. W. 417; E. H. Emery & Co. vs. Wabash, 166 N. W. 600; 
Kahn vs. American Ry. Express Co., 106 S. E. 126; American 
Exp. Co. vs. Thompson, 43 S. W. (2d) 750; Shark vs. G. N., 
164 N. W. 39. 

Private Cars—Mileage Allowances 


Louisiana.—Question: Will you kindly advise us whether 
or not it is illegal for a private car owner, who leases tank cars 
to shippers, to allow the lessee the entire mileage earnings of 
such cars, where the earnings exceed the amount of rental paid 
to the lessor? 

It is our understanding that the lessee cannot receive com- 
pensations exceeding the amount of rental which he pays to 
lessor. If you can cite us to any special cases, same will be 
appreciated. 

Answer: In its decision in Use of Privately Owned Refrig- 
erator Cars, 201 I. C. C. 323, the Commission held that the 
payment in whole or in part, to shippers, including meat pack- 
ers, of mileage earnings by carriers, either direct or through 
car owners, in excess of the amount of rental such shippers pay 
for the use of the cars and other actual expenses in connec- 
tion therewith results in such shippers receiving transportation 
of their products at lower rates than those paid by shippers 
generally who use cars furnished by the carriers and at less 
than the published rates; and that any allowance paid to the 
shipper-owner of private cars, including meat packers and their 
operating subsidiaries or agents, by the railroads as mileage 
earnings in excess of the ownership cost, including a fair return 
on the investment, are unreasonable, unjustly discriminatory, 
and unlawful rebates and concessions. 

In this case the Commission said that the discussion therein 
had been confined almost entirely to refrigerator cars and the 
findings would be so restricted, but that the general principles 
enunciated apply equally to all other types of private cars. 


Tariff interpretation—Released Value Rates 


New York.—Question: Please advise whether we can insist 
upon a refund from the carrier in regards to the letter which 
we have received from them, part of which we are quoting 
below: 

On page 328, items 20 and 21, Consolidated Freight Classification 
No. 9, we have Chinaware or Porcelain, NOIBN, see Note 1. Released 
to value not exceeding $20.00 per 100 Ibs., see Note 2. If you will fol- 
low this note you will find that it provides: 

“The released value must be entered on shipping order and Dill 
of lading in the following form: 

““*The agreed or declared value of the property is hereby specifi- 
cally stated by shipper to be not exceeding $20.00 per 100 Ibs.’ ”’ 

With this certication the rating is third class when packed as in- 
dicated. 

In {tem 22 we have ‘‘not released to value of $20.00 per 100 Ibs.”’ 
When packed as indicated second class rating applies. Note 3 is in 
this item, but it is not involved here. In other words the items re- 
ferred to carry two different ratings; third class when released as 
explained above and second class when not released. You will observe 
that Note 2 refers to released value but does not connect with ‘“‘not 
released.’"” In the circumstances the lawful rate is second class, and 
we do not have authority .to accept a corrected bill of lading, read- 
ing: ‘“‘Released to value of $20.00 per cwt.’’ Only the courts or com- 
mission can authorize the application of third class. Our hands are 
tied and it will be impossible for us to pay your claim. 

Answer: In Western Shade Cloth Co. vs. Canadian N. Ry. 
Co., 147 I. C. C. 535, the Commission held that a rate of 49 cents 
applicable on cloth, window shade, released to a value not 
exceeding 10 cents per pound was not applicable where, due 
to an oversight of complainant’s shipping clerk the shipments 
were not released to the basis of any declared valuation, al- 
though complainant might have declared less than actual value, 
thus limiting defendant’s liability, and received the benefit of 
the lower rate, instead of a rate of 70% cents per 100 pounds. 

The principle of the above referred to case appears to apply 
to the facts in the instant case. The applicable rate is fixed by 
the terms of the bill of lading upon which the shipments moved 
and these terms cannot be modified by a corrected bill of 
lading executed after the movement of the shipment, as such 
a bill of lading would not be the contract of the parties covering 
the movement of the shipment. 


Weights and Weighing—Hay and Straw 


New Jersey.—Question: On January 30th we received a 
carload of baled hay.-at Newark, N. J., on which the freight 
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charges were collected upon the basis of 35,700 lbs., the car 
being weighed in transit at Southport, N. Y., showing a gross 
weight of 80,700 Ibs., tare 45,000 Ibs. and a net weight of 35,700 
lbs. The shippers invoice on this particular shipment called for 
35,163 lbs. We filed a claim for this overcharge and same was 
declined on the basis of tariff I. C. C. 455, Supplement 35, item 
820-B, which provides as follows: 


Freight charges on hay or straw in carload will be computed on 
the basis of weights as certified to originating carrier at time of 
shipment. When impossible for the originating carrier to obtain cer- 
tificate of weight for any shipment such shipment shall be weighed on 
track scales at point of origin, or enroute and such scale weight used. 
Corrections in freight charges will not be accepted by carriers, nor 
will claims be participated in which may be based upon outturn weight 
at destination, unless under the supervision of a representative of the 
carriers or an official weighmaster of board of trade, chamber of com- 
merce or inspection bureau. 


Most of our shipments are loaded at numerous distant 
country points by farmers, truckmen, etc., at points at which 
there are no facilities for weighing this hay or straw and, 
therefore, it is impossible for us to give a certified shipper’s 
weight. Hay will shrink from natural loss of moisture and will 
lose weight from numerous handlings from the farmers’ barns 
to truck and from the trucks to the cars. The weights of this 
hay are put on the bales at the time of baling which may be 
months before the hay is actually loaded for shipment. The 
only weight that we can get, probably two or three days after 
the car is loaded, is the shipper’s invoice weight which is made 
up from the total of these bale tags weights. We contend that 
if we put this weight on the bill of lading we are actually giving 
the carriers more than they are entifled to because of the 
natural shrinkage in the hay. We alsé contend that if the car- 
riers could possibly weigh our shipments correctly, each car 
would fall below the amount shown on the shipper’s invoice. 

We have been before the Trunk Line Bureau on this ques- 
tion, to try and change these rules and regulations to allow 
us to file claims for apparent overcharge or change the rules 
to allow the acceptance of the shipper’s invoice weight in case 
of weight disputes at destinations. We have clearly shown that 
carriers can not give an absolute true weight in every case and 
we also have shown that these rules and regulations will never 
be applicable to those people who want to do business along 
businesslike lines, but all to no avail. 

Can you give us any information as to how we may further 
pursue this question in order that we may have some recourse 
on these overcharges in weight claims? Can you give us any 
decisions which may be helpful to us? 

Answer: In the event of the unwillingness of the carrier 
to amend its tariff provisions to accord with the views of a 
shipper as to the proper basis for arriving at weights ap- 
plicable on a given commodity. his remedy is to file a com- 
plaint with the Commission alleging the unreasonableness of 
the present tariff provisions. 

We are unable to locate cases in which this particular 
question has been involved. 


Motor Carrier Act—Application 


Kentucky.—Question: Where a manufacturer in one state 
sells his commodity on a consignment basis at a delivered price 
or at an F. O. B. factory price to a dealer in another state, the 
commodity being the property of the manufacturer until sold 
by the dealer, the difference between the delivered price and 
the F. O. B. factory price constitutine a transportation charge, 
the dealer hauling the merchandise from the manufacturer to 
his store in his own truck. never having used his truck for 
hauling for the general public, either as a contract or common 
carrier. will vou kindly advise your opinion as to whether or 
not such a dealer truck comes under the jurisdiction of the 
Motor Carrier Act? 

Also. could such a manufacturer under these conditions, 
not ownine or operatine any trucks, be considered as subject 
to the act? 

Answer: Paragranvh 15 of section 203 (a) vrovides that the 
term “Contract carrier by motor vehicle’ means any person. 
not included under paragranh (14) of this section, who or 
which. under snvecial and individual contracts or agreements, 
and whether directly or by lease or any other arrangement, 
transports passengers or property in interstate or foreign com- 
merce by motor vehicle for compensation. 

Paragraph 17 of this section provides that the term “private 
carrier of property by motor vehicle’ means any person not 
included in the terms “common carrier by motor vehicle” or 
“contract carrier by motor vehicle.” who or which transports in 
interstate or foreign commerce by motor vehicle proverty of 
which such person is the owner, lessee. or bailee. when such 
transportation is for the purpose of sale, lease, rent, or bail- 
ment. or in furtherance of any commercial enterprise. 

Apparently the compensation received by the dealer for 
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CARTAGE 
COSTS 


Route LCL shipments vie 


UNION INLAND 
FREIGHT STATION No. | 


Located in New York's amazing 
new distribution G. H. Q. 


THE PORT AUTHORITY 
COMMERCE BUILDING 


15th to 16th Sts.—8th to 9th Aves. 
MANHATTAN 


This station, maintained and operated by the 
trunk line railroads serving the Port of New 
York, has already effected sensational savings 
in trucking time and money, not only for the 
tenants who occupy the remarkable space in 
the building itself but for all other shippers and 
consignees who have been far-sighted enough 
to form the economical habit of using Union 
Inland Station Ne. 1 for both inbound and 


outeeund L.C.L. freight shipments. 


Write for detailed information to 


THE PORT OF NEW YORK AUTHORITY 


Traffic Manager 
111 Eighth Ave., 


=e 
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NEW 
WEEKLY 


FAST FREIGHT SERVICE 


to LONDON 


Answering insistent demands, the 





Baltimore Mail Line is pleased to an- 
nounce weekly freight and passenger 


sailings from the Bay Ports to London. 


Now you can route your English ship- 
ments with easy regularity — save 
money because of lower rail rates to 
Baltimore and Hampton Roads (Nor- 
folk-Newport News). Your consign- 
ments go on fast passenger liners 
carrying United States mail. Refrig- 
erator compartments for perishables. 
Unexcelled stowage facilities for all 


general cargo. 


First Sailing S. S. City of Norfolk 


From Baltimore April 16, from 
Hampton Roads April 17. Due London 
April 27. -Weekly thereafter with sail- 
ings from Baltimore every Thursday 


and from Hampton Roads every Friday. 


Weekly service to Hamburg and fort- 
nightly service to Havre and Bremen 


continues as before. 


abAw ALTIMORE 
ls-) MAIL LINE 


Nes = BALTIMORE MARYLAND 


OTHER OFFICES 


NEW YORK CHICAGO PITTSBURGH BOSTON 
DETROIT CLEVELAND TORONTO PHILADELPHIA 
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the transportation of the commodity in question from the point 
of manufacture thereof to the point at ‘which the dealer is 
located in another state is the difference between the delivered 
price and the F. O. B. factory price, and therefore the dealer 
falls within the provisions of paragraph 15 of Section 203 of the 
Motor Carrier Act, in that he is hauling for compensation 
goods of another party. 

The manufacturer, in our opinion, is not subject to the act 
either as a contract or private carrier, as he does not trans- 
port the goods. 


Reparation—Joint and Several Liabilities 


New York.—Question: A carload of lumber (dressed) on 
March 11, 1935, moved from Klamath Falls, Oregon, to Wash- 
ington, D. C., Freight collect, Section 7, signed by the shipper. 
Bill of lading is marked “36 ft. car ordered, loaded to full 
visible capacity.” Freight bill shows 38,000 lbs. at 88 cents 
making $334.40, the total to be collected. 

On March 27th the consignee paid $330.00 leaving a balance 
of $4.40 unpaid. On August 15th the consignee paid balance 
of $4.40 to carrier (an electric railroad), which has since ceased 
operations, because taken over by another carrier. 

We have a letter from the consignee advising us to send 
future communications to the Receiver of the Carrier. 

The consignee calls our attention to Agent Toll’s I. C. C. 
No. 134, Tariff No. 17-N, Item 540, “Exception,” which reads 
“Or at actual weight when loaded to full visible capacity but 
not less than 30,000 lbs.” 

We are the purchasing agent in this transaction and the 
consignee has deducted the $4.40 from our account. 

Will you please advise us if the bankrupt carrier assessed 
this charge in error, under the circumstances, and if so, should 
we take it up with the Receiver of the Bankrupt or with the 
carrier that has taken them over? Also if it is just an error 
are we entitled to the full amount of the overcharge or are we 
just another creditor who would share equally on a percentage 
basis with others. 

Answer: It does not appear that the shipment was over- 
charged. However, if such is the fact, recovery of the over- 
charge may be had from any carrier over which the shipment 
moved. The Commission has held that where an unreasonable 
joint rate has been collected, including an over-charge, the 
liability of carriers is joint and several, and the Commission 
may award reparation against one of the roads which partici- 
pated in the traffic, even though other roads, which performed 
a part of the service are not made defendants. Barker Broth- 
ers vs. Michigan C. R. R., 147 I. C. C. 483; Montello Granite 
Company vs. Minneapolis, St. P. & S. S. M. Ry., 148 I. C. C. 721. 


Discrimination—What Constitutes 


New York.—Question: We are a wholesale coal company, 
producers and shippers of anthracite and bituminous coal 
throughout the east. 

Shipments made from the mines are always consigned to 
ourselves to various destinations, the bills of lading showing us 
as shippers as well as consignees. Before the arrival of the 
car at destination, it has been our practice to issue delivery 
orders to the agent at destination, furnishing him with the 
consignee’s name, and authorizing him to deliver the car upon 
arrival. 

Due to the proximity to the mining regions of some of our 
destinations, a great many shipments would arrive at destina- 
tion before the delivery order was received by the agent, 
thereby incurring switching charges, demurrage charges, and 
telegraph charges. In order to preclude these additional ex- 
penses, we installed a-blanket delivery system by authorizing 
various agents at destinations to which we ship, to deliver cars, 
consigned with various Class Numbers, to certain consignees, 
furnishing him with a list of our consignees at that destination 
and giving each consignee a number. For instance, if we had 
an order for John Jones at Oswego, N. Y., N. Y. C. delivery, 
we instructed agent at Oswego to deliver all shipments, con- 
signed to ourselves, Class No. 1, to John Jones upon arrival. 
In instructing the mines to ship the cars, we instructed, in turn, 
that the consignee on the bill of lading, should show ourselves, 
Class No. 1, and therefore, when the car arrived at Oswego, the 
agent knowing that Class No. 1 was synonymous with John 
Jones, would automatically deliver the car upon arrival, thus 
eliminating switching and demurrage charges. 

The agent acting on these blanket orders, would no more 
act for us in the capacity of a representative of our company, 
than he would normally act upon individual postal cards author- 
izing delivery of certain shipments to certain consignees. 

This Class delivery system has been in practice now for 
almost a year with remarkable success. Our consignees at 
destination were able to receive the shipments without any 
undue delay, and this, as well, has saved a great deal of time 
and trouble on the part of the agent in checking through his 
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records to see whether he had an order on file upon arrival of 
each car for our account. 

We have now been informed by one of the eastern railroads 
that such a practice will have to be discontinued, due to the 
fact that it is in violation of Sections 2 and 3 of the Interstate 
Commerce Act. We have also been informed that this is in 
violation of Section 1 of the Elkins Act. 

It appears to us that this blanket delivery system cannot, 
in any way be construed as a violation of either the Interstate 
Commerce Act or the Elkins Act, because no special discrimina- 
tion of concession was being rendered on the part of the car- 
riers when acting upon these blanket delivery orders. It is 
our contention that the agent, when acting upon individual 
orders for shipment, would be acting as well for us in order 
to effect the delivery of a car upon arrival at destination. 

Will you please be good enough to advise us our status in 
regard to this question, and whether or not we may continue 
this method of delivery? 

Answer: A common carrier has a right to conduct its busi- 
ness according to the rules of the common and statutory law; 
it may make, and enforce by its agents, reasonable and neces- 
sary rules for the transaction of its business; and it also has 
the power to alter or modify such rules from time to time, as 
it may deem proper and expedient, on reasonable notice to 
the public, in order that the interested parties may be apprised 
of what is required in seeking service at the hands of the 
carrier. 


Whether there is a violation of the Elkins Act and Sections 
2 and 3 of the Interstate Commerce Act in the delivery of cars 
under the delivery system you describe, depends upon whether 
you are receiving an undue preference or discrimination within 
the prohibitions of these provisions of the Interstate Commerce 
Law. 

In Chicago A. R. Co. vs. Kirby, 225 U. S. 155, 32 S. Ct. 
648, the Commission held that it was a violation of the Act for 
a carrier to agree to carry goods within a particular time, or 
to make a particular connection, or to carry by a particular 
train in the absence of tariff authority for such service. The 
court held that an advantage accorded by special agreement 
which affects the value of the service to the shipper and its cost 
to the carrier should be published in the tariff, and for a 
breach of such contract, relief will be denied, because its 
allowance without such publication is a violation of the Act; 
that it is also illegal because it is an undue advantage in that 
it is not one open to all others in the same situation. 

That the practice you describe is unduly preferential or 
that it is one which, under the principle of the Kirby case 
above referred to, because not accorded to all shippers, is de- 
batable, but that it is a practice which it is within the discretion 
of the carrier to discontinue seems to be without doubt. 


Demurrage—Computation of Time on Cars Delivered on Inter- 
change With Government Owned Carrier. 


Minnesota—Question: Will you please again refer to our 
question on page 220 of the Traffic World of February 1, 1936, 
regarding whether or not notices are required on cars set out 
on the government interchange tracks at Wiota, Mont., that is, 
arrival notices ? 


We feel that our question has not been answered. 
What we would like to know is this: 


Would the carrier performing the line haul into Wiota, 
Mont., be required, under the tariff, to send either arrival 
notices of constructive placement notices for the cars on the 
government interchange tracks? 

I am sorry, but you have also made an error in publishing 
our question on page 220 of Feb. 1st. We stated in our ques- 
tion, 6th paragraph, “It is our understanding that these gov- 
ernment tracks at Wiota were simply the interchange tracks 
between the two railroads, and under these circumstances 
the line hail carrier would be required to send notices.” You 
changed the meaning of our question by using the word “not,” 
in the sentence, making it read, “The line haul carrier could not 
be required to send notices.” 

Will you please advise us if in the situation as stated— 
whether or not the line haul carrier is required to send notices 
of arrival or constructive placement notices on the cars placed 
on the government interchange tracks at Wiota, Mont.? 

Answer: The answer to your question is dependent upon 
the determination of the status of the government track, which, 
in turn, is a question of fact. 

As we stated in our answer to which you refer, there have 
been no decisions by the Commission which may be used as a 
guide for the determination of the status of this track. 


Commissions to Obtain Traffic 


lowa—Question: Kindly advise if there is a law or decision 
of the Interstate Commerce Commission or any court limiting 
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Be Sure to Get Your Copy 
List No. 1 
Motor Carrier Tariff Abstracts 


which is published in the April 4 issue of THE 
TRAFFIC BULLETIN (companion publication to 
THE TRAFFIC WORLD). 


The list is classified according to commodities, and 
shows the name of the carrier or agent, city in 
which he is located, file number of tariff, nature of 
service offered or commodities affected, and 
terrilory served. It is the only list of its kind 
available. 













You can get your copy immediately by subscribing 
for THE TRAFFIC BULLETIN. Your order anaes 


NOW will bring you: 







SPLENDID 
FLEET OF 


Air-Conditioned 
TRAINS Jed by 


The famous 











1. Abstracts of all motor carrier tariffs, supple- 
ments, and classifications. (The number now 


on file is estimated at 50,000.) 


9. Abstracts of all railroad tariffs, supplements, 
and classifications. 


3. Abstracts of all steamship tariffs filed with the 
Shipping Board Bureau. 










4. Applications of rail, motor, and steamship 
carriers to change rates on short notice, and 
permissions granted. 


FAST RELIABLE 7 
FREIGHT SERVICE 


FREE PICK-UP 
AND DELIVERY 


















5. Dockets of the railroad territorial rate 
committees and, in most cases, their hearing 
bulletins and disposition notices. 

















6. Fourth section applications and orders. 


7. Tariffs suspended by the Commission and the 
Shipping Board Bureau, tariffs returned by 
either body, express tariffs, steamship sailings, 
embargo notices. 


8. Quarterly dockets of the Consolidated 
Classification Committee. 


The subscription rate of THE TRAFFIC BULLETIN 
is $25.00 a year, $6.25 for three months. Payment 
may be made on receipt of our bill. Send your 
order now to start with the April 4 issue, con- 
taining motor carrier tariff abstract list No. 1. 


THE TRAFFIC BULLETIN 


418 S. Market St. Chicago, Ill. 
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or curtailing the expenditures of rail carriers chargeable to 
solicitation. 

Also, is there any lawful limitation provided as to the ex- 
tent or kind of favors, services or benefits accorded to shippers 
by railroads to obtain business for their companies so long 
as there is no rebating of charges for transportation services? 

For example—May a carrier lawfully pay to the consignee 
the cost of a telegram sent to the consignor requesting rout- 
ing or a change in routing of a shipment in favor of the solic- 
iting carrier either before or after shipment has actually 
moved ? 

Answer: In Lehigh Valley Railroad Company vs. United 
States, 243 U. S. 444, 37 S. Ct. 434, it is held that any payment 
by a carrier to a shipper in consideration of the latter shipping 
goods over the carrier’s lines comes within the prohibition of 
Section 2 of the Interstate Commerce Act. 

It does not appear that the consignee to whom the carrier 
paid the cost of the telegram has received a rebate of charges 
for transportation services. 

We are not aware of any law or decision of the court or 
the Commission which would prohibit such a payment. 


Tariff Interpretation—Loading of Freight in Cars Stopped for 
Partial Unloading 

Texas.—Question: We recently moved a car of canned milk 
from A to C, stopped at B for partial unloading, which privi- 
lege is permitted under applicable tariff. After partly unload- 
ing at B, we found it necessary to move approximately 10,000 
pounds of intrastate traffic from B to C, order for which de- 
veloped on Saturday at an hour when the delivering carrier’s 
pick-up-and-delivery service had ceased. Accordingly we loaded 
this additional traffic into the stopover car, covering same by 
local bill of lading on which we anticipate paying the L. C. L. 
intrastate rate, B to C. 

Upon presentation of the bill of lading to the carrier they 
declined to sign same, referring to Rule 12, Item 504-C, Peel’s 
174-G, ICC 2689, applicable on all interstate traffic within this 
territory, reading as follows: 


No freight may be loaded at stopover 
partly unload. 


points in car stopped to 


While we were familiar with this restriction, we contended 
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this provision of the tariff was published with the intent to 
provide that no freight could be loaded in the stopover car at 
the carload rate from B to C. 


Answer: While the effect of Rule 12, Item 504-C, Agent 
Peel’s ICC 2689, is to make inapplicable the carload rate from 
B to C on the amount loaded in the car at point at which is 
was stopped for partial unloading, it is probable that a further 
consideration for the incorporation of this rule in the tariff is 
the difficulty of policing such shipments. 


In the presence of such a rule in the tariff the agent at the 
stopover point had no discretion in the matter of accepting 
or not accepting for transportation the amount which was 
loaded in the car at the stopover point. 


Tariff interpretation—Application of Intermediate Rule. 


Kansas.—Question: In your reply to Kansas, on page 310, 
of the Traffic World, February 15, under the above caption, you 
indicate that in the absence of a specific rate from the inter- 
mediate point of destination, the combination of proportional 
rates would properly apply and not the flat rate to the rate 
break point plus the proportional beyond, under note four of 
the intermediate clause, but since paragraph two of your reply 
states “aside from the transit feature’ and due to the language 
used in the first paragraph, it is possible to conclude that a 
shipment receiving the benefit of the transit would be, in your 
opinion, subject to the higher of the two above mentioned 
rates,—however, if the combination of proportionals applies on 
a flat shipment from the transit point to destination, there 
would be no higher rate applying from that point and the three 
way rule would not become a factor, consequently the lower 
rate would be the proper rate on either a flat or transit ship- 
ment. 


We think your reply might be construed either way inso- 
far as transit shipments are concerned and would appreciate 
clarification. 


Answer: In our answer to which you refer, in the second 
paragraph thereof, it was our intention to state that the ab- 
sence of a specific rate through an intermediate point is, under 
Note 4 of the intermediate rule prescribed by the Commis- 
sion, a condition precedent to the application of the lower rate 
from a more distant point. 


GREAT NORTHERN 
RAILWAY 


for FREIGHT 


Between ST. PAUL, MINNEAPOLIS, 
DULUTH, WINNIPEG, BUTTE, 
GREAT FALLS, HELENA, BILL- 
INGS, PORTLAND, SEATTLE, 
TACOMA, SPOKANE, KLAMATH 
FALLS, SACRAMENTO, OAKLAND, 
SAN FRANCISCO, VANCOUVER 
and VICTORIA, B. C., and Inter- 
mediate Points. 


P. H. Burnham 
Freight Traffic Mgr. 
St. Paul, — 


J. F. Pewters 
Western Traffic Mer. 
Seattle, Wash. 

C. F. O'Hare 
Asst. Gen. Freight 
and Passenger Agent 
Helena, Mont. 


B. S. Merri 
General Freight A ent 
759 Monadnock Bids. 
San Francisco, Calif. 


SAFE - 


for TRAVEL 


Via the AIR-CONDITIONED EM- 
PIRE BUILDER between CHICAGO, 
TWIN CITIES, GLACIER NATIONAL 
PARK, SPOKANE, SEATTLE, TA- 
COMA, PORTLAND, other NORTH- 
WEST CITIES and NATIONAL 
PARKS, CALIFORNIA, ALASKA. 


LOW FARES EVERY DAY 


H. G. Dow 
Eastern Traffic Mgr. 
233 Broadway 
New York, N.Y. 
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‘aul, Minn. 


T. J. Shea 
Asst. Gen. Freight Agent 
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Chicago, Ill. 
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REPEAT ORDERS 


You can give customers the kind 
of service they need if you make 


PORT HOUSTON 


YOUR DISTRIBUTON POINT 
FOR THE 
GREAT SOUTHWEST 


Fast, frequent steamship service to and 
from Atlantic, and Pacific ports will 
transport your cargo in the most 
economical way. From PORT 
HOUSTON 5 trunk line systems and 
numerous truck lines will distribute 
your shipments at lowest possible cost. 


J. Russell Wait 


Director of the Port 
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MOOREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 


From BOSTON, cA os. TAMPA to NEW ee eAne 
From PHIL ADELPHIA and BALTIMORE to MOBI 
From NEW ORLEANS to TAMPA, PHILA ADELPHIA, 


BALTI MORE, NEW BEDFORD end OSTON 


B 

From MOBILE to NEW BEDFORD, BOSTON and PHILADELPHIA 
From TAMPA to PHILADELPHIA and BOSTON 

Between NEW ORLEANS, HOUSTON and CORPUS CHRISTI 


MOORE and McCORMACK, Inc., Agents 


NEW YORK, 5 Broadway 
BALTIMORE, Seaboard Bidg. NEW ORLEANS Whitney 8 Benk Bids. 
‘ON, 75 ‘State Street TAMPA, 512 E E. Late ateyette 


PHILADELPHIA, Bourse Bidg. 


TROIT, 556 Book 


6, 503 Marquette 
BA ATON ROUGE 1758 a PITTSBURGH, O} 


, Railway Exchange ROCHESTER, 1 Sos 7 af. , 
: Cotton Exchange Bids ian HOUSTON, State National Bank Bldg 


CHRISTI, Nixon a MOBILE, Merchants Bank Bids. 
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BOSTON, 
NEW ORLEANS, 
Los ANGELES HARBOR, 
SAN FRANCISCO, ano ST. JOHN, N. B. 
AND 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (tanshipment at CRISTOBAL) 


FREIGHT TRAFFIC DEP’T 


New York........ Pi 
Chieago...... “tad W. Wace Se St tone ey E. Kan 
gen, on “aneleee. . -1001 Fourth Street coalee E ibbean S.S 
a weetsers P weenee =. mg Wharf Ltd., Adel Eng Gar House, ah SS: aenay 
s0 regular weekly passenger service (and “Guest Cruises” 
to the West Indies and Caribbean, oat . 











PLANOGRAPH 


Quick - Accurate - Economical 


PARTICULARLY EFFECTIVE IN THE 
PRODUCTION OF 


Audit Reports Forms 
Bills of Lading General Letters 
Bulletins Graphs 
Charts Specifications 
Circulars Statistics 
Division Sheets Surveys 
Drawings Tariffs 
Exhibits 


Samples Submitted on Request 


EDWARD KEOGH 
PRINTING COMPANY 


Tariff Printers and Planographers 
Keogh Building 
730-738 W. Van Buren Street 


CHICAGO, ILL. 
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Guide to Merchandise and Cold Storage 
Warehouses in Key Distribution Areas 


(Published monthly in the first issue of each calendar month) 


This Guide has been designed to provide 
trafic and sales managers with conveniently 
organized information about the merchandise 
and cold storage warehouses in the principal 
distribution centers of the country. 


Admission of an advertiser to this Guide 
means: 


1. That the company operates a warehouse 
that specializes in serving the needs of 
large industrial shippers. 


2. That the-information is up-to-date— 
provision has been made for the correc- 
tion of data each month. 


3. That all Advertisers have been rigidly 


investigated 


While every reasonable precaution has been 
taken— including the checking of bank and 
other references—to restrict the advertisers in 


this Guide to companies known for their in- 
tegrity, THE TRAFFIC WORLD assumes 
no responsibility for dealings or service. 
It requests, however, that unsatisfactory 
experiences, should they arise, be re- 
ported. 

Symbols and Abbreviations: Copy has 
been kept free from any except standard 
abbreviations. Four symbols are used to 
indicate types of warehousing fallities: 


+. Merchandise warehouse 
O Cold storage warehouse 
ke) Both a cold storage and merchandise 


warehouse 


D Water dock facilities 


If no address i is shown under the heading 
“Facilities,” the location of the warehouse is 
the same as that shown for the office. In case 


INDEX 


the facilities consist of several units, the loca- 
tion of each unit is usually shown. 


Insurance rates: The rate shown is the 
lowest charge per $100 per year—100% cov- 
erage unless otherwise specifi 


Floor Load: Data indicates range of 
weight capacities in pounds per square foot. 


Map of Key Distribution Areas: This 
Guide has been designed to serve as a basic 
source of data to be used in connection with 
THE TRAFFIC WORLD Distribution Map 
to be available in May. 


Use this Guide as an Index to Your 
Warehouse Files: Since this Guide is re- 
stricted to warehouses that specialize in serv- 
ing major shippers, it becomes an automatic 
index to your warehouse reference files. The 
inclusion of basic data in every listing makes 
possible effective preliminary selection, then 
refer to your files for the literature you have 
received from companies to be considered. 


Page Numbers shown below relate to “‘Guide Pages’’ 


CALIFORNIA 
Los Angeles—Page 2 


Metropolitan Warehouse Co. 
Overland Terminal Warehouse Co. 
Star Truck & Warehouse Co. 
Westland Warehouses, Inc. 
San Francisco—Page 2 
San Francisco Warehouse Co. 
South End Warehouse Co. 


DISTRICT OF COLUMBIA 


Washington—Page 2 
Terminal Refrigerating & Warehousing Corp. 


FLORIDA 


Jacksonville—Page 2 
Wiesex‘~ld Warehouse Co. 


ILLINOIS 


Chicago—Pages 2-3-4 
Anchor Storage Co. 
Central Storage & Forwarding Co. 
Crooks Terminal iy gy 
Currier-Lee Wareh 
The Midland —.: & Transfer Co. 
North Pier Terminal Co. 
Railway Terminal & Warehouse Co. 
Soo Terminal Warehouse 

East St. Louis—Page 4 
Mississippi Avenue Warehouses 

Peoria—Page 4 

National Warehouse Co. 


INDIANA 
Evansville—Page 4 
Mead Johnson Terminal Corp. 


Fort Wayne—Page 4 
Mitchell Sales & Storage, Inc. 


Hammond—Page 4 
Great Lakes Warehouse Corp. 


Indianapolis—Page 4 


Henry Coburn S & Warehouse Co. 
Indiana Terminal & Refrigerating Co. 
IOWA 


Mason City—Page 4 
Mason City Warehouse Corp. 

Sioux City —Page 4 
Bekins Van & Storage Co 


LOUISIANA 


New Orleans—Pages 4-5 
Bienville Wa 
Comme: 


rehouse Corp. 
rcial Terminal an Co. 


MARYLAND 


Baltimore—Page 5 
Baltimore Fidelity Warehouse Co. 
Terminal Warehouse Co., of Baltimore. 


MASSACHUSETTS 


Springfield— Page 5 
Atlantic States Warehouse and Cold Storage Corp. 


MICHIGAN 
Detroit—Page 5 


Commercial Warehouse 
Grand Rapids—Page 5 
Columbian Storage & Transfer Co. 


MINNESOTA 


Minneapolis—Page 5 
Kedney Warehouse Co. 
Minneapolis Terminal Warehouse Co. 


St. Paul—Page 5 
Midway Terminal Warehouse 
St. Paul Terminal Warehouse Co 


misebinn 


Kansas City—Page 5 
Central Storage Co. 
Crooks Terminal Warehouses. 
St. Louis—Page 5 
S. N. Long Warehouse 


NEW JERSEY 


Newark—Page 5 
Lehigh Warehouse & Transportation Co., Inc. 


NEW YORK 
New York—Page 5 
Lehigh Harlem River Terminal Warehouse, Inc. 


Rochester —Page 6 
Rochester Ice & Cold Storage Utilities. Inc. 


OHIO 
Cincinnati—Page 6 


Cincinnati Merchandise Warehouses, Inc. 
Cleveland—Page 6 

Greeley-General Warehouse Co. 

National Terminals Corporation. 
Columbus—Page 6 

The Columbus Terminal Warehouse Co. 
Springfield—Page 6 

Wagners Service, Inc. ef ” 

Toledo—Page 6 6 
Great Lakes Terminal Warehouse Co. 





OREGON 


Portland—Page 6 
Colonial Warehouse & Transfer Co. 


Holman Transfer 
Manning Westheune & Transfer Co. 
PENNSYLVANIA 


Philadelphia—Page 7 
Pennsylvania Warehousing and Safe Deposit Co. 
Philadelphia Piers, Inc. 


Scranton—Page 7 
The Quackenbush Warehouse Co. 


TEXAS 


Dallas—Page 7 


The Dallas Transfer & Terminal Warehouse Co. 
The Interstate Fireproof Storage & Transfer Co. 


Forth Worth—Page 7 
Texas & Pacific Terminal Warehouse Co. 


Houston—Page 7 


Houston Central Warehouse Co. 
Patrick Transfer & Storage Co. 


UTAH 
Ogden—Page 8 
Western Gateway Storage Co. 


Salt Lake City—Page 8 


Dooly Terminal Warehouse. 
Security Storage & Commission Co. 


VIRGINIA 
Norfolk—Page 8 
Jones Cold Storage Corp. 
WASHINGTON 


Seattle—Page 8 


Ol ic Warehouse & Cold Sto Cc 
United Warehouse Co. -_ 


WEST VIRGINIA 


Huntington—Page 8 
Huntiagton Warehouse Corp. 


WISCONSIN 
OE edie 8 
Hansen S 
National et ier Corp. 
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LOS ANGELES, CALIF. 
"Motreneliten Warehouse Company 


Established 1924 Incorporated 
H. B. Safford 1340-56 East Sixth St. 
President (Tel.—Trinity 9861) 


FACILITIES—270,000 sq. ft.; Jy oy reinforced 


concrete const.; Sprinkler s ‘ee “2 


aye Ins. rate, 10.7. Siding on A. T. & S. F. 
Ry: ; capacity, 18 cars; free pase ey Motor truck 
platform: capacity, 26 trucks; sheltered. 
SERVICE FEATURES—Bonded: U. S. Customs. 
ool car distributors. Motor transport service 
available. Space for lease: Storage; ice. 


REPRESENTED BY=—Allied Distribution, Inc. 

























LOS ANGELES, CALIF. 
Overland Terminal Warehouse Company 


Established 1931 


Gordon Ross 1807 E. Olympic Blvd. 
Associate Manager (Tel.—Trinity 1146) 
FACILITIES—426,393 sq. ft.; Fireproof, steel and 
concrete const.; Floor load, 250 lbs.; Sprink. sys.; 
-. D Ins. rate, 10.8c. Siding on Un. Pac.; 

, 25 cars; free switching of co’ titive traffic. 

SE RVICE FEATURES— nded S. Customs. 
Pool car dist. Motor transport service. Cool 
ooms—cheese, dates, nuts (32-40°); other com- 

modities at 41° up. Candy storage. 

Watch Display Advertisements on Back Covers! 


Incorporated 





——— LOS ANGELES, CALIF. 
Star Truck & Warehouse Company 


Established 1893 
H. Halverson 1855 Industrial St. 


Manager (Tel.—Mutual 9141) 


FACILITIES—250,000 *”, ft.; Fireproof, reinfd. con- 
eons ongets Floor load, 250-600 ‘ns sya 


Incorporated 









» , Watchmen. Ins. rate, "11.7 (90%). 
Siaie on A. 15 cars; og switch. 
Siding on FEATURES ‘theonced, Calif. R. R. 


Com. Pool car dist.; Motor term. Very cool 
basement for gandy, etc. Specialize in drugs, 
toiletries, canned eer is, electrical appliances. 

REPRESENTED BY—Distribution Service, Inc. 













LOS ANGELES, CALIF. 


Westland Warehouses, Inc. 
Established 1923 - 


LeRoy D. Owen * 4814 Loma Vista Ave. 
Vice-President (i iasaravesto 1101) 

FACILITIES—Prop. leased. 362,668 sq. ft. Fire- 
roof, reinf. conc. Floor es 0 ." " Sprinkler. 
atchmen. Ins. 12c. Siding: L. A. Junc. Ry., 

68 cars. Free switch.: A. T.&S.F.,S. 

P. E. Truck platf. 50 trucks. 

SPECIAL SERVICES Bonded: Railroads. Pool 

cars. Stge. and off. space lease. Daily mot. trans 

to So. Calif. points. Free —— , REPRESENTED 

BY—J. P. Reinhold, § Dearborn, ast 

ASSNS.—A.W.A., CWA. AWA M.T.A 





























SAN FRANCISCO, CALIF. 





San Francisco Warehouse Company 
Established 1899 w 


Henry F. Hiller 625 Third St. 
President (Tel.—Sutter 3461) 
FACILITIES—(1) Continental Warehouses, 625 
Third St.; (2) Golden Gate Warehouses, 900-40 
Battery St.—325.000 sq. ft.; Slow burning, mill and 
brick construc.; Elec. fire detection sys. (3) Security 
Warehouses, Spear & Folsom Sts.; 
Ins. rate 26c Fumigation. Railroad Sidings. 
SERVICE FEATURES—Warehousing. Draying. 
Liquor storage and bottling. Pool car distribution. 
REPRESENTED BY—Distribution Service, Inc. 


Incorporated 








SAN FRANCISCO, CALIF. 


South End Warehouse Company 


Established 1901 
George W. Lamb * 62 


Incorporated 


President 


Second Street 
(Tel.—Garfield 8121) 


FACILITIES—(1) 625 2nd St., Elec. fire detection 
sys.; (2) 660 3rd St., a gq ght ! (3) 734 n> 3 
(4) 540 Ist St.: 362, Slow burning 
brick construction. eS oaks ide, "Loon sidings. 
SERVICE fag oy Pe ye storage and bottling. 
Bonded: S. Int. Rev. & Custs. Pool car dis- 
tribution. LF. i 


REPRESENTED BY—Allied Distribution, Inc. 
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WASHINGTON, D. C. 
Terminal Refrigerating & Warehousing Corp. 





CHICAGO, ILL. 


The Midland Warehouse 




















































Established 1870 
D Sts., S. W. 
J.P. Johnson et ame .w.| | & Transfer Company 


Established 1906 Incorporated 


Elmer Erickson * 1500 S. Western Ave. 
Vice-Pres. & Gen. Mgr. (Tel.—Canal 6811) 


FACILITIES —(1) 4th & D Sts., S. W., cold and 
mdse; 260,000 sq. ft. Floor load 450 lbs. Ins. — 
33.3c, cold, Ree < R. R., 6 cars ca 
switch. Sou. > in & Gf Say ee ar 
P.R.R. oF lith at Awa S. W.., cold stge. Floss 
load 400 Ibs. Ins. 19.7c. Both: Prop. owned; Brick 
and conc.; alarm; weer Cap. 24 trucks. 
SERVICE- Pool cars. 00,000 cu. ft. cold stge. 
REPRESENTED Pens en Chain of Whses. 
ASSOCIATION—A. W. A. (Cold and Mdse. Div.) 



















———— JACKSONVILLE, FLA. 
Wiesenfeld Warehouse Co. 


Established 1910 


H Wiesenfeld Foot of Newnan St. 
‘Gane pg one ll * (Telephone $-1852 


FACILITIES—36,000 sq. ft.; Slow burni iron 
clad pier mill const.; Floor load, 200-250 Ibs. 4 es 
sys.; Partial watch. service. Ins. rate $1.14. Siding 
on St. Johns oy Term. (Sou. Ry.); cap., 5 cars; 
Free switch. rail and water lines. 

SERVICE FEATURES—Pool car dist. Motor 
transport service. Space for lease. Any service, 
except selling, available. Located in heart of city. 
ASSOCIATIONS: A. W. A. (Mdse.). 









Facilities 
1500 S. Western Ave.—570,000 sq. ft. Fireproof, 
concrete and steel const. Floor load, | Ibs. 
1929 W. 43rd St.—132,000 sq. ft. Fireproof, brick 
-— mill const. Floor load, | lbs. 
534 S. Western Ave.—67,000 sq. ft. Fireproof, 

brick and mill const. Floor load, 250-400 lbs. 
Very low insurance rates: Old line, 14c; Mutuals 
as low as 4c. -T. watch service. All units fully 

rotected by automatic sprinklers; private watchmen. 
Direct connection with all railroads entering and 
leaving Chicago—sidings on Chicago Junction Ry. 
—40 car capacity. Motor truck platforms, part 
under shelter, with doors for 79 trucks. 

Service Features 
Bonded: U.S. Customs; State; Privately. Pool car 
distributors. Motor transport service. Storage 
and Office Space for lease. 
In and Out-bound L. C. L. freight station on the 
premises eliminates trap car, tunnel and cartage 
service and charges 
epresented by 

American Chain of Warehouses, Inc.; New York, 
250 Park Ave.; Chicago, 53 W. Jackson Blvd. 


Associations 
A. W. A. (Mdse); Ill. Asso. of Mdse. Warehousemen. 
















CHICAGO, ILL. 


Central Storage & 
Forwarding Company 


Established 1919 * 































Incorporated 












T. R. Sorensen 
Vice-President 


H. F. Pratt 


Manager 


2001 W. Pershing Road 


(Tel.— Lafayette 5628) 
























CHICAGO, ILL. 
Railway Terminal 


& Warehouse Co. 
Established 1909 ye D 
H. W. Verrall 


Vice-President 


Incorporated 


444 W. Grand Ave. 
(Tel.— Whitehall 6580) 









Facilities 
538-564 Kingsbury St.: 293,000 
sq. ft. Fireproof (in part), balance 
slow-burning, brick and laminated 
mill const.; Floor load, 300 lbs. 
Sprinkler sys.; A. D. T.; Watch- 
men. Insurance rate, 16.2c. 
Fumigation. Siding on Chi., 
Mil., St. Paul & Pac.; Capacity, 6 
cars; Merchants’ Lighterage. 
Chicago Tunnel station. Motor 
truck platform: Capacity, 25 
trucks. Water dock: Boats to 420 ft. 


Service Features 


Bonded: U. S. Customs; State. 
Pool car distributors. Motor 
transport service: company owned 
and operated equipment. Con- 
tainer service. Space for lease: 
Storage; Office. 


Affiliated Warehouses 


Chicago, Ontario Warehouse Co.; 
Boston, North Station Industrial 
Bldg., Inc. 





















Facilities 
Property leased; 1,352,000 sq. ft.; Fireproof, 
brick and concrete construction; Floor load, 
250-350 lbs.; Sprinkler system. Insurance 
rate, I6c. Siding on Chicago Junction; 
capacity, 35 cars; free switching all lines. 
Truck platform: capacity, 30 trucks; 
sheltered. 
Service Features 


Bonded: State. Pool car distributors. 
Motor transport service. Chicago Junc- 
tion Ry., Union Freight Station under 
same roof, provides fast shipment service 
without transfer or cartage expense. Space 
for lease: storage; office; light manufac- 


turing. 
Associations 
A. W. A. (Mdse); Ill. Asso. Mdse. Whsmn. 






















































































Location 


Less than a mile from geographic and popu- 
lation centers of Chicago. 
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CHICAGO, ILLINOIS 





Anchor Storage Company 


Established 1932 Incorporated 
Harry F. Partridge *D 219 E. North Water St. 
Vice-President (Tel.—Delaware 6554) 
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CONVENIENT LOCATION ee system throughout. Private watchman service. Insurance rate 


Warehouse and dock are one and a half blocks from the Michigan Boulevard Siding on Chicago and North Western R. R. with capacity of 10 cars. Free 
Bridge. The Chicago retail district is a few blocks South. The North Side mem -es Po from and to all railroads entering Chicago. Motor truck platform, 


manufacturing and wholesale district is just to the West and North. The dry chaltoual 
oods and clothing wholesale district is within a mile to the West and South. : 
This is an ideal location for your office and warehouse location. Street car 


i i} f the ci block . B i block and 
a half. Parking epece within 400 fect. Clean, light, airy offices available, SERVICE FEATURES 


as a capacity of 40 trucks. Water dock, 300 feet long with a draft 
of 21 feet, open river without bridges to Lake Michigan. 


FACILITIES Bonded: U.S. Customs and State. Pool car distribution. Space for lease: 

Office and storage. Cargo storage. Stevedoring. Fast motor transport 

Warehouse property is leased. 220,000 sq. ft. of storage space. Building is of service to all parts of Chicago and Chicago territory—through street connec- 
slow-burning heavy mill type construction. Floor load, 250 lbs. to 400 Ibs. tions to all highways entering Chicago. 


REPRESENTED BY—Distribution Service, Inc., 100 Broad St., N.Y.C. Telephone—Bowling Green 9-0986. 
627 Third Street, San Francisco. Telephone—Sutter 346] 


ASSOCIATIONS—A. W. A. (merchandise division). Illinois Association of Merchandise Warehousemen. 


















CHICAGO, ILL. CHICAGO, ILL. CHICAGO, ILL. 



























































Crooks Terminal Warehouses Cc ier-L Soo Terminal Warehouse 
Eecttehed 1913 oe D arenes urrier-Lee Eetobliched 1914 + 3! farsaperated a 

W . G. Morgan 519 W. Roosevelt Rd. 
V.M.Kolly 5967 W. Sixty-fifth St. arehouse Company Manager (Tel.—Canal 5740) 
macnn ais as 2 a aes 3700) Established 1913 * Incorporated FACILITIES —500,000 sq. ft.; Fireproof, reinf. conc. 
W. 65th St. (especially adapted to in-transit stor-| | E. M. Lee 427-473 W. Erie St.| | Saini. Sto Tine: tree eaiteh all linen 50 oaks 
age): 350,000 sq. ft.; Brick, mill and concrete const.; President (Tel.—Superior 9066 Truck dock, 18 trucks under roof. 


oor load, 200-500 lbs.; Sprink. sys.; Ins. rate, | 4c. 
Siding on Belt Ry. of Chi.; capacity, 60 cars; direct 
rail with own So. Chicago dock. 
Downtown Warehouse, 417-39 W. Harrison St. 
(directly opposite main post office); 100,000 sq. ft.; 
Brick and reinforced concrete const.; Floor load, 300 
Ibs. Ins. rate, 40c. Siding on C. B. & Q.; capacity 
75 cars. Tunnel connection. 50 truck loading doors. 
Burlington 14th Place Warehouse, 429-49 W. 
14th Pl. (adjacent to downtown district): 90,000 sq. 
ft.; Brick and reinforced concrete const.; Floor load, 
300 Ibs. Ins. rate, 40c. Siding on C. B. & Q.R.R.; 
capacity, 8 cars. 
South Chicago Waterfront Warehouses, 103rd 
St. and Calumet River—West Bank: 60,000 sq. 
ft.; Steel const.; Floor load, 250 lbs. Siding on Belt 
Ry. of Chi.; capacity, 50 cars. Water Dock: Length, 
1500 ft.; draft, 20 ft. 
SERVICE FEATURES—Bonded: U. S. Customs; 
State. Pool car distributors. Motor transport 
service available. Container service. Equipment 
for handling any t of vessel or barge, plus 
storage facilities. LCL trap car service and tank 


car storage. 
ASSOCIATIONS—A.W.A.(Mdse);Ill.Asso.Mdse. W. 
Watch Display Advertisements on Back Covers! 


SERVICE FEATURES—Bonded: State. Pool car 
distribution. Motor serv. Cool insummer. Space for 
lease with office. Free in and out freight delivery to 
all trunk lines via tunnel. REPRESENTED B 
National Whse. Service. 

ASSOCIATIONS—A. W. A. (Mdse.); I. A. M. W. 


FACILITIES—6 buildings; 2 owned; 4 
leased; 427-473 W. Erie St., 290,000 sq. ft.; 
363-371 W. Erie St., 96,400 sq. ft.—Total, 
386,400 sq. ft. Slow burning, heavy joist 
const.; Floor load, 250 Ibs.; Sprinkler sys.; 
Watchmen. Fumigation. Ins. rate, |9c. 
Sidings on Chi., Mil., St. Paul & Pac., 
capacity 21 cars; free switching all lines. 
Motor truck platform: Capacity, 18 
trucks; Sheltered. 


SERVICE FEATURES — Bonded: Li- 
censed, U. S. Whs. Act; U. S. Customs; 
State. Pool car distributors. Motor 
freight terminal—Own and operate equip- 
ment for local trucking. Space for lease: 
Storage; Office. Financial service. Spe- 
cialize in food products; cool rooms, etc. 
ASSOCIATIONS—A. W. A. (Mdse); IIl. 
Asso. Mdse. Whsmn. 












































Distribute Products 
in 32 States 

















TRAFFIC WORLD shipper subscribers 
distribute their products, on the average, 
in 32 states—44.1% distribute in all 48 


states. 















W. W. Huggett 


Vice Pres. and Gen. Mgr. 





Drive. 
FACILITIES—1,500,000 





Free switching all lines. 


Phone, Hanover 2-1172. 













— EAST ST. LOUIS, ILL. 
Mississippi Avenue Warehouses 
Of the St Louis Cotton Compress Co. 


Established 1873 










































ase: Incorporated 
— E.W.Stimble 1401 Mississippi Ave. 
Operating Manager (Tel. Bridge 6791) 
FACILITIES—Prop. owned; 360,000 sq. ft. Slow 
186 burning, brick and concrete const.; Floor load, 
. unlimited; Sprinkler sys.; A. D. T. Ins. rate, 10c. 
Siding on Term. R. R. Asso.; capacity, 50 cars; free 
switch. all lines. Motor truck plat. 20 trucks. 
en SERVICE FEATURES—Bonded: Cust.; State. 
. Pool cars. Motor trans. service; mot. frt. term. 
ASSOCIATIONS—Cent. Whsmn's Asso. of Ill. 
PEORIA, ILL. 
uae National Warehouse Co. 
ate 
vvelt Rd. Established 1920 Incorporated 
1 5740) A. J. Thieme 1321-35 S. Washington St. 
nf. conc. & Manager (Tel.—4-3884) 
c (80%). FACILITIES—Property owned; 65,000 sq. ft.; 
50 cars. Fireproof, steel, concrete & brick const.; Floor load, 
250 Ibs.; Sprinkler sys.; Watchman. Ins, rate, 
Pool car 15.6c (90%). Siding on C. B. & Q. R. R.; cap., 
ypace for 6 cars; free switch. all lines. 
livery to SERVICE FEATURES—Bonded: State. Pool car 
DB dist. (shipments handled by rail, motor or water). 
Motor service available; truck terminal in building. 
\. M. W. Space for lease: Storage; Office. 
EVANSVILLE, IND. 
Mead Johnson Terminal Corporation 
8s “WHERE WATERWAY—RAILWAY—HIGHWAY MEET” 
Established 1930 — D Incorporated 
J. D. Beeler 1830 West Ohio St. 
Vice Pres. & Gen. Mgr. (Tel.—Dial 7152) 
scribers FACILITIES—Property owned; 90,000 sq. ft.; Fire- 
proof. brick-steel-concrete const.; Floor load, no 
average, imit; Sprink. sys.; A.D. T. Insurance rate, 19.!c. 
: all 48 Sidings on C. & E. I. and L. & N.; free switch., 


all lines. Water Dock: Length, 800 ft.; draft, 9 ft. 
SERVICE FEATURES—Bonded: U. S. Customs; 
State. Pool Car dist. Motor freight terminal. 
REPRESENTED BY—Allied Distribution, Inc. 


CHICAGO, ILL. 


North Pier Terminal Co. 
589 E. Illinois St. 


(Tel.—Superior 5606) 


*D 


Guide to Merchandise and Cold Storage Warehouses 
ILLINOIS — INDIANA — IOWA — LOUISIANA 


S. T. Heffner 


Manager, Rates and Lease 





Distinctive Location—365-589 E. Illinois St., 3 blocks to Michigan Ave., 5 blocks to Wacker 
Frontage also on new Outer Drive, address 445 Lake Shore Drive. 

uare feet mill and brick constructed buildings. Sprinklered. 
Ins. rate 18c. Floor load 335 lbs. 34 elevators. 
Truck platforms, cap. 60 trucks. Dock 1600 feet. 
SERVICE FEATURES— Direct Tunnel connection all railroads. 
and from Europe, South America and Atlantic coast. Barge service New Orleans. 
Space leased—offices, storage and light mfg. 
in transit. Pool car distribution. Storage for Customs and internal bonded. 


REPRESENTED BY—Cleveland-National Terminals Corp. 
Milwaukee-National Terminals Corp. Toledo-National Terminals Corp. New York office—25 Beaver St.; 


C. & N. W. R. R. siding, cap. 120 cars. 


Direct boat service to 
General storage for spot stocks. Storage 


Indianapolis-Indiana Term. & Refrig. Co. 


MEMBERS: A. W. A.; Illinois Association of Merchandise Warehousemen. 




























FORT WAYNE, IND. 
Mitchell Sales & Storage, Inc. 


Established 1924 


J. R. Mitchell Fr 435 E. Brackenridge 
Pres. & Treas. (Tels,—A-1425 or A-1426) 
FACILITIES—Property owned: 15,600 sq. ft.; 
Fireproof, reinforced concrete const.; Floor load, 
250-1200 Ibs.; Watchman. Ins. rate, 40.lc. Siding 
on Penn. R. R., capacity, 4 cars. 
SERVICE FEATURES—Bonds furnished as re- 
uired; Pool car dist.; Motor freight term. 
BRANCH OFFICE SERVICE—We specialize in 
distribution of nationally advertised merchandise. 
ASSOCIATION—Indiana Warehousemen’s. 





HAMMOND, IND. 
Great Lakes Warehouse Corporation 


General Merchandise—Storage and Distribution 
Established 1922 (Tel.—Ham’ d 3780) 


E. C. Faure Plummer Ave. & State Line St. 
Manager (Tel.—Chicago—Ent. 2200) 


FACILITIES—150,000 sq. ft.; Fireproof, concrete- 
steel-brick const. Siding on IHB RR; located 
within Chicago switching district; cap., 50 cars. 
Transit privileges. CUSTOM CLEANING PLANT 
for conditioning seeds, beans and similar products. 
SERVICE FEATURES— Motor term. on ea 
ises—hourly del. to Metro. Chicago and suburbs. 
ASSOCIATION—Indiana Warehousemen’s. 





INDIANAPOLIS, IND. 
Henry Coburn Storage & Warehouse Co. 
221 W. Georgia St. 


Established 1905 
Frank F. Powell 7 
(Tel.—Lincoln 6431) 
rty owned: 220,000 sq. ft. 


President 
FACILITIES—Pro 

Slow burning; sprinkler sys.; alarm sys. in tobacco 
room; watchmen. Ins. rate I5c (80% clause). 
Siding on Indianapolis Union (Belt) R. R.; capacity 
10 cars; free switching all lines. Motor platform: 
capacity 19 trucks—3 sheltered. 

SERVICE FEATURES—Pool car distribution. 
Motor freight terminal. Space and offices for lease. 
REPRESENTED BY—Distribution Service, Inc. 
ASSOCIATIONS—A. W. A. (Mdse); Indiana W. A. 


Incorporated 
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INDIANAPOLIS, IND. 


Indiana Terminal and 
Refrigerating Company 


Established 1910 © 


Cold Storage Merchandise Storage 
F. S. Schneider R. H. Volz 


Sec. and Treas. Manager 


230-248 S. Pennsylvania St. 
(Tel.—Riley 8661) 





Incorporated 


Facilities 

MERCHANDISE—202-230 S. Pennsylvania St.: 
196,000 sq. ft.; Fireproof, brick and concrete const.; 
Floor load 200-300 Ibs.; Sprinkler sys.; Private 
watchmen. Insurance rate, 10.4c. Siding on 
Pennsylvania R. R.; capacity, 8 cars; free switchin 
all lines. Motor truck platform: capacity, | 
trucks; sheltered. 
COLD STORAGE—236-248 S. Pennsylvania St.: 
1,334,000 cu. ft.; Slow burning, brick and _mill 
const.; Floor load, 200-250 Ibs.; Sprinkler sys.; A.D.T. 
and private watchmen. Insurance rate, I!1.Ic. 
Siding on Indianapolis Union Ry.; fen ages 6 cars; 
free switching all i. Motor truck platform: 
Capacity, 12 trucks; sheltered. 


Service Features 
Bonded: VU. S. Customs. Pool car distributors. 


Space for lease: Storage; Office. Cold Storage for 
all perishable food products. 


Represented By 

Chicago, North Pier Terminal Co. (See listing); 
Cleveland, National Terminals Corp. (See listing); 
Milwaukee, National Terminals Corp. (See listing); 
New York, H. G. Stouffer, Eastern Representative, 
National Terminals Corp., 25 Beaver St. (Tel. 
Hanover 2-1172); Toledo, National Terminals Corp., 
247 Morris St. (Tel.—Adams 8275). 


Associations 
A. W. A.; Whsmn’'s Asso. of Indianapolis. 


Completeness—Convenience 
COMPLETENESS—Available in this terminal, in 
addition to cold storage (largest in Indiana) and 
general warehousing facilities, are ground floor store 
rooms, and a public parking garage. 
CONVENIENCE —A location within three blocks of 
the retail and wholesale districts makes this the ideal 
center to serve both Indianapolis and environs. 





MASON CITY, IOWA 
Mason City Warehouse Corp. 
Established 1930 
F. D. Pearce 


Sec.-Treas. 


Incorporated 


600 S.W. Fourth St. 
(Telephone—4000) 


FACILITIES—25,000 sq. ft.; Fireproof, steel-con- 
crete-brick const.; Floor load, 600 sr Watchmen. 
Ins. rate, 18.32c (90%). Sidings on Chi. & N. W. 
and Chi. R. I. & Pac.; capacity, 50 cars; free switch- 
ing all lines. POOL CARS—complete distribution 
service, city and territory. MOTOR FREIGHT 
TERMINAL — serving radius of 100 miles, open all 
hours the year around. 


MEMBER—A. W. A. (Mdse.); M. W. W. & T. 


























SIOUX CITY, IOWA 
Bekins Van & Storage Co. 


Established 1890 





Incorporated 


202-10 Court St. 
Manager . (Tel.—83561) 


FACILITIES—100,000 sq. ft.; Mill const.; Floor 
load, 200-400 Ibs. Sprink. sys.; A. D Ins. 
rate, 19.8c. Siding: cap. 10 cars; Direct connec- 
tion, all rail lines. Sheltered motor truck plat.; 
SERVICE FEATURES — Pool car distributors. 
Motor transport service. ace for lease. 

AFFILIATED WAREHOUSE—Omaha, Bekins 


Van & Storage Co. 
ASSOCIATION: A. W. A. (Mdse.) 


Paul Bekins 





NEW ORLEANS, LA. 
Bienville Warehouses Corporation 


Established 1916 
R. W. Dietrich * 340 Bienville St. 
President (Tel.—Main 4200) 
FACILITIES—200-338 N. Peters St.: 200,000 sq. 
ft. Mill const. Floor load, 250 Ibs. Watchmen. 
Ins. rate 35c (basic). Fumigation. Siding on T. 
& N. O.; cap. 16 cars; free switching. Motor plat.: 
cap. 20 trucks. Same mgt.: Dietrich & Wiltz, Inc. 
SERVICE FEATURES—Bonded: U. S. Customs; 
State. Pool car distributors. 
REPRESENTED BY—American Chain of Warehouses: 
New York, 250 Park Ave. (Plaza 3-1235); Chicago, 
53 W. Jackson Bd. (Harrison 1496). 
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NEW ORLEANS, LA. 


Commercial Terminal Warehouse Co. 
Established 1925 


E. B. Fontaine 404 N. Peters St. 
President (Tel.—Main 7700) 


FACILITIES—100,000 sq. ft.; Slow burning, heavy 
brick and mill const.; Floor load, 250 Ibs.; Sprink. 
sys.; Watchmen; Ins. rate, 37c. Siding on So. Pac. 
SERVICE FEATURES—Bonded: U. S. Customs: 
State. Pool car dist. Bean cleaning, grading. 
Reconditioning. Billing. Financing. rtage. 
REPRESENTED BY—New York, Central Distri- 
bution Bureau; Chicago, National Warehousing 
Service; San Francisco, E. M. Ingals, 112 Market. 






Incorporated 
















BALTIMORE, MD. 
Baltimore Fidelity Warehouse Co. 


Established 1903 yD 


T. E. Witters Hillen & High Sts. 
President (Tel. —Vernon 1700) 
FACILITIES—4 units. Prop. leased. 542,000 sq. ft. 
Firepr. and slow burn., conc., brick and mill const. 
Floor load to 1000 Ibs. Sprinkler; auto. alarm. Watch- 
men. Ins. 13c to 36c. Fumigation. Siding: W. M. Ry 
1122 cars. Truck plat. 11) trucks. Docks, 5523 i 
SPECIAL SERVICES—Bonded: Cust. Pool cars. 
Motor trans. serv. Space leased. Imports, 
exports—coastwise, intercoastal. Negot. whse. rec. 
ASSNS.—A. W. A., M. W. A., Balt. Assn. of Com 


Incorporated 































BALTIMORE, MD. 






Terminal Warehouse Co. of Baltimore 
Established 1894 Incorporated 


Ludlow H. Baldwin yD Davis & Pleasant Sts. 
Croeeet (Tel.—Plaza 8720-23) 
FACILITIES—6 units. Davis and Pleasant St., 
Prop. owned. Bond St., prop. leased. Water dock, 
400 ft. Dft. 22 ft., 500,000 sq. ft. Brick constr. 
Pa. A.D. T. Watchmen. Ins. 21ic. Siding, 
P.R.R., cap. 40 cars. Truck plat., 40 trucks. 
SERVICE FEATURES—Bonded: Cust. Space and 
off. for lease. Trucks for loc. delvy., pool car. 
REPRESENTED BY—Assoc. Whses., Inc., A. E. 
Huff, Empire State Bidg., New York, N. Y., Paul 
O'Dea, 230 N. Canal St., ten. A.W.A.,C. of C.U.S. 





















SPRINGFIELD, MASS. 
Atlantic States Whse. & Cold Stge. Corp. 


Established 1926 
Martin Larsen 385 Liberty St. 
General Manager (Tel.—4-1106) 
FACILITIES—400,000 sq. ft.; Firepr. conc. and tile. 
Floor load 165-250 Ibs.; Sprinkler; Dry pipe alarm; 
Watchman. Ins. 18c. Fumigation. Siding, 
B. & A. R. R.; Switch. B. & M. R. R., N. Y. N. H. & 
H. R. R.; cap. 13 cars. Truck dock: 14 trks. 
SERVICE FEATURES—Bonded: State. Pool car 
dist. Stge. space for lease. Stge. Pt ate. a rm to 
shipments routed B. & A., N. VN “"B & 
Same owner: Atlantic States Whee. ate eg 
ASSOCIATIONS—A. W. A. A. 





DETROIT, MICH. 


















Commercial Warehouse 
Established 1935 


L. J. McMillan 1965 Porter St. at Vermont 
General Manager (Tel.—Randolph 8723) 
FACILITIES—80,000 sq. ft.; Slow burning, re- 
inforced concrete & brick const.; Floor —_ 250 Ibs. 
Ins. rate, 7.7c. Siding on Mich. Cent.; .8 sone. 
SERVICE FEATU Bonded: U. ‘S. nt. Rev. 
and Customs. Pool car dist.; Motor freight 
terminal. Space for lease: Storage; Office. 
REPRESENTED BY—Distribution Service, Inc. 
ACCESSIBILITY—Located in heart of Detroit's 
wholesale and'jobbing districts. 


Incorporated 










GRAND RAPIDS, MICH. 


Columbian Storage & Transfer Co. 
Established 1921 


Barend Zevalkink 435 S. Ionia Ave. 
President (Telephone—94368) 


FACILITIES—90,000 sq. ft.; Non-fireproof, mill 
const.; Watchman. Ins. rate, 76c. Siding on 
Mich. Cent.; cap., 8 cars; free switch. 
SERVICE FEATURES—Pool car dist. Motor 
pore term. and transport service—company 
‘trucks and trailers throughout W. Mich.— 
os en and del. for P. R. R. and Univ. Carloading Co. 
REPRESENTED AE we Distribution, Inc. 
ASSOCIATIONS—A. . (Mdse.). 


Incorporated 
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MINNEAPOLIS, MINN. 
Kedney Warehouse Co. 


Established 1911 


C. Geo. Gohlke 617 Washi Ave., No. 
Vice-President (Tel.—GEneva 5325) 


FACILITIES—180,000 sq. ft.; Fireproof, reinforced 
concrete const.; Floor load, 250 Ibs. A.D.T. and 
watchmen. Ins. gy 25¢ (90%). Sidings on G.N. 
and C.B.&Q.R. Rs qo 4 8 cars; free switching. 
Warehouses also in St. I Grand Forks. 
SERVICE FEATURES—Pool car distributors. 
aaeer freight term. Local cartage service. 

D BY—Allied Distribution, Inc. 
RSSOCIATIONS-—A. W.A. (Mdse.); Minn. W.A. 


Incorporated 


















MINNEAPOLIS-ST. PAUL, MINN. 


Minneapolis Terminal Warehouse Co. 


Established 1929 Incorporated 
618 Washington Ave. N. * 201 Fifth Ave. N. 


Warehouse No. 1 Warehouse No. 2 
Minneapolis—( Pe 9181)—Minneapolis 
FACILITIES—100,000 sq. ft.; Fireproof, brick and 
concrete construction; Floor load 250 Ibs.; A. D. T. 
and private watchmen. Sidings on Soo Line; capac- 
wae 16 cars; free switching all lines. Motor truck 

tforms. 


St. Paul Terminal Warehouse Co. 


Established 1916 Incorporated 


8th & Locust Sts., St. Paul 
(Tel.— Garfield 7551) 
FACILITIES—307,000 sq. ft.; Fireproof, brick and 
concrete construction; loor load 250-400 Ibs. 
Private watchmen. Sidings on Soo Line; capacity. 
cars; free switching all lines. Motor truck 
platforms. 


Midway Terminal Warehouse Co. 


. Division of 
Established 1933 Above Companies 
(Minnesota Transfer) 

2295 Universtiy Avenue, St. Paul 
(Tel.—Nestor 1811) 
FACILITIES—60,000 ft.; Brick and mill con- 
struction; Floor load 250 be.; sprinklered and private 
ee Siding on Minnesota Transfer Railway; 
capacity, 8 cars; to switching all lines. Motor 

truck platforms. 


Service Features 
State and U. S. Customs bonded. Offices and 
display space. Insurance rates from |6c (90%). 
Pool car distribution a specialty; nocartage on reship- 
ments. Contract trucking: fleet of 100 trucks. 
Three choice locations in the Twin Cities, one virtu- 
ally on the boundary line between Minneapolis and St. 
Paul, and one in the very heart of each city, providing 
“TRIPLE SERVICE. "in this important market. 


Represented By 
Associated Warehouses, Inc.: Empire State Bldg., 
New York City; 230 N. Canal St., Chicago. 
Associations 
A. W. A., Minn. W. A., Minn. Truck Owners Assn. 


Famous for “‘TRIPLE SERVICE’’—from Coast 
to Coast. Your inquiry cordially invited. 





















KANSAS CITY, MO. 





Central Storage Company 


Established 1880 > 4 Incorporated 


Charles C. Daniel, Jr. 1422 St. Louis Ave. 
Secretary (Tel.—ViIctor 3268) 


FACILITIES—1422-28 St. Louis Ave.—2 buildings: 





















87,742 sq. ft.; Slow Sprin brick-hea VAS mill const.; 
Floor load, 250 Ibs. S inkler 8 D. T. Elec. 
pervisory Sys.; — watc ~ es Insurance 


rate, 17.2c. Sidings on Mo. Pac.; capacity, 8 cars; 
Free switching, all lines. Sheltered motor truck 
platform. 


SERVICE FEATURES—Bonded: State. Em- 
loyees bonded. Pool car distributors. _, ae 
Freight terminal and transport service: Comeee 
and operated cartage equipment—railroad 
qonaneatl baniese of free ae yee A freight. 
Space for lease: Storage; Branch office 
service. 


REPRESENTED BY—Distribution Service, Inc. 
ASSOCIATIONS—A. W. A. (Mdse.) 


KANSAS CITY’S oldest warehousing service—since 
1880, over 55 years. We have from the first con- 
tinually improved our facilities and service to meet 

requirements of ever changing distribution problems. 
Located midway between the business districts of 
both Kansas Cities, in the heart of the frogs t house 
and truck terminal district, nearest to unicipal 
Wharf, served by the Federal Barge Lines. 









































KANSAS CITY, MO. 
Crooks Terminal Warehouses 


Established 1913 


A. J. Crooks 1104 Union Avenue 
Gen. Mgr. (Tel.—Victor 2424) 


FACILITIES—3 locations: 322,000 sq. ft.; Rein- 
forced concrete and brick const.; Floor load, 250 Ibs.; 
es sys. ene rate, 10.6c. Sidings on Un. Pac. % 
Pac. & Frisco R. Rs.; cap., 23 cars; ne 
SPECIAL SERVICES—Bonded: Licensed, S. 
Whs. act; U. S. Customs; State. Pool car og 
Motor sromepest service. Container service. 
ASSOCIATIONS—A. W. A. (Mdse); Mo. W. A. 
Watch Display Advertisements on Back Cover! 






Incorporated 











SAINT LOUIS, MO. 





S. N. Long Warehouse 


Established 1903 
W. F. Long ra 9th & Gratiot Sts. 
Manager (Tel.—Main 2910) 


FACILITIES—100,000 sq. ft.; slow eoening, | beovy 
mill const.; Floor load 205-3 305 Ibs. Soriak- a 

Ins. Rate, 20c. Siding on Term. 

SERVICE FEATURES—Bonded: oe U. 
Whs. Act; State. Pool car dist. Separate vault 
space for Red Label products at no increase in 
insurance. Space for lease. Motor service. 
REPRESENTED BY—Distribution Service, Inc., 
and Associated Warehouses, Inc. 




















NEWARK, N. J. 






Lehigh Warehouse & 


Transportation Co., Inc. 


Established 1929 
Albert B. Drake Hr 28108 Frelinghuysen Ave 
President Tel.—Bigelow 3-7200 


—— Frelinghuysen 
Ave.: 250,000 sq. ft. Fireproof, reinforced concrete and 
steel const. Floor load, 250 Ibs. Sprinkler sys.; A.D.T.; 
Watchmen. Ins. rate, 6c up to 10.2c. Siding on 
Lehigh Valley; and switching to and from Penn. 
cap., 10cars. Sheltered Motor Plat.: cap., 20 trucks. 
ELIZABETH—829 Newark Ave.: 1,000,000 _™ 
Fireproof, reinforced concrete and steel const. oor 
load, 250 lbs. Sprinkler sys.; local alarm sys.; Watch- 
men. Ins. rate, 8c_up to 16.7c. Siding on Penn- 
sylvania R. R., capacity, 90 cars. Sheltered Motor 


Truck Plat. city, 100 trucks. 
SERVICE FEATU URES—Bonded: Licensed, U. $ 
Whs. Act; Int. Rev.; U. S. Cust.; State. Al 


employees boned: Pool car distributors. 
Motor terminal and transport service: Com pany 
operated fleet of motor trucks covering ee a 
—- area with a regular delivery service; | 
and bonded trucks maintained to transport — 
and imported merchandise. Special trucks and crews 
for delivery and ~~ of electric refrigerators, 
washing machines, e 

IATIONS—A.’ W.A. (Mdse.); Whsmn’s. Asso. 
Port of N.Y.; N. J. Whsmn’s. Asso.; Chamber of Com- 
merce; N. Y. Traffic Club; Newark Traffic Club: 
N. J. Motor Truck Asso. 






NEW YORK, N. Y. 


Lehigh Harlem River 


Terminal Warehouse, Inc. 































Established 1929 * Incorporated 
A. H. Loomis 385 Gerard Ave. 
President (Tel.—Mott Haven 9-4297) 


Facilities 
Gerard Ave. at E. 144th St. & Harlem River, 
Bronx: Fireproof, steel & concrete const.; Floor 
load, 250 Ibs. a) sys.; Automatic Fire Alarm 
Co.: Railroad tchman. Ins. Rate, 15.4c (90%). 
Siding on Lehigh Valley; capacity, 15 cars. Shel- 
tered truck plat.; capacity, 6 trucks. 


















Service Features 


Pool car distributors. Adjacent to up-town gro- 
cery center—most convenient location from which 
to serve all upper New York, Harlem and the Bronx. 
gy vee Lolnnso-ten-atesh immediately available 
telephone. Federal licensed sampler. Clean 
7 s—orderly arrangement. 
OUR NEGOTIABLE WAREHOUSE RECEIPTS 
are accepted by banks as collateral for loans against 
————rree and new automobiles stored in our ware- 
ouse. 
















Associations 


Warehousemen’s Association of Port of N. Y. 
Bronx Board of Trade. 
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ROCHESTER, N. Y. 
Rochester Ice & Cold Storage Utilities, Inc- 


Established 1926 


Wm. M. Scott he) P. O. Box 940 
Mgr., Storage Dept. (Tel.—Monroe 1880) 


heaped | wetttipe East Ave.: 55,000 sq. ft.; 
en and heavy mill const.; Floor load 150-300 lbs.; 
A. D. T.; Wetshenen. Ins. rate, 85.5c. Route cars 
“NYCRR, delivery at Brighton Station.” 
SERVICE FEATURES—Licensed: State. Cold 
Storage—fruits, vegetables, meats, dairy and other 
products requiring refrig. Common Storage—food 
lines and non-odorous, non-inflammable products. 


ASSOCIATIONS—A. W. A. (C.5S.); N. P. B. & E 














CINCINNATI, OHIO—————, 
| Cincinnati Merchandise Warehouses, Inc. 


Established 1851 
Ernest L. Becker * 7 West Front St. 


Sts. V-P. & Gen’l Mgr. (Tel.—Main 4117) 

10) FACILITIES—(1) 11-17 E. Front St. Floor load 
heavy 200-250 Ibs. Ins. rate 25.lc. (2) 7-19 W. Front 
oS A St.; Floor load 150-250 lbs.; Ins. rate 33.2c. Both 


80. menee be 225,000 sq. ft.; hvy. miil const.; Sprink. 


U.S sys.; A. 1 avatchman; cap. 8 cars, 17 trucks; 
vault Sidin 4 4 R. y.; Rec. switch. arrgmt. 
se in SERVICE FEATURES Benicd U. S. Cust.; 
. Pool car distr.; motor trans. space for lease. 

nc., 


REPRESENTED BY—Allied Distribution, Inc. 
ASSOCIATION—Ohio W. A. 





CLEVELAND, OHIO 


The Greeley-General Warehouse Co. 


Robert C. Greeley 4 Broadway & E. 15th St. 
President * (Tel.—Cherry 8074) 


FACILITIES—175,000 sq. ft.; Fireproof, reinforced 
concrete const.; Floor load, up to 1500 Ibs.; Watch- 
man service. Ins. rate, 37c. Fumigation. Siding 
on N. Y. Cent.; capacity, 100 cars; free switching. 
SERVICE FEATURES—Bonded: U. S. Inter. 
Revenue. Pool car distributors. Motor transport 
service. Container service. Space for lease: 
Storage; Office. Field warehousing. 


REPRESENTED BY—American Chain of Warehouses. 





















































A. B. Efroymson 


Vice-President 
Facilities 


National Terminals, 1200 W. Ninth 

t.: Property owned; 516,000 sq. ft. (Cold 
Storage, | ,500,000 cu. ft.); Fireproof, brick 
and reinforced concrete const.; Floor load, 
250 Ibs. ; Sprinkler sys.; Watchmen. Insur- 
ance rate, 10.7c. Siding on C.C.C. & 
St. L.; capacity, 63 cars; free switching all 
lines. Motor truck platform: capacity, 


65 trucks; Sheltered. 


liquor 
i crews 
‘rators, 





Dock Terminal, 1150 Main Ave.: Prop- 
erty leased; 30,000 sq. {t.; Fireproof, steel 
construction; Floor load, unlimited; Watch- 
men. Insurance rate, 58c. Siding on 
Balt. & Ohio; capacity, 21 cars; no recip- 
rocal switching. Motor truck platform: 
capacity, 10 trucks; Sheltered. Water 
dock: Length, 500 ft.; draft, 18 ft.; two 
high speed Gantry cranes and other modern 
handling devices provide expeditious and 
economical handling of all classes of pack- 
age cargo. 


vailable 
Clean 


Overlakes Terminals, 900 E. 54th St. (at 

Lake Erie); 200,000 sq. ft.; Fireproof, con- 
crete const. ; Floor load, 250 Ibs; Watchmen. 
‘Insurance rate, 35c. Siding on N. Y. 
Cent. Motor truck platform: capacity, 
9 trucks; Sheltered. Water dock: Length, 
500 ft.; draft, 20 ft.; electric and gas cranes 
and other modern handling equipment. 


CEIPTS 
} against 
ur ware- 


¥. 





CLEVELAND, OHIO 


National Terminals Corporation 
1200 West Ninth Street 


(Tel.—Cherry 4170) 


© D 
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COLUMBUS, OHI 


The Columbus Terminal Warehouse Co. 
Established 1882 Incorporated 
Wm. J. O’Neil * 55-85 Terminal Way 
Vice-Pres, & Mgr. (Tel.— Adams 6239) 
FACILITIES—100,000 sq. ft.; brick & concrete 
const. A.D. T. Siding on N. Y. Cent. (Big Four); 


receiving floor at car level; free switch. Motor plat., 


shipping floor at truck level; capacity, 50 trucks. 
SER E FEAT URES—Bonded, VU. S. Customs. 
Peel ear dist. Motor freight terminal. Storage 


and office space. Experienced management. 

FROM COLUMBUS, at the crossroads of rail, high- 
way and air traffic; serve overnight retailers whose 
customers number more than six million. 














SPRINGFIELD, OHIO 


Wagners Service, Inc. 
Established 1894 


Ray aueee a -R.R. 
Tel.—Main 445) 
FACILITIES —52, 500 sq. ft. Fireproof, concrete 
Floor load 150-600 ibs. Watchmen. Ins. rate 
65.9c. Siding on Penna. R. R.; free switching all lines. 


const. 


Sheltered motor platform; ‘capacity 10 trucks. 
SERVICE FEATURES—Pool car dist. Motor 
freight terminal—our own freight line and con- 
nections make Springfield a omperat, distribution center 
- oe and adj. states. Special equipment for 
lete handling . an, of 4 machinery. 
ASSOCIATIONS: A .; Ohio W. A. 



















TOLEDO, OHIO 
Great Lakes Terminal Warehouse Co. 


Established 1927 Incorporated 
L. M. Ashenbrenner 321-357 Morris St. 
V. Pres. & Gen. Mgr. (Tel.— Main 4231) 


FACILITIES—Dry storage, 150,000 sq. ft.; Cold 
storage cu. ft.; Sprink. eves A. ne 
Private Sidings: B. & O. and N. Y. ; MOTOR 


TRUCK PLAT.: capacity 30 trucks; ode, 

SERVICE FEATURES—U. S. Customs & General 
Bonded warehouse. Complete warehousing and 

delivery service c vering Ohio, Mich. & Ind. 

a ihe ented $1,000,000. one Shag 

Toledo Broker, Jobber, Grocer, Trucker 

TOLEDO’S LAR EST, FINEST, RESPONSIBLE WHSE. 


Any 





F. V. Prusa 


Manager 


Service Features 


Pool car distributofs. Space for lease: 
Storage; Office; Light manufacturing. Cold 
Storage: Fruits and vegetables; meats and 
fish; poultry and dairy products; frozen 
fruits. Pick up freight station (C. C. C. 
& St. L.) in Ninth Street Terminal, elimi- 
aoe cartage charges on shipments via this 
ine. 





Completeness 


Equipped to handle economically and ex- 
peditiously shipments to be received or sent 
by rail, boat or truck and facilities for both 
dry and cold storage, makes National Ter- 
minals Corporation service complete. 


Discover through investigation the 
adequacy of the National Terminals Cor- 
poration to serve the specialized needs of 
your company in Cleveland. 


Represented By 


Chicago—North Pier Terminal Co. 

Indianapolis—Indiana Term. & Refrig. Co. 

Milwaukee—National Terminals Corp. 

Toledo—National Terminals Corp. 

New York office—25 Beaver St. Phone 
Hanover 2-1172. 


Associations 


A. W. A. (Mdse. & C. S.); Ohio Whsmn’s. 
Asso.; Int. Apple Shippers. 
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PORTLAND, ORE. 
Colonial Warehouse & Transfer Co. 


Established 1923 Incorporated 


W.H. McMurtry 1132 N. W. Glisan St. 
President and Manager Dept. A (Tel.—Bdy. 2643) 


FACILITIES—Unit 1: 1132 N. W. Glisan St.; 
50,000 sq. ft.; Slow burning, brick and mill construc.; 
re sys. ‘Ins. rate: 26c (90 % cov.) Unit 2: 734 
14th Ave.; 85,000 sq. ft.; Slo iow burning, brick- 
mill construc.; Ins. rate: 36c (90% cov.) Both 
units: Watchmen service. Sidin 
SERVICE FEATURES Bo nded. Pool Car. 
ce for lease. 


owned motor ime Spa 
REPRESENTED BY. “hilied Distribution, Inc. 

















PORTLAND, ORE. 


Holman Transfer Co. 
Established 1864 
H. M. Clark 


Incorporated 


1306 N. Y. Hoyt St. 
President (Tel.—Br. 6444) 


FACILITIES—50,000 sq. ft.; Slow burning, brick 
const.; Sprink. sys.; A T.; Watchmen. Ins. rate, 
22c (90%). Siding on Terminal Co.; Cap., 3 cars; 
Free switch., all lines. Motor truck plat.: cap., 
8 trucks; Sheltered. 

SERVICE FEATURES— Bonded: U. S. Customs. 
Pool car dist. Motor trans. service. ape al omy 
REPRESENTED we Chain of Ware! 
ASSOCIATIONS—A. W. A. (Mdse.); Ore. W. A. 












PORTLAND, ORE. 
Manning Warehouse & Transfer Co. 


Established 1907 


W. G. Manning 911 N. W. Hoyt St. 
President (Tel.—Broadway 2411) 


FACILITIES—70,000 sq. ft.; Slow burni *; mill 
const.; Sprink. sys.; Watchmen. Ins. rate, 22.2c. 
Siding on Terminal Co.; 3 cars; Free vs ing. 
SERVICE FEATURES—Bonded: U. S. Customs. 
Pool car dist. Motor trans. service. 
REPRESENTED BY-—Associated Warehouses, Inc. 
MEMBER—A. W. A. (Mdse.); Nat. Fur. W. A. 
THE HUB OF DISTRIBUTION in the Pacific 


Northwest—overnight service to all Northwest cities. 


Incorporated 





Distinctive Features 
That Characterize the 
Warehouse Guide 


1. The Guide is restricted to such rep- 
utable distribution services as are of 
interest to major shippers. 


2. The Guide will co-ordinate data re- 

garding warehouses so that it will dove- 
tail with the information regarding 
transportation services to be presented 
in the near future. 


. The Guide is made graphic by the use 
of a map to be distributed in May. 


4. The map will unify sales and distri- 
bution plans by mapping distribution 
areas so that they may be made to fit 
sales territories. 


5. The Guide gives dependable, up-to- 
date information by providing for 
monthly revisions. 


6. The Guide is simple to use and free 
complicated codes and _ cross 
references. 


from 


















7. The Guide follows a uniform plan in 
its presentation of data. 


8. The Guide fulfills the specifications 
given by representative shippers. 
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PHILADELPHIA, PENNA. DALLAS, TEX. 
i) Pennsylvania Warehousing Bhd mint y= St ss = 
and Safe Deposit Co. Established 1875 eo 


Established 1872 Incorporated G. K. Weatherred 2nd Unit Santa Fe Bldg. 





Warren T. Justice > 4 111-113 South Third St. Vice-President * (Telephone—2-7111) 
V. P. & Gen’l Supt. (Tel.—Lom bard 3893) FACILITIES—267,000 sq. ft. Hire roof, reinfd. 
FACILITIES—22 units. Properties owned and concrete-brick const. Sprink. sys.; AD ; Watchmen. 
leased. 1,092,000 sq. ft. Floor foad 250 Ibs. Conc. Ins. rate 20c (80% co-ins. 13c). Siding on Santa 
and slow burn. Part sprinklered. Ins. 4c to 64c. e; free switching. Sheltered truck plattorm. 

Sidings: B. & O., P. R. R., Reading. Cap. 40 cars. SERVICE FEATURES—Bonded: U. S. Cust.; 
SERVICE FEATURES—Bonded: U. S. Cust. State; Employees Fidelity. Pool car dist. Com- 


Pool car. Space and off. for lease. Local delivery serv. 
REP. BY—Am. Chain of Whses., Inc. G.W. Perkins, 
82 Beaver St., New York. A.W.A., P.W.A.,W.A. of P. 


yen 4 operated motor service to Tex. & Okla. points. 
Affiliated, Lone Star Package Car Co. 
REPRESENTED BY—American Chain of Warehouses. 





PHILADELPHIA, PENNA. 
Philadelphia Piers, Inc. 


Established 1934 


E. W. Stringfield *D 111-113 So. Third St. 
Gen’l Traffic Mgr. 
Tel. Bell—Lombard 9934, Keystone—Main 8811 


DALLAS, TEX. 
The Interstate Fireproof Storage 


and Transfer Company 
Established 1913 


W. I. Ford, Pres. 
FACILITIES—160,000 sq. ft. 





* Incorporated 
301 North Market St. 
Fireproof, _steel- 
concrete const. Sprink. sys.; A.D.T.; watchmen. 
Ins. rate, |8c. Siding on M. K. T.; free switching. 


FACILITIES—Four units. Piers 96, 98, 100 SERVICE FEATURES —Bonded. Pool car i 1 
South, 25 are d adj Pp tributor; free pickup and delivery of local L. C. 

acm, BEERS SEED ES Fae Saacent. «5 eeperty freight from and to all railroads and truck lines. 
leased. 1,100,000 sq. ft. under cover. Reinforced REPRESENTED BY—Allied Distribution, Inc. 
concrete construction. Floor load, 300 lbs. maximum. ASSOCIATIONS—A. W. A. (Mdse); National 
Part sprinklered. Watchmen. Ins. 14.4c to 17.7c Furniture W. A.; Southwest W. A. 





Siding on Pennsylvania R. R., Baltimore and Ohio 
R. R., Reading R. R. Capacity 600 cars. Water 
dock, length 1500 ft., draft 30 ft. 


SERVICE FEATURES—General merchandise stor- 
Bonded: U. S. 


Storage space for lease. Office space available, 


ty 















Comments by 
W arehousemen 


About the 
Warehouse Guide 


Excerpts from letters 


age and wharfinger. Customs. 










Storage-in-transit privilege on flour, grain products 
and other commodities. 
at piers. 






Direct car to shipside service 
Lighterage and extra handling eliminated. 
Import, export, inter-coastal and coastwise commerce 






handled with speed and economy. 








For further details see display advertisements 
appearing monthly in THE TRAFFIC WORLD, 
















SCRANTON, PENNA. 
The Quackenbush Warehouse Co. 


Established 1894 Incorporated 


E. C. Fordham 219 Vine St. 
Secretary (Telephone—6111) 
FACILITIES—53,000 sq. ft. Steel frame const.; brick 
& tile walls, wood floors. oe sys.; A.D.T.; watch- 
men. Ins. rate 30c (90%). Sidings on D. & H. and 
D. L. & W.; free aaiion, Sheltered motor plat. 
Operate: Wilkes Barre Storage Co. 
SERVICE FEATURES—Pool car dist. Motor 
freight terminal. Storage & office space. Fin- 
ancing raw materials and nationally adv. products. 
REPRESENTED BY—Allied Distribution, Inc. 
ASSOCIATIONS—A. W. A. (Mdse); Penna. W. A. 






















“‘T have been a subscriber to the Traffic 
World for over twelve years and agree with 
you that there should be a concentrated 
reference book of public warehouses and 
also that THE TRAFFIC WORLD un- 
doubtedly is the best medium of placing 
such reference before the people that actu- 
ally require this information.” 










































—o— 












“It would seem to us that you are on the 
right track now. It should be a success.” 










—_o— 












; 
“Previous advertising in magazines has not 
been very, if at all, productive of results for 
us, but the writer feels that from the new 
way Traffic World is attacking an old prob- 
lem that, in the interests of all concerned, 
warehousemen should give it their support.” 


A Guide to Outstanding 
Warehouses in Important 
Distribution Centers 















The Warehouse Guide is organized for the con- a Si 


venience of shippers. 

















“‘We have the February Ist issue of Traffic 
World with the warehouse directory section 
and think that it is well gotten up and that 
you will have some complimentary remarks 
on your plan from those who should be in- 
terested and should say so.” 












_ It lists only warehouses located in key distribution 
cities. These cities have been selected because they 
meet the following specifications: 







1. Each city serves a county in which annual 
retail sales exceed 10 million dollars and 
the city is the natural center for a retail 
area in which annual sales exceed 25 mil- 
lion dollars. 












en 
Each city has demonstrated its importance 
as a distribution center by an annual 
wholesale net sales in excess of 10 million 
dollars. 


3. Each is the hub from which radiates an 
efficient system of rail and highway trans- 
portation. 


““We believe that your decision to carry a 
warehouse directory in your publication is 


well founded.”’ 















—_o— 


“THE TRAFFIC WORLD is certainly one 


of the publications made to order for mer- 
chandise warehouses.” 


Details regarding the above facts and other data 
will be shown for each key distribution center on 
THE TRAFFIC WORLD Distribution Map. 


The Traffic World | Guide to Merchandise and Cold Storage Warehouses 
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FORT WORTH, TEXAS 















Texas and Pacific 
Terminal Warehouse Company 


o 


70 Jennings Avenue 
(Tel.—2-6371) 


Established 1931 Incorporated 


L. C. Porter 


General Manager 








Facilities 
Property leased: 490,000 sq. ft.; Fireproof, brick 
and concrete const.; Floor load 250-350 lbs.; Sprinkler 













sys.; A - T. and watchman service. Insurance 
rate, I2c (with 80% coinsurance, 8c). Siding on 
The Texas and Pacific Railway Company; Capacity: 
30 cars; Free switching, all lines. Motor Truck 
platform: capacity 50 trucks; sheltered. 
Service Features 
Merchandise Storage; Pool car distributors. Dray- 
age. Space for lease: storage; office; display. 
nded: U. S. Customs; State; State Liquor 


Control Board. Cold Storage operated by Mer- 
chants Cold Storage Company. 


Associations 
A. W. A.; SW Whsmn’s Assn. 
Convenience 


Located in geographic center of Fort Worth, in whole- 
sale and retail district. 













HOUSTON, TEX. 
Houston Central 


Warehouse Co. 
Established 1921 ye D 


Clint Hollady 
President 


Incorporated 


P. O. Box 85 
(Tel.—Preston 7121) 





FACILITIES 1201-1207 Commerce Ave.: 160, 000 
Fireproof, brick and concrete const.; Floor 
a “350 lbs.; Sprink. sys.; Alarm sys.; Watchmen. 
Ins. rate, 14c. Siding on "Mo. Pac.; free switching, 
alllines. Motor truck 1 ened 10 trucks. 
Water dock: length, 2 

SERVICE FEA URES Bonded: State. Pool car 
dist. Space for lease. Barge service from New 
Orleans, where —- connects with Mississippi and 
Ohio River bar 

REPRESENTED BY—Allied Distribution, Inc., 
New York and Chicago. 

ASSOCIATIONS—A. W. A. (Mdse.); S. W. Whs. 
& Trfmns. Asso 


































HOUSTON, TEX. 
Patrick Transfer and Storage Co. 


Established 1900 


Fisher G. Dorsey *D 1302 Nance St. 
Owner (Tel.— Preston 0111) 


Face ate Ot) Municipal Dock 4, Turning 
Basin: 250,000 sq. ft.; Fireproof, concrete const. 
Sprink. sys.; A. D. T.; Watchmen. Ins. rate 8c. 
Siding cap. 72 cars; free switch. Sheltered motor 
plat. ater Sostes, length 500 ft.; draft 32 ft. (2) 
1302 Nance St.: . ft. Sidin si P. 

SERVICE FEATURES nded: (I S. Cust.; 
State. Pool car dist. Motor BLS service. 
Owners Lone Star Package Car Co., Houston Div. 
REPRESENTED BY—Associated W Warehouses, Inc. 





Pay 85% of Annual 
Railroad Freight Bill 


TRAFFIC WORLD | shipper-subscribers 
pay 85% of the annual railroad freight bill 
and ship about % of the total tonnage 
carried by railways, trucks and domestic 
water lines. 
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OGDEN, UTAH 


Western Gateway 
Storage Company 


Established 1927 he) 


W. D. Brown 390 Exchange Place 
General Manager (Tel.—Exchange 199) 


FACILITIES—Property owned—80,000 sq. ft.; Slow 

burning, brick and concrete const.; Floor one 8 450 lbs.; 

A. th : Watchmen. Ins. rate, 39c. Siding on 
den Union Ry.; cap., 9 cars; Free switch. all lines. 
otor truck plat.: cap., 20 trucks; Sheltered. 


SERVICE FEATURES—Bonded: U. S. Int. Rev. 
Pool car distributors. Motor transport service. 
Space for lease: Storage: Office. Cold storage 
suited to all products requiring such storage. Every 
Seenmepelal qamanemia service performed. Field 
Warehouse set-up throughout Intermountain states. 


ASSOCIATIONS—A. W. A. (Mdse. & C. S.); Utah 
Whsmn’s Asso. 


INVESTIGATE OGDEN’S ADVANTAGES—Save 
as much as two days’ time by serving Northern 
Utah, Southern Idahe, Eastern Nevada, and Western 
Wyoming from Ogden. Study the a 
advantages it offers as a railway and highway center 
from which to distribute your products. These facts 
together with our modern facilities and the complete 
warehousing services we offer explain why those who 
distribute in the Mountain States should make Ogden 
a “key center.” 


NORFOLK, VA. 
Jones Cold Storage Corporation 


Established 1880 
Arthur P. Jones €D E. Main & Water Sts. 
Vice President (Tel.—23601) 

FACILITIES—Cold and Mdse. Stge. (1) E. Main 
& Water. Owned. 500,000 cu. ft. Watchman. 
Ins. 18c. Fumigation. Siding: N. & W. R. R., 
Ven. Ry., C. & O., cap. 10 cars. ruck platf. 3 trucks. 
(2) 714 Union St., leased. 40,000 sq. ft. Ins. 30c. 
Siding, P.R.R., A.C. L., N. & S., So. Ry., cap. 20 cars. 
Both: Fire proof. Floor load 250 lbs. Free switch. all 
roads. Docks: Length 400 ft., Draft 25 ft. SPECIAL 
SERVICES—Bonded: Cust., state. Pool cars. 
Motor trans. Space for lease. A. W. A. 





Incorporated 





SEATTLE, WASH. 


Olympic Warehouse & 
Cold Storage Co. 


Oe 








Established 1931 
J. R. Goodfellow 


President 


Incorporated 


1203 Western Ave. 
(Tel.—Seneca 2466) 





FACILJTIES—Cold Storage, 144,000 cu. ft.; Dry 
storage, 66,000 sq. ft.; Rentals, 20,000 sq. ft. 
Fireproof, brick const.; Sprinkler system; Insur- 
ance rate: 12.8c. Siding connects with all rail lines. 
SERVICE FEATURES: Bonded: U. S. Customs; 
State; State Liquor Control Board. Pool car dis- 
tributors. Office rentals (modern facilities, 









































SALT LAKE CITY, UTAH 
Security Storage & Commission Co. 


Established 1905 Incorporated nominal rentals, telephone and stenographic service). 
H. L. Love 230-40 S. 4th West St. REPRESENTED BY—Central Distribution Bu- 
Manager (Tel.— Wasatch 6493-4) reau: Chicago and New York. 


ASSOCIATIONS—A.W.A. 


Whsmns. Asso. 


OTHER DATA—Our negotiable warehouse receipts 
are accepted by banks as collateral for loans against 
merchandise stored in our warehouse. For drayage 
we use the Lloyd Transfer Co., one of the most 
efficient trucking firms in the city with a fleet of 
25 trucks equipped to handle merchandise of any 
size or nature. 


FACILITIES—230-40 S. 4th West St. and 236 
Woodbine St.: 100,000 sq. ft.; Slow burning, brick 
const.; Floor load, 150-325 lbs.; Sprink. sys. (4th W. 
St.); A. D. T.; Watchmen. Ins. rate, 20c. Sidings 
on D. & R. G. W. and West. Pac.; free switch. 

SERVICE FEATURES—Pool car distributors. 
Motor transport service. Space for lease. 

REPRESENTED BY—American Chain of Warehouses. 
ASSOCIATIONS—A. W. A. (Mdse.); Utah W. Asso. 


(C.S.); Wash. State 


SALT LAKE CITY, UTAH 


Dooly Terminal Warehouse 
“IT’S THE LOCATION” 
Established 1934 * 


A. J. Lindsey 213 So. First West St. 
Manager (Tel.—Wasatch 2332-2333 


Monthly Corrections Mean 
Up-to-date Facts 


Incorporated 


A system which provides for the monthly 
correction of the information furnished in 
this Guide assures shippers of dependable 
data at all times. 





Co. 


e St. 
0111) 
rning 


“Hand-to-Mouth’ Buying 
Makes Warehousing 






























FACILITIES—55,000 sq. ft.; Slow burning, brick, 
const. steel and mill const.; Floor load 250 lbs.; Sprinkler Necessary 
te 8c. sys.; A. D. T.; private watchman; Insurance rate, | 4c. 
motor Interurban Electric siding; capacity 8 cars; free : 
t. (2) switching from all R. R’s. Sheltered motor truck Traffic and sales managers for leading manu- 
ae : and railroad docks. facturers have told TRAFFIC WORLD 


SERVICE FEATURES—Bonded: 


U. S. customs 
and private. 


Pool car distributors. Merchandise 
storage: collections made and promptly paid; 
extending all functions of a branch house except the 
actual selling. Free pick-up and delivery service 
from warehouse to transportation depots. Office 
space; modern equipment for quick service. Ex- 
perienced management. 


REPRESENTED BY—Allied Distribution, Inc., 


ervice. 
n Div. 
ne. 


representatives that improving economic 
conditions require an extension of their use 
of warehousing services, because they be- 
lieve the present practice on the part of 
wholesalers and retailers to buy in small 
lots will continue. They must therefore 

















Chicago, 1525 Newberry Avenue, (Tel.—M i i i i 
531 eNews vor we. aed Se a ee maintain spot stocks with which to fill such 
6-0968.) orders. 

























ASSOCIATIONS—Utah Warechousemen’s Asso. 


sie IDEALLY LOCATED—On the edge of Salt Lake's In the Federal Coordinator's Freight Traffic 
. business and financial district and right in the center Report this belief is supported. The report 
at bill of the jobbing section—in the heart of all business 


says: ‘“ Throughout the United States today, 
we have a hand-to-mouth buying that will 
probably continue for many years to come.” 


activity, and the most desirable location in Salt 
Lake City. 

Our negotiable receipts are accepted by banks as 
collateral against Merchandise stored in warehouse. 
Prompt delivery service. 


nnage 
nestic 
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SEATTLE, WASH. 
United Warehouse Company 


Established 1901 


T. W. Martin 1990 Railroad Ave. 
General Manager (Tel.—Main 8137) 


FACILITIES—1990 Railroad Ave.: 110,000 sq. ft.; 
Slow burning, brick const.; Aero Alarm. 24 W. Con- 
necticut St.: 100,000 sq. ft.; Slow burning, concrete 
const. Both Units: Floor load, 350-500 Ibs.; Sprink. 
sys.; Watchmen. Ins. rate, 12.9c. Sidings. 

SERVICE FEATURES—Bonded: Licensed, U. S. 
Whs. Act; U. S. Int. Rev. and Custs.; State; State 
liquor; Privately. Pool car dist. Motor term. 
ASSOCIATIONS—A. W. A. (Mdse.). 












Incorporated 













HUNTINGTON, W. VA. 


Huntington Warehouse Corporation 
Established 1920 


H. B. McGrew 1647 Seventh Ave. 
Treas. & Mgr. * (Telephone—4139) 


FACILITIES—44,000 sq. ft.; Slow burning, con- 
crete block const.; Flser ined, 250 lbs.; Sprink. sys.; 
Watchmen. Siding on Ches. & Ohio; cap., 8 cars; 
free switch. Motor truck plat.: cap., 8 trucks. 
SERVICE FEATURES—Pool car dist.; Motor ft. 
term.: Company owned line and associated lines 
serve W. Va., So. Ohio and East. Ky. 

REPRESENTED BY—American Chain of Warehouses. 
ASSOCIATION: A. W. A. (Mdse.). 




































MILWAUKEE, WIS. 


* D G. J. Hansen 
President 
Established 1904 Hanset 126 N. Jefferson St. 
(Tel.—Daly 5770) 


Incorporated 

FACILITIES—18 warehouses: 436,000 sq. ft. 
Slow burning, mill construction; Floor load, 150-600 
lbs.; Sprink sys.; A. D. T.; Watchmen. Ins. rate, 
20.7¢c (min.) Siding on C. & N. W.; cap., 50 cars. 
Water dock: Length, 840 ft.; draft, 22 ft. 

SERVICE FEATURES—Bonded: U. S. Customs; 
State. Pool car dist. Motor truck terminal. 
REPRESENTED BY—American Chain of Ware- 
houses and Interlake Terminals. 

New York:—Telephone Lexington 2-3371. 


MILWAUKEE, WIS. 
National Terminals Corp. 
Established 1929 * D Incorporated 

954 S. Water St. 


Willis Warren 
Manager (Tel.—Mitchell 5645) 
Facilities 












80,000 sq. ft.; Fireproof, concrete const.; 
Floor load 250-350 lbs.; Watchmen. Ins. 
rate, 3lc. Siding on Chi. & N. W.; 
capacity, 65 cars. Motor truck platform: 
capacity, 20 trucks. Water Dock: Length, 
1400 {t.; Draft, 21 ft. 


Service Features 


Bonded: U.S. Customs; State. Pool car 
distributors. Motor freight terminal. 
Stevedoring. Docks so located that boats 
may reach terminal without opening bridges 
—there is sifficient water so boats may turn 
at point of terminal. Direct boat service 
to and from the Great Lakes, European and 
Eastern Seaboard ports. Daily boat serv- 
ice the year eect yee! Muskegon, Mich., 
for package freight, loaded automobile 
trucks and new automobiles. 


Largest handlers and storers of new 
automobiles in Wisconsin. Private slip for 
direct transfers between boats and cars. 


Represented By 


Chicago—North Pier Terminal Co. 
Cleveland—National Terminals Corp. 
Indianapolis—Indiana Term. & Refrig. Co. 
Toledo—National Terminals Corp. 
New York—25 Beaver St. (Phone, Hanover 
2-1172). 

Associations 


A.W.A.; Wisconsin Warehouse Asso. 


























































Docket of the Commission 





NOTE—iItems In the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shewn will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


April 6—Fort Worth, Tex.—Hotel Tex.—Examiner Fuller: 
27277—Texas Steel Co. vs. M.-K.-T. of Texas et al. 


April 6—Minneapolis,. Minn.—Hotel Nicollet—Asst. Director Boles: 
Finance No. 10947—Application of Associated Railways Co. for au- 
thority to acquire the lines of Minneapolis & St. Louis to operate 
portions thereof, to abandon certain other portions thereof, etc. 


April 6—Richmond, Va.—Hotel Richmond—Joint Board No. 7: 
BMC F-2—In the matter of the application of Virginia-Carolina Coach 
Ce., to purchase from J. M. Evans, trading as Virginia-Southern 
Coach Lines, his equipment and certificates of public convenience 











EXPORTERS: IMPORTERS: 
COASTWISE SHIPPERS: 


For Quick Dispatch — Efficient Service — 
Economy in Time and Money—ROUTE VIA 


PORT of GALVESTON 


GALVESTON WHARF COMPANY 


Established 1854 
Geo. Sealy, President F. W. Parker, V.P. & G.M. 








ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successer te Keene & Ames 


Formerly Atterney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Terminal Bldg. 
Tulsa, Okla., 1503 E. 27th St. 








Practicing 


before the 
INTERSTATE 
COMMERCE 
COMMISSION 


TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Commerce 


Rail and Truck Costs 
Specialists 








and Statistical Analyses 
1010 Earle Bidg. 


WASHINGTON, D. C. 


Statistical HENRY J. SAUNDERS 


nsulting Engineer, Statistical and 
Accounting Analyst. 
Studies of Operating Costs and Traffic. 
Cost Accounting and Statistical Matters. 
Valuation of Railreads 


Analyses 4 Transpertation Bidg. 


and 


a ra meen eae ei aa 
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and necessity and right to operate regular and charter service 
between Richmond, Va., and Rocky Mount, N. C. 
April 6—Minneapolis, Minn.—Nicollet Hotel—Examiner Disque: 
1. & S. No. 4170—Seeds between points in western territory. 
1. & S. No. 4171—Transit charges on seeds. 
27205—Sioux City Seed Co. vs. B. & O. et al. 


April 7—Washington, D. C.—Examiner C. K. Glover: 
Fourth Section Application Nos. 15755, 15756, 15757 and 16121—Coal 
and coal briquettes in the south—Filed by J. E. Tilford, J. P. Blan- 
ton and the L. & N. 


April 7—Washington, D. C.—Director Bartel and Examiner King: 
24049—-A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers et al., vs. A. T. & S. F. et al. 


April 7—Washington, D. C.—Examiner C. Edward Leasure: 
Air Mail Docket No. 12—Central Airlines, Inc., vs. Pennsylvania 
Airlines & Transport Co. 


April 7—Chicago, Ill.—Morrison Hotel—Commissioner Aitchison: 
Ex Parte 115—Increases in freight rates and charges, 1935. 


April 8—Washington, D. C.—Argument: 
25980 and Sub. 1—Idaho Grimm Alfalfa Seed Growers’ Association 
vs. A. & R. R. R. et al. 


April 8—Washington, D. C.—Examiner C. K. Glover: 
Fourth Section Applications Nos. 15550 and 16107—Grain products 
from Lllinois points to Louisville, Ky. 
April 9—Washington, D. C.—Argument: 
26849 and Sub. 1—Utah Coal Operators’ Association vs. Ark. Valley 
interurban Ry. Co. et al. 
26822—-Utah Coal Operators’ Association vs. A. T. & S. F. Ry. et al. 


April 9—Washington, D. C.—Examiner C. A. Bernhard: 
Fourth section application No. 16200—Phosphate rock to Savannah, 
Ga.—Filed by J. E. Tilford. 
April 9—Columbus, O.—Hotel Deshler-Wallick—Examiner Hendon: 
BMC F-7—Application of Cleveland, Columbus & Cincinnati Highway, 
Inc., for.authority to purchase equipment of Reo Transportation 
Co., together with its certificates of public convenience and neces- 
sity and the right to operate regular and charter service between 
points in Ohio and West Virginia. 


April 9—Washington, D. C.—Examiner C. A. Bernhard: 
* Fourth Section Application 16261—Phosphate rock, C. L., from Flor- 
ida points to Charleston, S. C.—Filed by J. E. Tilford. 


April 10—Washington, D. C.—Argument—Director J. L. Rogers: 
BMC 2741—Application of Pan-American Bus Lines. 


April 10—Washington, D. C.—Examiner M. L. Boat: 

Fourth Section Application No. 16234—Crude sulphur, C. L., from 
points in N. J. and New York, N. Y., and New York lighterage 
stations to Buffalo, Dexter, Echota, Niagara Falls and Ogdens- 
burg, N. Y.—Filed by W. S. Curlett. 


April 10—Washington, D. C.—Argument: 

* BMC 2741—Application of Pan American Bus Lines of 130 W. Trade 
St., Charlotte, N. C., for a certificate of convenience and necessity 
to operate as a common carrier for _the transportation of persons 
in interstate commerce. 


April 11—Muncie, Ind.—Federal Bldg.—Examiner Stiles: 
1. & S. 4172—Glass jars from Mo.-Ill. to Wis., Minn. and Mich. 


April 11—Bellefonte, Pa.—Court House—Examiner Weems: 
27293—Bellefonte Central et al. vs. B. & O. et al. 


April 11—Muskogee, Okla.—Chamber of Commerce—Examiner McChord: 
Fourth Section Application 16109—Blackstrap molasses from New 
Orleans, La., and Mobile, Ala.—Filed by the M.-K.-T. 


April 13—Ft. Worth, Tex.—Hotel Texas.—Examiner Disque: 
1 & S. No. 4170—Seeds between points in western territory. 
1. & S. No. 4171—Transit charges on seeds. 
27205—-Sioux City Seed Co. vs. B. & O. et al. 


April 13—Indianapolis, Ind.—U. S. Court Rooms—Examiner Stiles: 
27091 and Sub. No. 1—Horace E. Hall vs. Missouri Pacific et al. 
27319—H. E. Hall vs. Pennsylvania et al. 


April 13—Boston, Mass.—Hotel Lenox—Examiner Weems: 
27176—Colley-Woods Co. vs. N. Y. N. H. & H. et al. 
27300—Saco-Lowell Shops et al. vs. B. & M. 


April 13—Oshkosh, Wis.—Raulf Hotel—Examiner Snider: 
27313—Meyer Burstein & Sons vs. B. & O. et al. 


April 13—Oklahoma City, Okla.—Skirvin Hotel—Examiner J. McChord: 
Fourth Section Application 16205—Sugar and canned goods from and 
to Texas points—Filed by C. R. I. & G. 


April 13—San Francisco, Calif.—Room 237 Merchants’ Exchange— 
Examiners McAuliffe and Pinkney: 

BMC 2890—All American Bus Lines, Inc., of 629 South Main St., Los 
Angeles, Calif., for a certificate of convenience and necessity to 
operate as a common motor carrier for the transportation of per- 
sons and baggage of passengers in interstate commerce. 


April 14—Chicago, Ill.—Sherman Hotel—Examiners Koebel and Shinn: 
Fourth Section Applications Nos. 16185, 14567, 14743, 14777, 14778, 
14778, 14963, 15109, 15206, 15372, 15714, 16115, 16184, and 16186— 
Class rates and ratings from, to and between points in western 
trunk line territory. 
April 14—Amarillo, Tex.—U. S. Court Rooms—Examiner McChord: 
27260—Farmers’ Union Supply Co. vs. A. T. & S. F. et al. 
April 14—Concord, N. H.—U. S. Court Rooms—Examiner Schutrumpf: 
Finance No. 11076—Application of Boston & Maine for permission 
to abandon its North Weare Branch from Goffstown to Henniker 
Junction, N. H. 


April 14—Washington, D. C.—Director Sweet: 
* Finance 9918—Missouri Pacific Railroad Co. reorganization. 
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THE INDUSTRIAL CENTER of the SOUTHWEST 


PORT 
HOUSTON 


THE LEADING TEXAS PORT 


Frankly, the Port of Houston can boast 
no Revolutionary, or even Civil War 
history. Its record as a port dates no 
further back than 1915, or more prop- 
erly 1919, when the first foreign cargo 
left its wharves. But in that span it has 
run a good race against the Nation's 
oldest and greatest to become Amer- 
ica's Fifth port in total Foreign Com- 
merce. 


Port Houston's very newness guaran- 
tees you the service and economies 
made possible by a port modern in 
plan, facilities and management. 


WHETHER IT IS FOR IMPORTING, EXPORT- 

ING, OR LOCATING A MANUFACTUR- 

ING OR DISTRIBUTING PLANT, YOU 
CAN'T GO WRONG ON 


HOUSTON 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 


“OPPORTUNITIES 


In Traffic Management” 


“Opportunities in Traffic Management,” a 
64-page book, FREE, should be read by every 
man seeking advancement in traffic work. 


of financial success. Many LaSalle- 
trained traffic managers—both in the 
railroad and industrial field — now com- 
mand salaries of $4,000, $6,000 a year 
and better. Investigate! Send for this 
free book today. Find out how you can 





This book points the way to the higher 
positions in the field of Traffic Manage- 
ment, It tells how men once on small 
salaries have demonstrated their ability 
to make savings for the companies they 
work for and thus rise to more respon- 
sible positions, The field of Traffic Man- qualify for these hi her positions through 
agement offers real opportunity only to lie home-study training and guid- 
the man who knows. Spare time study ance. Write now for your free copy of 
and the will to succeed have pushed “Opportunities in Traffic Management.” 
scores of traffic employees up the ladder Address— 
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This advertisement is a reproduction of the TI 

front cover of a broadside featuring the Texas “H" 

Centennial. If you are interested in learning a-; 

more about this event write to P. J. Neff, Assist- 

ant Chief Traffic Officer, 1601 Missouri Pacific ri | dle |\= uh | oe 
Bidg., St. Louis, Mo., for a copy of this colorful 7 

3. : , . Ate) iia oe 
illustrated folder. » 


COMMENORATING 100 YEARS orPROGREDa 


IB36-I1936 A SERVICE INSTITUTION 
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N THE shipping game, your customer is the umpire—and there’s 
no arguing his decision on a freight arrival! You’ve got to get your 
goods there safely or you’re out—and may never get another oppor- 
tunity to go to bat again. So be sure—route your freight via Chesa- 
peake and Ohio! Your shipment will get there on.time and, what’s 
more, in A-1 condition. We'll be glad to play ball with you the 
next time you need to score with a rush shipment—just drop the 
word to your nearest Chesapeake and Ohio freight representative. 





corge Washington's f Failroad 


CHESAPEXKKEad() HIO 
Onganal Predecrsor (ompany ts by George Washington in 1785 



































America’s most modern railway passenger 


carrier. The first standard size Diesel electric 
streamline train. A triumph of engineering— 
its beauty, convenience and luxury are a rev- 
elation. The Green Diamond will be placed 
in service between St. Louis and Chicago on 


the completion of an exhibition tour. 
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